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DF Loaders 


Endorsed with enthusiasm by The National Industrial Traffic League, Evans DF Loaders are 
the subject of an official report to over 1600 of the nation’s top traffic managers. In its official 
report the N.I.T.L. Freight Claims & Claims Prevention Committee states: ““Your Committee 
is interested in the subject [the DF Loader] to the extent of its relation to the prevention of 
damage . . . and recommends that the Transportation Instrumentalities & Car Service Com- 
mittee . . . promote this type of equipment to its utmost ability.” What N.I.T.L. has recently 
recognized, users of DF cars have long known: The DF Loader is truly the Damage Free 
Loader, the Dunnage Free Loader. Shippers attest to its impressive savings in dunnage, and 
labor to install it; railroads acclaim its record of increasing boxcar loads by over 33%; carriers 
and shippers alike hail its impressive record of reducing damage to the vanishing point. You 
can ship bigger loads, cut loading costs, and eliminate damage with Evans DF Loaders. Consult 
Evans Products Company, Railroad Loading & Equipment Division, General Offices, a, 

Plymouth, Michigan. Plants: Plymouth, Mich.; Coos Bay, Ore.; Vancouver, B. C. as + =) 


. 
= \ 
ro) 


LOADING AND RAILROAD EQUIPMENT @ 


ELIMINATES DAMAGE AND DUNNAGE 





Ship with Confidence 


\NTERNATIONAL 
FORWARDING Co. 


follow the flag... 


that ful, fo bibles Service 


@a_ reliable carrier with established 


standards in the field of freight for- 
warding. 


seasoned by nearly five decades of 
transportation integrity. 


a reputation aged by perfection in 
shipping. 


dedicated to prompt & courteous service 
for customer complete satisfaction. 


exceptional facilities for the efficient 
handling of your L.C.L. shipments. 


designed to save you time and meet 
your personal shipping requirements. 


thousands of satisfied customers offer 
convincing proof of _ International's 


ability to serve you better. 


with such a qualified record we feel 
justified in saying... 


Mt has to be goo 


INTERNATIONAL FORWARDING CO. 


OFFICES IN ALL MAJOR CITIES 


Hh Working Toul 
por Traffic and 
Transportation Men 


FOUNDED 1907 
45th YEAR 


Published by The Traffic Service Corporation, 
815 Washington Building, Washington 5, D.C., 
U.S.A. 5 ie M, JR., President and 
Treasurer; EMIL G. STANLEY, Executive Vice 
President and Secretary; STANLEY H. SMITH, 
Vice President; CHARLES B. CLARK, Vice 
President; ROBERT J. BAYER, Assistant to the 
President. 


EDITORIAL DIRECTOR 
STANLEY H. SMITH 


EDITOR 
ROBERT J. BAYER 


CHIEF, WASHINGTON NEWS BUREAU 
J. C. SCHELEEN 


WESTERN EDITOR 
N. C. HUDSON 


EDITORIAL ASSOCIATES 
L. W. BRITTON, 
J. DELTON PATTIE 
S. D. MAYERS 
R. W. BARROW 


ADVERTISING DIRECTOR 


EMIL G. STANLEY 


State-Madison Building, 22 W. Madisen 
St., Chicago 2, Ill. Financial 6-0012. 


EASTERN ADVERTISING MANAGER 


ALVIN C. HOPKINS 


253 Broadway, New York 7, N. Y. 
Digby 9-4050. 


WESTERN ADVERTISING MANAGER 


CHARLES B. CLARK 


821 Market Street, San Francisco 3, 
Calif. YUkon 2-2338. 


PUBLISHER 
E. F. HAMM, JR. 


ASSISTANT TO THE PUBLISHER 
RALPH N. IVES 


CIRCULATION DIRECTOR 
CARLISLE NORWOOD 


MANAGER, SPECIAL SERVICES 
R. R. LETHEM 


TRAFFIC WORLD is a Member of The 
Audit Bureau of Circulations. Name 
Registered U. S. Patent Office. Copy- 
right 1951 by The Traffic Service 


Corporation. No Part May Be Repro- 
duced Without Written Permission. Subscrip- 
tion Rate: $24 a Year, Single Copy 50 Cents. 
Entered as Second Class Matter January 1, 
1913, at the ye <iee . saaeengten, D. C. 
Under the Act of March 3, q 

THE TRAFFIC SERVICE CORPORATION Pub- 
lishes: Traffic World, Daily Traffic, World, 
Traffic Bulletin. Affiliates: Transportation Sup- 
ply News, College of Advanced Traffic, Acad- 
emy of Advanced Traffic. Offices: State-Modi- 
son Building, 22 West Madison Street, Chi- 
cago, Illinois; 253 Broadway, New York 7, 
N.Y.; 821 Market St., San Francisco 3, Calif. 





WS 


DITO! 


Bricke: 
tion 


\ATE | 


WEEK 


Rail Fi 

4.5 
Traffic 
Centra 
Railroc 

Cha 
Freigh 

emy 
Meetin 
British 
Fisher 
Apathy 

Stud 
Formul 
Rail R 
Céa&e 

Mov 
New J 
Railroc 

utive 
Defens 

Tran 
Canad 
Chicag 
Weyer 
Chicag 
Tenn. | 
Bitumir 
Faricy 
Sen. Bi 

at L 
Rail De 
Technic 
Watery 

Deve 
A.M.A. 
Mid-W 
Studies 
Rock Is 


IC.c. | 
DECISI 


Motor 
Cent 
Greyhc 
Report 
crea: 
los Ar 
Americ 
Ship 
Three | 
Reduce 
tiple 
ABC’ 
Wyer | 
Digest 
Railroa 
Diges; 


07 


and 
Vice 
— 
ice 
vice EDITORIAL 


Bricker Looks at the National Transporta- 
tion Policy 


WEEK IN TRANSPORTATION 


Rail Freight Loss and Damage Claims Rise 
4.5 Per Cent in First Half of ‘51 
Traffic Society Winter ‘Exams’ Scheduled .. 
U Central-Western Claim Group Meetings .. 
Railroads Disappointed, but Will Not 
Challenge Mail Pay Decision Now 
Freight Loss-Damage Forum Held by Acad- 
emy of Advanced Traffic Alumni Group 
Meeting of Rail Foreign Freight Men .... 
British Official Studies U.S. Transport .... 
Fisher on Industrial Expansion in West .. 
Apathy Toward Railroad Securities Is 
Studied by Investment Bankers 
Formula Sought for Highway Financing .. 
Rail Regulation Methods ‘Out-of-Date’ 
C. & E. |. Official Cites Advantage of 
Moving Freight by Truck on Flat Cars .. 
New Jersey Turnpike Dedicated 
disen Railroads Need More Income, Chief Exec- 
N12. utives Tell N.Y. Railroad Club 
Defense Mobilizer Urges ‘No Letdown’ in 
Transport at N.Y. Traffic Club Luncheon 
Canadian Seaway Action Reported 
Chicago Faces Motor Equipment Shortage 
Weyerhaeuser Joins Ship Owners Group .. 
Chicago Rails Honored for Defense Role . 
Tenn. U. Offers New Truck Scholarship .. 
3, Bituminous Pavement Test to Be Made .. 
Faricy Again Urges Rates to Meet Costs .. 
Sen. Bricker Addresses Chicago Traffic Club 
at Luncheon Honoring Railroads 
Rail Development Group Meeting in Quebec 
Technical Bibliographs Issued by D. of C. 
Waterways Are Factor in Gulf States’ 
Development, A.W.O. Head Says 
A.M.A. Packaging Show to Be Held in April 
Mid-West Board to Honor Past Presidents 
Studies Issued on Agriculture Transport .. 
Rock Island Introduces New Food Service . 


LC.c. NEWS 

DECISIONS 

Motor Rate Changes on Iron and Steel in 

Central Area Held Not Reasonable ... 

= Greyhound Rights Purchase and Control . 
Copy Report Issued Dealing With General In- 
ervice crease Rate Adjustments on Commodities 
cnr los Angeles Forwarder’s Rights Extended 
Cents. American Coastal Lines Told to File its 
ry 1, Shipper Contracts With I.C.C. ... 
D. ¢. Three Roads Granted Safety Rule Relief 
| Pub- Reduced Rates on Blackstrap in Single, Mul- 
Vor id, tiple Tank-Car Loads Held Unreasonable 
Acad: ‘ABC’ Awarded Forwarder Rights 
Madi- Wyer Ratified as Long Island Trustee ... . 
: — Digest of Rate Reports 
ue Railroad +Abandonments 


Digest of Commission Motor Reports 


“| [faazrre | 


= NATIONAL TRANSPORTATION, AND TRAFFIC NEWSMAGAZINE INDEPENDENT AS BETWEEN CARRIER AND SHIPPER 


Uncontested Finance Cases 
Motor Finance Cases 


ORDERS 


1.C.C. Refuses to Suspend Seatrain Tariff 
Covering N.Y.-Savannah Service 

Temporary Motor Control Extension Denied 

Union Railway Construction Time Delayed 

S.W. Lines Granted Rate Relief on Cata- 
logs, Other Commodities 

Admittance to 1.C.C. Practice 

Paper Machinery Rate Relief Extended ... 

Forwarder, Car Furnisher Reports Ordered 

Canned Goods Loading Permit Revised .. 

‘Co-op’ Transit Co. Stock Issue Delayed .. 

Steam Rail Accounts Modified 

Pipe Line Depreciation Rates Prescribed .. 

Boston Terminal Reorganization Ballots .. 

Motor Accounting Modification Corrected 

Partnership Granted Forwarder Rights ... 

Suspended Tariffs 

Digest of Commission Orders 


APPLICATIONS AND PETITIONS 


Alum Rates Relief Asked in Southwest ... 
Isbrandtsen Seeks West-to-East Rights ... 
Petitions for Rehearing, Etc. 

Digest of Finance Applications 


PROPOSED REPORTS 


Four Per Cent Rate Increase Proposed 
for Northwest Motor Carriers 

Examiner Proposes Plan to Protect Em- 
ployes in New Orleans Depot Project. . 

Price for Motor Rights Held ‘Excessive’. 

N.Y.-Florida Rate Cut on Drugs Upheld .. 

Portland Rights Sale Condemned 

Motor Recommended Reports 


COMPLAINTS 


HEARINGS 


M. P. Reorganization Hearing Ends; Board 
Chairman Asks ‘Mahaffie Act’ Adjust- 
ment... 

Hearing Set on N.Y. Motor Surcharges. . 





Regular Departments 


Questions and Answers 
From Our Readers 
Personal News 

News of Traffic Clubs 
1.C.C. Docket 

Traffic Dates 


Editorial and Subscription Mail 


Address all editorial and subscription mail 
to Traffic World, 815 Washington Building, 
Washington 5, D.C. 


DECEMBER 8, 1951 


NO. 23 e VOL. 88 


™ Contents of This Issue 


Many Witnesses Testify at 1.C.C. Hearing 
on Truck Transport of Explosives 


STATE ACTION 


Milwaukee Service at Vining Modified 
W.Va., Wyo. Allow Rail Rate Increases. . 


DEFENSE TRANSPORTATION 


Railroads Asked to Boost Flow of Scrap 
in Drive to Prevent Steel Shut-Downs. . 

Cramer Heads O.P.S. Petroleum Branch. . 

Wage, Salary Adjustments in Rail, Air- 
line Industries Covered by New Regu- 
lation 

General Agency Ship Operations Re- 
viewed 


N.S.A. Sets Bulk Coal Rates to Europe .. 


C.A.B. NEWS 


C.A.B. ‘Secret Conclave’ Scored by 
Spokesman for Independent Airlines. . 
Seniority Ruling in Airlines’ Merger 


F.M.B. NEWS 


Mediterranean Ship Charter Need Found 
Ocean Ship Agreements - 
Ship Rate Complaint Withdrawn 


COURT NEWS 


Motor Act Prosecutions 
Miscellaneous Decisions 
Loss and Damage Decisions 


LABOR NEWS 


Head of B.L.F.E. Urges Members to Ob- 
serve Operation Rules in Interest of 
Safety Pra 

Loomis and Monroe Testify for Rails. in 
Firemen’s Wage Case 


STATISTICS 


October Rail Net Income Estimate 

1.C.C. Carload Waybill Analyses 
Intercity Truck Freight Volume 

Growth of Truck Traffic on Rural Roads. . 
Rail Freight Revenues and Traffic 

Freight Commodity Statements Dropped .. 
Freight Car Supply Report 

October Transport Tax Collections 
Delaware River Ports Tonnage .... 
P.R.R. Orders New Rolling Stock 
Electric Railway Data, 1950 . 

Boston Port Revenue Report 

Canadian Carloading Volume 


NEW SERVICES AND PRODUCTS 


FREIGHT HANDLING 
AND PACKAGING SECTION 


How Shippers and Carriers Are Using 
Impact Recorders to Stop Claims 67 

W. P. ‘Compartmentizer’ Car Displayed... 74 

Bonded Block Loading Method Described 74 





TRAFFIC Wort 


THE CARE AND NURSING OF TANK CARS 


Caps off when loading! 

Be sure that both heater coil 
caps and the outlet valve 

cap are off. Make certain that 
coils don't leak and the 


outlet valve operates properly. 


Another way to get more from your GATX tank cars 


\GSTX/ GENERAL AMERICAN TRANSPORTATION CORPORATION 
135 South La Salle Street +. Chicago 90, Illinois 


District Offices: Buffalo « Cleveland « Dallas « Houston « Los Angeles « New Orleans 
New York « Pittsburgh e St. Louis « San Francisco « Seattle « Tulsa e« Washington 
Export Dept.: 10 East 49th Street, New York 17, New York 





So many people have requested reprints of these cartoon advertisements that 
we are making them available to you for use in your shops. Just write us. 





Deceé! 


the cre 


1A: 
tr 


they o) 
serve ; 
transpe 
with s 
its ave 
tions \ 
indivic 
ment ; 

W. 
to diff 
Bricke: 
from i 
sions | 


trans pc 
to au 2 
menda 
tegulat 
He 
import 
clause 
and tl 
discret 


Wor.p 





rs 


101s 


December 8, 1951 


EDITORIAL 


Bricker Looks at the National Transportation Policy 


HE KEENEST AND MOST LOGICAL document on 
1D sccanaeaiin to come out of Congress in ten years is 
report No. 1039, a progress report of the Senate committee 
on interstate and foreign commerce, prepared by Senator 
Bricker, of Ohio, for that committee’s subcommittee on do- 
mestic land and water transportation pursuant to Senate 
Resolution 50 (T.W., Oct. 27, p. 70). The resolution 
authorized the committee to make a complete study and 
investigation of land and water transportation with particu- 
lr reference to the national transportation policy as de- 
dared in the interstate commerce act, and as to the effect 
‘of large expenditures of public moneys and private capital 
upon transportation charges and to what extent such ex- 
penditures are reflected in costs of production and prices 
to consumers. 

The report deserves praise on several counts. In the 
frst place it is a literate piece of writing, succinct and read- 
ible. Secondly, it is sound in its general logic, however far 
its processes along that line may lead away from the opinions 
of some informed students. Its general arrangement is ad- 
mirable. In these three respects it displays unmistakable 
eidence of being the product of an individual rather than 
of a committee. Senator Bricker is the individual who gets 
the credit. 


xX a survey of certain areas of domestic land and water 
transportation and the regulatory statutes under which 
they operate, the report may well be called a text. It might 
serve as an introduction to some more detailed course in 
transportation, despite the fact that it concerns itself more 


vith shortcomings than with accomplishments, and despite 
ts avowed objective of arriving at corrective recommenda- 
tions which, in the end, must appear as the opinions of an 


individual based on his interpretation of evidence and argu- 
ment adduced in the course of a long series of hearings. 


With these opinions the reader is, of course, at liberty 
to differ. We know that we do not agree with Senator 
Bricker on all scores, both as to the inferences he draws 
from included and implied material, and as to the conclu- 
sions he reaches and the recommendations he makes. 


In general, we believe that the recommendations exhibit 
this weakness: That, whereas the senator places himself 
among those who stand for a minimum of regulation of 
transportation and warns of the tendency of regulatory bodies 
0 augment their powers by interpretation, by his recom- 
mendations he implies at least that he favors more stringent 
tegulation along stated lines. 


_ He does recommend loosening of regulatory ties in some 
important respects—the review of the long-and-short-haul 
dause of section IV “‘with a view to its repeal,” for instance, 
and the granting to transportation management of greater 
discretion in rate making. 

_ The burden of most of his recommendations, however, 
s that the law should be amended to “review,” “clarify” or 
‘tedefine” so as to eliminate existing exemptions in some 
instances, and so as to make applicable, for “uniformity’s 
sake,’ particular regulatory bonds over all instead of merely 
over some types of transportation. The general effect of the 
adoption of his recommendations, as a body and without 


exception, would be a considerable augmentation of the 
existing regulatory burden. 


We ee support, however, ought to be 
accorded to such proposals as the one about rate 
making, and one which would have Congress provide for 
an impartial and complete study of highway costs and the 
contribution to them of common and contract motor carriers. 
There may be some question as to whether the Bureau of 
Public Roads is the agency to make such a study. Probably 
it is, if the survey is to be made by the federal government. 
And it is becoming more apparent year by year that the 
transportation agencies themselves will never get together 
to produce such a survey on their own. They may some day 
regret that reluctance. 


The Bricker proposal would have the survey cover such 
things as highway deterioration and its causes; damage 
caused to roads by trucks; limitation of highway capacity 
caused by large and heavy vehicles; motor vehicle operating 
costs; distribution of travel of vehicles over various road 
and street systems; taxes on gasoline, vehicles, and as excise. 
It omits any mention of the tax problem as it arises out of 
the taking of tax-paying real estate off rolls for tax-free 
highways, as contrasted with the augmentation for taxing 
purposes of real estate improved for rail use. 


ECAUSE the document is presented as an “interim re- 

port,” there ought perhaps be no criticism as to its 
omissions. However, the most apparent of these is in the 
matter of railroad service, discussion of which is apparently 
purposely omitted in view of the senator’s expressed general 
satisfaction with railroad management. He goes to some 
lengths to indicate that the public is deceived when it as- 
sumes that rail financial troubles are due to poor manage- 
ment. The soundness of that management, he says, is 
attested by “‘all objective tests of operating efficiency . . .” 


No one can argue against that point. What he over- 
looks, however, is that railroad financial results are only 
partly due to operating factors. The most important factor 
is the level of the traffic, which sets the level of the rev- 
enue. And, if we may venture a respectful suggestion, the 
senator might have come fairly close to the causes for the 
financial plight of a number of railroads had he abandoned 
hearing-room formality on occasion for informal visits to 
Shippers’ Advisory Board meetings and to other gatherings 
where rail service shortcomings have been discussed, some- 
times heatedly, occasionally in amity, but always with frank- 
ness. 


This “blind spot” in the report is even more apparent 
in its concluding paragraphs, dealing with diversion of traf- 
fic from rails to other means of transportation. The senator 
says the causes lie in the inability of the railroads to compete 
with modes of transportation less stringently regulated than 
themselves, and in the favorable position of some of those 
competing carriers as recipients of federal subsidies. He 
doesn’t mention, what every traffic man knows—that a lot 
of tonnage moves today via systems competitive with the 
rails for the oldest and most potent of all reasons—superior- 
ity of service of those competitive systems. 
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in this. column will be published answers to questions relating to traffic, of general reader interest. 4 
specialist in interstate transportation, who is a member of our special service department, will furnish 
references to regulations and decisions and will answer questions of application of tariff 


practical tariff problems. 


Tax on Transportation— 
Transit Shipments 
Question—Florida 


In your answer to Nebraska, on page 6 
of the May 12, 1951 issue of the Trarric 
WorLbD, under the heading “Tax on 
Transportation” there is a question con- 
cerning application of the federal trans- 
portation tax to shipments treated in 
transit when the ultimate consignee is a 
State or political subdivision thereof. In 
the last paragraph of your quotation 
from the Commissioner of Internal Rev- 
enue it is stated that if the State pur- 
chases untreated forest products and 
contracts separately with a plant to have 
such products creosoted, the movement 
of untreated products from the point of 
origin to the creosoting plant would be 
considered to be transportation to the 
State within the meaning of Section 
3475(b) of the Code. 

We provide a commercial treating 
service for the lumber trade and many 
of our customers are wholesale lumber- 
men competing for State Highway con- 
struction materials. State bid forms 
read as follows: 


Sealed bids .. . for furnishing the 
supplies, materials and or services, delivered 
F.O.B. , , , transportation charges prepaid. 
Note: Do not include 3% transportation tax 
in computing freight. Section 3475(b) 
amended of Internal Revenue Code exempts 
oa from this tax, effective December 1, 
1 \ 

All tax imposed upon any article shall 
be shown as separate items, and in no case 
included with price bid. Failure to comply 
with these conditions will be considered 
grounds for rejection. 


When one of our customers receives a 
contract for treated lumber he ships from 
his mill consigning the car to the State 
in care of our treating plant. After 
treatment we reship to the State at in- 
dicated destination showing customer as 
shipper and file transit claim for in- 
bound charges; however, the rail carriers 
refuse to refund the tax collected on the 
inbound shipment even though identical] 
billing is surrendered and inbound freight 
bill shows the State as consignee. Their 
contention is as outlined in the penulti- 
mate paragraph of “answer” referred to 
above. 

Will you please advise how our cus- 
tomers can comply with State instruc- 
tions to “show tax as separate items” 
and “not include transportation tax” 
when the carriers and the Internal Rev- 
enue Bureau insist on collecting tax? 


Answer 


It appears to us that the bid forms of 
the State Highway are in conflict with 
the ruling of the Commissioner of Inter- 
nal Revenue with respect to the applica- 


VESTIONS AND 


fa yous 


Address letters to Traffic World, 815 Washington Bldg., Washington 5, D. C. 
attention will be paid to anonymous communications or questions from nonsubscribers, 


We do not desire to take the place of the traffic man, but to help him in his 
work, nor do we undertake to render legal opinions. 
question that does not seem to be of general interest or that may appear to us unwise to answer or too 
complex for the kind of investigation herein contemplated. 
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tion of the transportation tax. These 
forms contain the statement that the tax 
does not apply to the shipments, which 
is contrary to the ruling quoted in ow 
answer to which you refer. Under the 
ruling of the Commissioner of Interna 
Revenue the contract for creosoting must 
be made by the State, if the tax is to 
be avoided. 
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Demurrage— 







Strikes—Storage of Goods in 
Public Warehouse 


Question—Pennsylvania 


Relative to your answer to Pennsyl- 
vania on page 10 of the November 10, 
1951 TraFric WorLD, under the caption 
“Demurrage—Obligation of Shipper or 
Consignee to Use Due Diligence to Avoid 
or Abate Detention,” we already had the 
information with respect to I.C.C. Docket 
29668, Commerce and Industry Associa- 
tion of New York v. Baltimore & Ohio 
Railroad. 

What we are interested in learning is 
whether or not there is any case having 
to do with Section 4 of the Bill of Lading 
Terms and Conditions—a copy of which 
is attached for ready reference. 

The principle of “due diligence” having 
been set by the Commission for relief 
from penalty demurrage, our problem is 
whether or not the prerogative of the 
railroad to send a shipment to public 
storage under Section 4 of the Bill of 
Lading Terms and Conditions has ever 
been upheld in any case. The consignee 
of the shipment that we have in mind 
was unable to unload this car because 
of the team track yards being picketed, 
and he observed due diligence in en- 
deavoring to locate public storage where 
the car could move by rail without truck- 
ing. In the event there was such public 
storage available, the railroad under the 
Bill of Lading Conditions could have 
made such an arrangement without the 
approval of the consignee. 

In the event you can locate anything, 
it will be appreciated if you will advise 
me. 






























Answer 


We are unable to find a report of the 
Commission in, which the question of 4 
carrier’s obligation to place goods 1 
public storage where such goods cannot 
be unloaded because of a strike has 
been considered. However, it appears 
from the Commission’s report in Huff- 
man Bros. Motor Co. v. New York C.RR. 
Co., 74 1.C-C 671 that the Commission 
has no jurisdiction to award reparation 
under such circumstances, even though 
the carriers failure to place the goods 
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in public storage constituted negligence. 
see, also, the reports in Wells Petroleum 
Co. v. Atchison, T. & S.F. Ry. Co., 222 
LC.c. 191; Vim Motor Truck Co. v. 
Director General, 64 I.C.C. 588; Vim 
Motor Truck Co. v. Director General, 80 
LC.c. 72 and National Lumber Co. v. 
Norfolk & W. Ry. Co., 88 I.C.C. 357. 


OW 
. No | Liability of Carrier— 


ribers, For Loss of Portion of Over Freight 


terest. af Question—Indiana 
ill furnish 5 — 
dules and We made a shipment of television 


way hil sets from our plant to Detroit. This 
fer or 7 involved two motor carriers. Point of| 
interchange was _ Indianapolis. The 
originating carrier marked their freight 
These bill “six television sets over and for- 
the taxgy warded at Indianapolis.” The deliver- | 
;. which] ing carrier checked the same number of | 
in oury sets over at Indianapolis. However, the 
der they delivering carrier delivered “four tele- 
Internal vision sets over at Detroit.” 
ng must We immediately filed claim for two 
x is toy television sets with the delivering car- 
rier, who is refusing to pay our claim. 
We believe they are responsible. 
Will you please let us have your opin- 
ion and if possible cite court decisions 
covering similar circumstances. 





Answer 


We cannot locate cases bearing on this | 
ennsyl- subject. However, it is our opinion that 
iber 10, you have a prima facie case against the 
caption delivering carrier in that it checked six 
yper or sets over at Indianapolis but delivered 
o Avoid only four sets over at Detroit. 
nad the Under the circumstances, there is evi- | 
Docket dence to the effect that the carrier lost 
\ssocia- two sets between Indianapolis and De- 
&< Ohio troit and, unless it can offer proof that 

mee it did not receive six sets over at In- 
ning 1s dianapolis, we can see no reason why 
having the carrier should decline your claim. 
Lading 
f which 


having 
- relief 
blem is Carrier Not Liable for Protection of Rate 
of the Via Lowest Rated Route Where it 

public Forwards Shipment via a Cheaper or as 
Bill of Cheap a Rated Route as 

as ever That Directed by Shipper 

nsignee 

1 mind Question—Illinois 

yecause 
cketed, 
in en- 


Routing and Misrouting— 





We recently filed an overcharge claim 
in the amount of $85.39, based on mis- 
where routing by the carrier, which the carrier | 
truek- declined. We would appreciate your | 
public opinion as. to whether you believe our 
er the claim was in order or not. 
| have Some time back we furnished our | 
‘ut the source in Kalamazoo, Michigan, with a| 
routing guide providing a routing of 

vthing, Saginaw-Railway-Express Motor Trans- | 
"advise port between Kalamazoo, Michigan, and | 
Kenosha, Wisconsin. Later Railway Ex- | 

press Motor Transport ceased operation 
between Chicago and Kenosha but before 


Wanexven YOU GO in this beautiful country of ours, the 


brilliant green and yellow Mayflower vans with the big 
red letters on the side are part of the scene. Mayflower 


vans travel more miles every year than any other long- 


of the we could change our routing guide a | distance move in meri . n 
am shipment moved, routed on the bill of | ver, helping A erica move ahead in peace and 
nds ing §=2%ng “Saginaw-Railway Express Motor.” in war. Mayflower is the safe, easy way to move long- 
cannot} = Sazinaw carried the shipment to Chi- y . o be 8 
‘e has azo and turned it over to the Railway distance anywhere in the United States or Canada. Try it! 


ppears Express Company who handled it via 
Huff- Tegular Railway Express between Chi- 
CORR. cav0 and Kenosha. The charge on the we 7 “7 
nission = ® pounds of gas and electric stoves AMERICA 5 FINEST 
ration e€tween Chicago and Kenosha was e ° 

rami $102.87 plus tax. Long-Distance Furniture Movers 


goods We filed an overcharge claim based on 


the through LTL truck rate of $1.21, con- AERO MAY FLOWER TRANSIT COMPANY ° INDIANAPOLIS 
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Peoria and Pekin Union Railway Company | |=" 


.. Intermediate Switching Line Between 15 Line Haul Carriers 


These rails make Direct } —, 
Connections with ee. eee 
15 Trunk Lines SF i ee, “ ee 
serving 38 states aS n*. : , Pap 
24 hours a day... 


One of the P. & P. U. Ry. classification yards for fast 
service through the dependable Peoria Gateway. 


| PEQRIA-GATE WAY | 
Nortl 
WHERE Lehig 


HALF -A-MILLION mn 
ccm") PEORIA 


is not only a fast dependable gateway in the 
HEART of America near the population center gs 
of the country, but, brief « 


mous | 
dress | 


PEORIAREA is a Metropolitan buying center MH 


for half a million consumers. The official 1950 Traff 

census for the 13 counties in the prosperous 
Central Illinois territory show the Peoriarea pop- I ¢ 
° . ° m ! 
ulation to be 534,762 with an annual retail a 
sales volume of over $500,000,000. swers 
° my fi 
Service Between These official figures are conclusive proof that — 
Chicago & Illinois Midland Ry. @ Chicago & North Peoriarea is a Great and Growing Market. save - 
Western Ry. @ Gulf, Mobile & Ohio RR. @ Illinois of it 
Central Railroad @ New York, Chicago & St. For com p lete information about Peoria, which 
i ™ . ° ° W I 
Lovis RR. © New York Central System © Penn Peoriarea, the Peoria Gateway and the coordi- hwy 
sylvania Railroad @ Atchison, Topeka & Santa d ‘ f the P P_U.R i ‘s whict 
Fe Ry. @ Chicago, Burlington & Quincy RR. @ nated services of the P. & P. U. Y-, Call Or write: > a 
Chicago, Rock Island and Pacific Ry. @ Illinois For 
Terminal Railroad @ Inland Waterways Corp. a sep 
@ Minneapolis & St. Lovis Ry. @ Peoria Terminal Mr. E. F. STOCK, General Traffic Manager and 4 
RR. @ Toledo, Peoria & Western RR. Room 36 e Union Station e Peoria } S Hl. _, 
the 2 
Charg 
E to us | 
PEORIA AND PEKIN UNION RAILWAY COMPANY Wee 
= Tan 
de ers ai 
RELLA, 


H. Le 
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tending that, since the route, shown on 
the bill of lading, ie., “Saginaw-Rail- 
way Express Motor” did not exist, it was 
the carrier’s duty to contact either the 
shipper of consignee and change the 
routing or failing that, to route via 
through truck routing, protecting the 
$1.21 rate. 

In declining our claim, Saginaw stated 
as follows: 

1. The Railway Express Motor Transport 
is a subsidiary of Railway Express Inc. and 
although we turned this shipment over to 
Railway Express, the shipment actually was 
maintained in the same corporation. 

2. Railway Express Motor does not main- 
tain any through rates and if we would 
have followed the routing to the minute, 
local rates would have been applicable re- 
gardless. 

3. It is our understanding that this rout- 
ing of Railway Express Motor is set up by 
your company on page 8 of your Region 2 
LCL Routing Guide, dated September 6, 
1950 and even if we hadn’t contacted the 
shipper for a diversion to a through motor 
carrier, it would have been contested. 

We would appreciate your reviewing 
the above and advising if the carrier was 
justified in declining our claim. 


Answer 


While in the instant case the ship- 
ment was misrouted by the carrier, no 
duty rested upon the carrier to forward 
the shipment via a lower rated route 
than that specified by the shipper, and 
if the shipment moved via as low a rated 
route as that directed by the shipper, the 
shipper was not injured by the carrier’s 
misrouting of the shipment, therefore 
damages may not be recovered. See 
Northwestern Traffic and Service Bureau 
v. Missouri Pacific R.R. Co., 73 I.C.C. 
471, and Lathrop, Shea, Henwood Co. v. 
Lehigh Valley R.R. Co., 24 I.C.C. 622. 
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FROM OUR 
READERS 


Discussion of transportation subjects by our readers 
is invited for use in this column. Letters must be 
brief and writers must identify themselves. Anony- 
mous communications will not be published. Ad- 
dress letters to ‘From Our Readers‘’ Editor. 
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Traffic World Make-up Query 


New York, N.Y. 


I do not know what changed your 
Magazine set up, but your arrangement 
of your editorial and “Questions and An- 
Swers” is really working havoc with 
my file covering printed material taken 
from both sources. 

Because of lack of space we do not 
Save your entire magazine, but cut out 
of it certain transportation matters 
which have reasonable permanent value. 
We have a separate file for your edito- 
rials and one to cover various subjects 
which you cover in your “Questions and 
Answers.” 

For years your editorial was printed on 
a Separate page away from “Questions 
and Answers.” Is it possible to restore 
that? Your issue of December 6 is a 
case in point. We decided finally that 
the answers’ on “Liability of Freight 
Charges” to be the more important one 
to us and, therefore, filed the entire page 
In the folder provided for such subjects. 

Iam wondering exactly how many oth- 
ers are similarly affected—C. A. Pasca- 
RELLA, General Traffic Manager, Francis 
H. Leggett & Co. 


When snow is blowing and 


shipping’s growing and traffic’s 
slowing, who believes in Santa Claus? 
Shippers do, of course! They’ve 

got an extra special kind of Santa— 
EMERY AIR FREIGHT—the only 
shipping service in all Traffic-land 
that always delivers the 

goods on time! 


Tuar’s because Emery 
is the ONLY Air Transportation Sys- 
tem in the world that uses all air- 
lines, all surface transportation, pas- 


senger or cargo, express or freight 
...has instant access to everything 
that moves, in the air and on the 
ground! 

A ‘phone call to your local 
Emery office gets your shipment 
picked up and on its way within 
minutes at any hour of the day or 
night, 365 days a year... yes, on 
Sundays and holidays, too! 


Avoid the Christmas shipping cri- 
sis. When shipments pile up at the 
airports, make certain yours aren’t 
at the bottom of the heap. Let 
Emery deliver your goods on time! 

REMEMBER ... when you say 
“ship fastest possible way” you 
really mean Emery—because Emery 
is faster... AND MORE DEPENDABLE! 
So be specific ... say “Ship Emery.” 
Call your nearest Emery office to- 
day and make your own test of 
“The World’s Fastest Transporta- 
tion System.” 


EMERY AIR FREIGHT CORPORATION 
General Office: 801 Second Avenue, New York 17, ORegon 9-1020 


Offices in: Atlanta, Baltimore, Boston, Buffalo, Chicago, Cincinnati, Cleveland, 
Dallas, Dayton, Detroit, Hartford, Houston, Indianapolis, Kansas City, 
Los Angeles, Milwaukee, Minneapolis-St. Paul, Newark, Philadelphia, 
Pittsburgh, Rochester, St. Louis, San Francisco, Seattle, Syracuse, Washington, D.C. 
Agents in all other major cities and towns in the U.S.A. 
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ROUTED STRAIGHT TO YOU FROM US... 


Granth Mober Cypress Ca. 


EXECUTIVE OFFICES: 455 WEST 16th STREET, NEW YORK 11, NEW YORK 
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LATE NEWS 


TRAFFIC AND TRANSPORTATION 


Boston Port Hails Supreme 
Court Ruling Wiping Out 


Grain Rate Differential 


The Supreme Court of the United 
States, by a per curiam decision (no 
written opinion) , has affirmed a find- 
ing of the Massachusetts federal 
district court setting aside as invalid 
a Commission order which required 
cancellation of tariffs reducing the 
rate on ex-Lake grain, for export, 
from Buffalo, N.Y., and other Lake 
ports to the north Atlantic ports of 
New York, N.Y., Albany, N.Y., Boston, 
Mass., and Portland, Me., thereby 
equalizing those ports with Balti- 
more and Philadelphia (T.W., Aug. 
4,p. 15). 


The proposal to reduce the rates by 
half a cent a 100 pounds, was found not 
shown just and reasonable by a report 
and order of the Commission in I. and 
S. No. 5641, Export Grain, Buffalo to 
New York, 278 I.C.C. 31. 

The Supreme Court’s decision was in 
No. 410, Interstate Commerce Commis- 
sion v. New York Central Railroad Co. 
et al. 


The Port of Boston Authority issued 
a statement that the effect of the deci- 
sion of the Supreme Court was to wipe 
out a differential of half a cent a hun- 
dred pounds on grain from Buffalo 
“which had given the ports of Baltimore 
and Philadelphia a great competitive 
advantage over the Port of Boston for 
a half century.” It said the decision 
was hailed by shipping men and grain 
dealers as the most significant one ever 
made in its effect on the Port of Boston. 


Port Director John M. Bresnahan said 
the decision would bring heavy ship- 
Ments of grain to Boston. He said the 
tlimination of the differential would have 
&@ marked effect on the export trade of 
Boston. He said heavy shipments of 
ex-lake grain would furnish the Port of 
Boston with “bottom cargo” which, he 
said, was so essential to the port author- 
ity in obtaining regular export sailings. 

The Port Authority said efforts to up- 
set the differential had been made at 
Intervals in the last 50 years but that 
the present case marked the first time 
that the federal courts had ruled on the 
differential problem. 

“This decision furnishes the Port of 
Boston Authority with a precedent under 
Which, we can attack other rates which 
have so sorely handicapped the Port 
of Boston in its competition with other 
ports for half a hundred years,” said 
Director Bresnahan. 
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TOO LATE TO CLASSIFY IN THIS ISSUE 


Shipper Witnesses in Riss Explosives 
Case Fear Diversion from Railroads 


Traffic Men Representing Paper and Pulp Industry, and Cereal Manu- 
facturer, Say Loss of Traffic to Trucks Means Higher Rail Rates 


on Their Commodities. 


Two traffic executives, one repre- 
senting a group of manufacturers, 
and the other a single large shipper, 
appearing as witnesses at Washing- 
ton, D.C., in MC-200, Sub. 84, Riss & 
Co.,-Inc., Extension—Explosives, took 
the position in their direct testimony, 
and maintained it through cross- 
examination, that the rates paid by 
the companies they represented 
would be affected by further diver- 
sions of traffic from the railroads to 
the motor carrier. 


J. Earl Bryan, Chicago, Ill., general 
traffic manager for the Wisconsin Paper 
and Pulp Manufacturers Traffic Associa- 
tion, and a member of the traffic com- 
mittee of the American Paper and Pulp 
Association, appearing fer those groups, 
said they opposed the applications for 
two reasons: (1) Fear that the loss of 
the tonnage to the railroads would cause 
them to ask other shippers to “make it 
good” in higher rates, and (2) that those 
dangerous explosives should not be mov- 
ing on the highways. 

He said it was common knowledge that 
the motor carrier industry had captured 
tremendous tonnages from the railroads, 
leading to a loss of rail revenue, which 
he said, would be increased by “further 
inroads of this nature.” 


In cross-examination by counsel for 
the motor carriers, Mr. Bryan agreed 
that diversion of traffic from the motor 
carriers to the rails would decrease the 
motor carriers’ revenues, and agreed 
that it might impair motor carrier serv- 
ice. He said he did not think the rail- 
roads were entitled to any certain per- 
centage of the total traffic, and at one 
point said that the railroads could better 
take care of long-haul traffic than any 
other mode of transportation, adding 
that he thought that “motor carriers 
are reaching out too far.” 

Wilbur LaRoe, Jr., who had offered 
Mr. Bryan as a witness, asked him, on 
redirect examination, about references 
that had been made to the $120,000,000 
received by the railroads as revenue for 
transporting explosives in 1950, as a 
relatively small amount compared with 
total revenues. He then asked if Mr. 
Bryan could say whether the railroad 
earnings situation was improving or de- 


Explosives Traffic Called ‘Lucrative.’ 


teriorating. Mr. Bryan referred to the 
“advance summary” of railway earnings 
issued the prior day by the Commission 
for October, saying that it showed a 
decrease for the first 10 months of 
$102,339,832 in net railway operating 
income. He agreed that, had the rail- 
roads received the additional gross rev- 
enue from the transportation of ex- 
plosives, it would have offset the de- 
crease for the 10 months of 1951. 


Quaker. Oats Co. Witness 


John R. Staley, vice-president, Quaker 
Oats Co., Chicago, said the company’s 
principal business was the purchasing, 
processing and distribution of grain and 
grain products, and that a high per- 
centage of the tonnage moving in and 
out of the company’s plants was by rail- 
road. He said that “we are naturally 
and seriously concerned to be assured 
of the maintenance of efficient and low- 
cost rail transportation.” 


Mr. Staley asserted that the impor- 
tance of grain and other agricultural 
products to the economy of the country 
need hardly be stressed, adding that 
its importance to rail transportation 
was immense. He said the grain traffic 
in particular was closely tied to rail 
transportation. But he added that “all 
of this agricultural traffic or tonnage, 
great as it is, even in conjunction with 
other tonnages which are inherently 
tied to the rails, is insufficient to sup- 
port the character of (1) adequate (2) 
efficient and above all (3) low-priced 
transportation which agriculture and 
industries based on agriculture, espe- 
cially require.” 


If, as a result of the instant proceed- 
ing, Mr. Staley said, a competitive form 
of “selective” transportation was per- 
mitted to take away from the rail “com- 
mon” carriers an important quantity of 
profitable tonnage, a greater share of 
the cost of maintaining “top-notch rail 
transportation” fell on the agricultural . 
interests of the country. In consequence, 
he said, “we are opposed to the grant 
of such permission.” 


Mr. Staley said there were areas of 
operation within which the highway 
carrier had a distinct and obvious ad- 
vantage and should, and did, frequently, 
compete fairly and vigorously for the 
business, to the advantage of the people 
in this country. He added that “we do 
not believe the transportation of explo~ 
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sives over the public highways falls 
within such an area.” He stated the 
position of his company as follows: 

“(1) That the petition of the high- 
way carriers should be denied; (2) that, 
if granted, the Commission should re- 
quire highway carriers to maintain rates 
at least 25 per cent higher than the 
lowest rail rates, which is consistent 
with the policy of the Commission in 
other situations involving competitive 
forms of transportation; and (3), if (1) 
and (2) are rejected by the Commis- 
sion, that highway carriers be required 
to establish the same rates as rail car- 
riers on grain and grain products traffic, 
with the same transit privileges, includ- 
ing back-haul and out-of-line haul 
privileges, and to guarantee to provide 
the same deluxe transportation for grain. 
grain products and other agricultural 
commodities as they propose to afford 
the traffic here under consideration.” 

Mr. Staley added that the 1,498,083 
tons of explosives originated by the rai!- 
roads in 1950 showed that the traffic 
was not insignificant. 

A. A. Layne, Jr., for Riss & Co., asked 
if Mr. Staley was familiar with Riss. 
The witness replied that “we use Riss,” 
although he said he did not know all 
about its operation. Asked about his 
reference to “common” carriers, and 
asked what type carrier Riss was, Mr. 
Staley replied that it was referred to as 
a common carrier, but added that “our 
experience with many so-called common 
carriers is that they are not very com- 
mon” He said that “they are really 
selective when they go after business, 
but they do not want our business unless 
it pays them much more than average.” 
He asserted that there were common 
carriers with published rates who used 
the excuse that they had insufficient 
equipment when offered traffic. 

Having referred to the explosives traf- 
fic as “lucrative,” Mr. Staley was asked 
about this. Drawing on his experience 
in traffic with the Missouri Pacific, of 
which he became general traffic manager 
in the course of 20 years of service, Mr. 
Staley said that the gross revenue a ton 
and a car was substantially greater than 
the revenue the railroads received from 
other traffic. Asked if he took into con- 
sideration the special service given the 
explosives traffic, the witness said that 
a great deal of it did not receive special 
handling, and was frequently handled in 
way-trains. He said there were a num- 
ber of ordnance plants on the M.P. and 
that he knew quite a bit about how the 
business was handled, adding that “we 
used to get over $100,000 for a single 
shipment of 33 or 34 cars of this freight 
for a relatively short haul.” He de- 
scribed as “insignificant” the extra cost 
for special handling “per car” of the ex- 
plosives traffic, and calculated that the 
M.P. received about $128 a car for the 
products of agriculture in 1950, while re- 
ceiving $975 a car on ammunition and 
explosives. Asked if he could give the 
profit “per car,’”’ Mr. Staley said he could 
not give an exact figure, but that the 

. average gross revenue on products of 
agriculture was $4.17 a ton, and about 
$23.69 a ton for explosives. 

Mr. Staley said that section 22 rates 
for the government explosives traffic 
were less than the tariff rates and in 
many instances substantially less. He 
added that “we moved it at 65 per cent 
of first class,” after saying that there 
had been many movements for which 
only class rates were published. 

Mr. Layne asked the witness why he 
thought granting the authority requested 
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by the motor carriers would take traffic 
from the railroads. Mr. Staley replied 
that it was the intention of the motor 
carriers to charge the same rates as the 
railroads and that, for a better service 
at the same rates, he would use motor 
carrier service. Mr. Layne inquired 
whether, so far as Mr. Staley was con- 
cerned, the railroads could go out of 
business if the trucks would give a 
superior service on a competitive basis. 
Mr. Staley replied, “Certainly,” but added 
that the motor carriers “won’t do it.” 


(See earlier story on page 48) 


Central States General 
Motor Rate Rises Opposed 


The Commission has received a num- 
ber of petitions asking for suspension of 
tariff supplements published by the Cen- 
tral States Motor Freight Bureau, Inc., 
proposing general increases in interstate 
rates, effective December 12. 

The Manufacturing Chemists’ Associ- 
ation, Inc., Washington, D.C., one of the 
protestants, asserted that the protested 
supplements would increase the inter- 
state rates named therein “by 10 per 
cent in all instances.” The association 
said it was informed and believed that 
the increases were proposed primarily to 
“meet the increase” of nine per cent made 
by the railroads operating in Central 
Territory, as authorized by the Com- 
mission in Ex Parte 175, Increased 
Freight Rates, 1951. 

“This idea is borne out,” continued the 
protestant, “by the fact that this bureau 
(and others publishing rates for motor 
carriers in other territories) have con- 
sistently followed the pattern of pro- 
posing the same percentage increases in 
their rates that have previously been 
authorized for, and published by the 
railroads.” 

It said this Method of making rates 
for motor carrier transportation was in 
direct contravention of the rate-making 
rule laid down by the Congress to govern 
the Commission in fixing “just and 
reasonable rates.” 

The association said that proposed 
increases by motor carriers should be 
permitted only after complete justifica- 
tion that they were not unreasonably 
high. 

It said another important considera- 
tion made it imperative that proposed 
increases “be suspended and investigated 
with care.” 

“That is,” the association continued, 
“the blind acceptance by motor carriers 
generally of the railroad level of rates 
as the proper basis for their own in- 
creases in rates overlooks entirely the 
administrative processes at the Commis- 
sion in considering general railroad rate 
increases as differentiated from general 
motor carrier rate increases. 

Merck & Co., Inc., Rahway, N.J., an- 
other petitioner, said the published sup- 
plements, if effective, would bring a 10 
per cent increase. It said it was signifi- 
cant that members of the C.S. M.F. Bu- 
reau “were unable to decide on the 
amount of the increase until this Com- 
mission had issued its findings in Ex 
Parte 175-A.” 

“There is a question in the mind of 
the petitioner,” it said, “as to whether 
or not the bureau will seek an additional 
increase should this Commission see fit. to 
grant the railroads more than the 9 per 
cent that has been authorized to date. 
It is most unusual that the increases 
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required by the motor carriers sho ild 
so closely parallel the increase granieq 
to the railroads by this Commission. 

“It is likewise very peculiar that the 
motor carrier increases never depart 
from the 5, 10, or 15 per cent pattern 
unless it is to duplicate the exact ,ail 
increases. Petitioner respectfully sub- 
mits that carrier increases should be 
made on the merits of each industry’s 
needs rather than the ‘me too’ method.” 

Requests for suspension of Ceniral 
States tariffs published to become efiec- 
tive December 12 were also filed by the 
Armstrong Cork Co., Lancaster, Pa; 
Hinchcliff Motor Service Co., Inc., Chi- 
cago, Ill.; and the industrial and com- 
mercial lighting equipment section of the 
National Electrical Manufacturers Asso- 
ciation, St. Louis, Mo. 






















Grain Decision, Reopened 
To Consider Distance of 


Route Involved, Affirmed 


In a proceeding in which a further 
hearing was held for receipt of evi- 
dence concerning a question of the 
distance over the route which the 
complainant sought to have estab- 
lished, the Commission, division 2, 
has affirmed its prior report regard- 
ing maintenance of joint rates on 
grain and grain products. 


A report and order on further hearing 
were issued in No. 30188, A. K. Zinn & 
Co. v. New York Central Railroad Co. 
et al. The order, giving effect to the 
prior order requiring removal of undue 
prejudice and preference, was made ef- 
fective March 4, 1952. 

The Commission said that its prior 
report, 278, I.C.C. 645, dealt with main- 
tenance of joint rates on grain and grain 
products, in carloads, from trans-Mis- 
sissippi Territory to points on the Penn- 
sylvania Railroad north of Grand Rapids, 
Mich., over a competitive route composed 
of the Nickel Plate from Chicago, II1., to 
Fort Wayne, Ind., and the Pennsylvania 
beyond, with transit for the manufacture 
of animal and poultry feeds at Chicago 
and Fort Wayne, and the failure to 
maintain concurrently over the route 
sought by the complainant through Bat- 
tle Creek, Mich., with like transit at that 
point, rates not exceeding the joint rates 
over the competitive route from and to 
the same points. It said it found that 
this practice was and for the future 
would be unduly prejudicial to the com- 
plainant and unduly preferential of its 
competitors at Chicago and Fort Wayne. 


“This finding,’ said the Commission, 
“was based on the complainant’s show- 
ing, not questioned by the defendants, 
that the distance over the route sought 
was less than the distance over the fore- 
going competitive route.” 

It said that after receipt of a petition 
of the defendant railroads for reopening 
and reconsideration, the proceeding was 
reopened for further hearing under 
modified procedure solely for reccivils 
evidence as to the distance over the 
route which the complainant sought 
have established. 

At the original hearing, continued the 
Commission, the complainant state: that 
the distance from Chicago to Caillat. 
Mich., a representative destination, was 
378 miles, and that this distanc> wa‘ 
computed from the Official Guide. This 
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To Every Management Engaged in Defense Production 


Time is on the side of those who use it best! 


Planes waiting for undelivered small parts 
symbolize the costly delays 
that can be avoided with Airfreight 


WHETHER the small parts you manufacture go 
into planes, tanks or ships, remember this: 
America’s defense program can be no stronger 
than the time necessary to bring it to comple- 
tion. Not a minute should be lost at an assem- 
bly plant because your product is late. Not an 
hour should be wasted at your factory waiting 
for essential materials to arrive. 

That’s why so many contractors and sub- 


AMERICA’S LEADING cman AMERICAN AIRLINES INC: 


contractors, like yourself, safeguard their de- 
fense production schedules with Airfreight. 
They’ve found —as you will—that delays 
caused by dwindling stocks are banished when 
Airfreight quickly delivers replacements. 
They’ve proved—as you can—that extra days 
are gained for production when outgoing air de- 
liveries take the place of surface transportation. 

Let an American Airlines representative tell 
you about Airfreight—and show you how 
Airfreight can expedite both supply and distri- 
bution. There has never been a time when 
Airfreight was so important. 





MIGHTY DERRICK for handling 
heavy pieces of freight has just 
been added to the modern mechanical 
equipment of 
The MINNEAPOLIS & ST. LOUIS 
Railway 


This all-steel derrick is now at work 
at the big M. & St. L. freight depot in 
the heart of Industrial Minneapolis, 
easily accessible to hundreds of 
Shippers. Alongside is a large concrete 
platform, with a ramp, built for the der- 
rick to use in fast loading and unloading 
of freight cars and trucks. 

The huge derrick has a 50-foot swing 
boom, operated by a two-drum hoist. 


“te MINNEAPOLIS & ST.LOUIS Zeduay 
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It can lift 10 tons at its extension limit 
of 48 feet and 16 tons at 38 feet or less. 
The electric hoist is operated from a 

lass-enclosed house, which is heated 
or winter use. 


Does Big Job Faster 


The derrick lifts and places bulky 
freight, such as crated and uncrated 
machines, tanks, boilers and heavy 
boxes. It does this work far faster than 
is possible by any other method. 

Installation of the derrick marks an 
important step in constant improve- 
ment of M. & St. L. service to Shippers 
and Receivers of freight in Minneapolis 
and the Great Midwest. 


General Offices: 111 East Franklin Avenue, Minneapolis 4, Minn. 


Freight Service 
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distance, it said, was based on mileage 
over the New York Central eastward 
through Kalamazoo, Mich., and Battle 
Creek to Albion, Mich., thence north- 
ward to Eaton Rapids, Mich., thence 
northwestward to Grand Rapids, and 
over the Pennsylvania beyond. 


“The complainant presumably used an 
old Official Guide,” said the Commission, 
“as the one issued for the month of June, 
1942, when the hearing was held, does 
not show any mileage over the New York 
Central between Alhion and Eaton Rap- 
ids except via Jackson, Mich.” 

It said the defendant railroads assert- 
ed that the N.Y.C. was authorized to 
abandon a segment extending southward 
from Lansing, Mich., through Eaton 
Rapids to Springport, Mich., about 10 
miles north of Albion, and that they 
added that, by reason of this abandon- 
ment, the route sought apepared to be 
nonexistent. 

The Commission said the complain- 
ant admitted that the N.Y.C. abandoned 
a portion of its line between Albion and 
Eaton Rapids, and that the assumed 
distance of 378 miles from Chicago to 
Cadillac was erroneous. It said the com- 
plainant conceded that the distance 
from Chicago to Cadillac via Jackson was 
401.6 miles, but contended that the aban- 
donment was for the carrier’s conven- 
ience and should not be preclude estab- 
lishment of the basis sought. 

“As stated in the prior report,” said 
the Commission, “the Pennsylvania par- 
ticipates in joint rates over six competi- 
tive two-line routes from Chicago to 
points in the destination area. The dis- 
tances over these routes from Chicago 
to Cadillac range from 272 to 392 miles. 
Thus, a route via Jackson would be 47.6 
per cent longer than the shortest com- 
petitive route. However, the longest 
competitive route now maintained is 
44.1 per cent longer than the shortest 
such route. It thus appears that the 
route via Jackson is only 2.4 per cent 
more circuitous than the present longest 
competitive route, but the complainant 
is obliged to pay 73.4 per cent more than 
its competitors, or a difference in rates 
equivalent to $3.60 per net ton.” 


Dissenting Opinion 

Commissioner Alldredge, dissenting 
said, among other, things, that the Com- 
mission had found in a number of cases 
that participation by carriers in existing 
through routes, at joint rates, for dis- 
tances greater than those over routes 
sought was sufficient to warrant a find- 
Ing of unlawfulness. He said that to 
support the ultimate findings in the 
prior report, however, a statement based 
on an inadvertent error was made that 
the distance over the route sought was 
less than the distance over the longest 
of the six competitive routes over which 
the joint rates applied. 

In the report on further hearing now 
adopted, he said, this error of fact had 
been corrected, but no change was made 
In the final conclusions. He said he 
thought that such a change should have 

nh made. 

Commissioner Alldredge said that it 
appezred that in no previous case had 
the Commission, as in the instant case, 
found unduly prejudicial the failure of 
Carriers to establish and maintain joint 
tates over a route that not only was far 
NM excess of 25 per cent circuity but 
also was longer than any of the routes 
wer which those rates were in effect. 

In my opinion,” he said, “the circum- 
stances of this case do not justify this 
aon. a from the principles heretofore 

lé hana 


LATE NEWS 


Ex Parte 175 Further Hearing 


The Commission late December 6 
made public an order in Ex Parte No. 
175, Increased Freight Rates, 1951, and 
Ex Parte No. 175, Sub. 1, directing that 
the proceedings be set for further hear- 
ings. The dates and places will be an- 
nounced later. The hearing will be be- 
fore division 2 with Commissioner 
Mahaffie added as an additional mem- 
ber. The Commission acted on the peti- 
tion of the railroads of October 19 ask- 
ing for the full increase of 15 per cent 
and for a further hearing at Washing- 
ton, and on various replies to that peti- 
tion and various petitions for recon- 
sideration and modification of the orders 
heretofore entered in these proceedings. 


C.A.B. Gives Views on New 


Trans-Atlantic Coach Fares 


The Civil Aeronautics Board an- 
nounced that it had received informal 
advice that the international airlines 
meeting at Nice, France, had agreed on 
a new low-cost service across the North 
Atlantic to be placed into operation in 
May, 1952. In its statement it said: 

“Under the agreement of the airlines, 
which is still subject to approval by 
the various governments, the fare for 
New York-London service during the 
months of April through October, inclu- 
sive, will be $270 one-way, and $486 
round-trip. The proposed coach fare 
compares to the present first-class fare 
of $395 one-way and $711 round-trip, a 
saving of $125 and $225, respectively. 

“The fares for the off-season months 
of November through March will be $270 
one-way and $417 round-trip. This com- 
pares to the present off-season rate of 
$395 one-way and $527 round-trip, a sav- 
ing of $125 and $110, respectively. 

“The board expressed its pleasure that 
the proposed coach fares are in substan- 
tial conformity with the board’s sugges- 
tions of November 13, 1951, and expressed 
the hope that the new low fares will 
permit a considerable expansion of 
trans-Atlantic travel, affording an oppor- 
tunity for low-cost travel to people who 
ordinarily would not be able to take ad- 
vantage of travel by air to Europe. 

“The board said it has not been advised 
of the details of other agreements 
reached at the Nice meeting, and will 
pass upon such agreements when they 
are presented to the board for approval.” 


Three Foreign-Area Offices 
Established by N.S.A. 


Three foreign-area offices of the Na- 
tional Shipping Authority have been es- 
tablished to facilitate the operation of 
N.S.A. vessels engaged in the transporta- 
tion of bulk cargoes on a world-wide 
basis, the N.S.A. announces. 

“The three offices are at Yokohama, 
Japan, for the Far East area; London, 
England, for the United Kingdom-Eu- 
ropean area; and New Delhi, India, for 
the Southeast Asia area,” it said. “Joseph 
H. Burger was named chief of the Far 
East office and Christian H. Lundegaard 
has been assigned to London as deputy 
chief of the U.K.-European area while 
Thomas H. King will serve in the New 
Delhi office as foreign representative for 
operations. 

“The foreign offices of the National 
Shipping Authority will be responsible 
for directing, coordinating and facilitat- 
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ing the activities of the general agents 
and their foreign agents in the handling 
of N.S.A. ships in their respective areas. 
They will also maintain close liaison with 
other U.S. government agencies and also 
with foreign governments through coop- 
eration with the Department of State.” 


Carloadings Totaled 821,776 
In Week Ended Dec. 1 


Loading of revenue freight the week 
ended December 1, 1951, totaled 821,776 
cars, the Association of American Rail- 
roads announced. This was an increase 
of 81,611 cars or 11 per cent above the 
corresponding week in 1950 when load- 
ings were reduced by severe weather 
conditions in eastern states, and an in- 
crease of 127,853 cars or 18.4 per cent 
above the corresponding week in 1949 
when loadings were reduced by a coal 
strike. 

Loading of revenue freight the week 
of December 1 increased 110,329 cars or 
15.5 per cent above the preceding holi- 
day week, the A.A.R. said, adding: 


Coal loading amounted to 175,456 cars, an 
increase of 42,849 cars above the correspond- 
ing week a year ago, and an increase of 
29,693 cars above the preceding week this 
year. 

Miscellaneous freight loading totaled 396,- 

835 cars, an increase of 29,158 cars above 
the corresponding week last year, and an 
increase of 53,867 cars above the preceding 
week this year. 
* Loading of merchandise less-than-carload 
freight totaled 73,669 cars, a decrease of 
5,739 cars below the corresponding week in 
1950, but an increase of 10,245 cars above 
the preceding week this year. 

Grain and grain products loadings totaled 
58,694 cars, an increase of 3,672 cars above 
the corresponding week in 1950, and an 
increase of 9,345 cars above the preceding 
week this year. In the Western Districts, 
grain and grain products loadings for the 
week of December 1 totaled 39,140 cars, a 
decrease of 272 cars below the same 1950 
week, but an increase of 6,205 cars above 
the preceding 1951 week. 

Livestock loading amounted to 10,950 cars, 
a@ decrease of 859 cars below the same week 
in 1950, but an increase of 1,495 cars above 
the preceding week this year. In the 
Western Districts, loading of livestock for 
the week of December 1 totaled 8,451 cars, 
a decrease of 542 cars below the same week 
@ year ago, but an increase of 972 cars above 
the preceding week this year. 

Forest products loadings totaled 47,526 
cars, an increase of 404 cars above a year 
ago, and an increase of 8,463 cars above a 
week ago. 

Ore loading amounted to 41,672 cars, an 
increase of 7,083 cars above last year, but 
a decrease of 3,537 cars below last week. 

Coke loading amounted to 16,974 cars, an 
increase of 5,043 cars above a year ago, and 
an increase of 758 cars above the previous 
week this year. 

All districts reported increases compared 
with the corresponding week in 1950, except 
the Northwestern, Centralwestern and South- 
western. All reported increases over the 
corresponding week in 1949. 


Cumulative Loadings 
1951 1950 


3,009,470 2,390,393 
2,699,638 2,288,055 
3,785,098 3,445,557 
3,151,694 2,875,417 
3,232,738 2,980,024 
4,038,766 3,905,304 
2,992,145 3,018,403 
3,290,705 3,375,043 
4,141,994 4,220,663 
3,478,042 3,531,957 
3,155,028 3,242,038 2,638,331 

821,776 740,165 693,923 
37,797,094 36,013,019 33,483,811 


1949 
2,844,511 
2,767,048 
3,344,752 
3,078,518 
3,098,799 
3,603,454 
2,762,064 
2,923,318 
3,390,514 
2,338,579 


Four weeks of 
January .... 
Four weeks of 
February 
Five weeks 
March 





Dependable shipping advice is always on tap for 
you through Norfolk and Western freight traffic 
representatives. 

These men have long experience in transporta- 
tion. They have a good railroad behind them, 
and they know what it can do. They understand 
your problems — speak your language. 

Their assistance with any shipping problem 
is yours for the asking . . . whenever you need 
it, as often as you need it. They are located 
in 39 principal U. S. cities — as near as your 
telephone. Call on them .. . give them 
a chance to show you why — 

— WHEN YOU SAY “N&W”, 

YOU’RE RIGHT! 


o 
NORTH & CAROLINA ~ J 
> - ¥ 


Wotfolk and. 


Your N&W freight representative will have the 
car you order delivered to the right place at the right 
time ... the right car for your particular shipment. 


When your shipment goes “Via N&W’”’, it moves 
over some of the finest roadbed and trackage in the 
world . .. in top-condition cars ... behind fast, 
heavy-duty coal burning locomotives, custom-built 
for the job. On-time performance is a Aabit on 
this railroad. 


A minimum of time is spent in N&W yards, 
designed for fast classification. Modern equipment 
and proven methods are teamed to move your freight 
efficiently. Time studies are carried on constantly to 
find new and better ways to save valuable minutes. 
Strategic location of N&W yards speeds connections 
with other lines. 


Your N&W freight representative can keep you 
posted on your shipment’s progress any time you 
request the information . . . tell youitslocation . . . 
tell you when to expect delivery. When it reaches the 
consignee, you'll see why it’s true— that WHEN YOU 


PRECISION TRANSPORTATION 
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THE WEEK IN TRANSPORTATION 


News of Significance lo Traffic and Transporlation Mon 


Railroad Freight Loss and Damage Claims 
Up 4.5 Per Cent in First Half of 1951 


Total Reaches $46,833,017, Compared with $44,810,955 in First 


Half of 1950, A.A.R. Freight Claim Division Reports. 


But Ratio 


Of Claims to Freight Revenue Drops From 1.20 to 1.06 Per Cent. 


Freight loss and damage claims 
paid by member lines in the first six 
months of 1951 totaled $46,833,017, up 


6.1 per cent from the $44,145,745 paid 


in the last six months of 1950, C. C. 
Beauprie, secretary, freight claim di- 
vision, Association of American Rail- 
roads, Chicago, has announced. 


The claim total for the first half of 
1951 was an increase of 4.5 per cent over 
the total of $44,810,955 paid in the first 
six months of 1950. 

The ratio of claim payments to freight 
revenue for United States railroads in the 
first half of 1951 was 1.06 per cent; in the 
last half of 1950, 0.99 per cent; and in 
the first half of 1950, 1.20 per cent, said 
Mr. Beauprie. 

In the summary just published of 
freight loss and damage claims reported 
by 122 carriers representing 95 per cent 
of U.S. mileage and 99 per cent of Cana- 
dian mileage, claims paid on carload 
traffic in the first six months of 1951 
totaled $38,169,683, or 81.5 per cent of the 
over-all total; less-carload freight claims 
totaled $8,663,334, or 18.5 per cent of the 
over-all total. 


Ten Leading Commodities 


Of the 42 commodities listed, furniture 
(new) accounted for 7.5 per cent of total 
carload and less-carload claims. Other 
commodities followed, in this order: Food 
products, N.O.S., in cans and packages, 
not frozen, 7.3 per cent; vegetables, fresh, 
6.9 per cent; freight forwarder traffic, 
5.1 per cent; grain, 5.0 per cent; flour 
and other mill products, 3.5 per cent; coal 
and coke, 3.4 per cent; liquors, alcoholic 
and beverages, 3.4 per cent; live stock, 
2.6 per cent, and fresh and cured meats, 
packing house products, dressed poultry, 
2.1 per cent. 

Claims on “all other manufactures and 
miscellaneous articles “accoumted for 14.9 
per cent of the total claim bill. 


Causes of Claims 


Of the 16 causes to which claim pay- 
ments were assigned, unlocated damage 
to freight in packages accounted for 
$15,276,773, or 41.2 per cent of the total. 
The second highest cause was unlocated 
damage to freight not in packages, $6,- 
045,377, or 12.9 per cent. Thus, unlo- 


cated damage accounted for more than 
half the total claims—54.1 per cent. 
Other claim causes, in the order of 
their listed importance, were as follows: 
Concealed damage, $5,853,334, or 12.5 per 


cent; defective or unfit equipment, $2,- 
672,266, or 5.7 per cent; train accidents, 
$2,585,495, or 5.5 per cent; unlocated loss 
to other than entire package, $2,415,299, 
or 5.2 per cent; delay, $2,252,017, or 4.8 
per cent; unlocated loss to entire pack- 
age, $2,020,596, or 4.3 per cent; improper 
handling in trains, yards or stations, 
$1,495,707, or 3.2 per cent; fire, marine, 
and catastrophe, $489,822, or 1.0 per cent; 
temperature failures, freezing or heater 
failure, $381,551, or 0.8 per cent; theft of 
entire package, $374,131 or 0.8 per cent; 
temperature failures, improper refrigera- 
tion or ventilation, $360,198, or 0.8 per 
cent; error of employe, $287,258, or 0.6 
per cent; theft other than entire package, 


$231,124, or 0.5 per cent; and concealed - 


loss, $91,669, or 0.2 per cent. 

A recapitulation shows that of the over- 
all claims, a total of $29,758,445, or 63.6 
per cent, was classified under unlocated 
loss and unlocated damage. 


A.S.T.T. Announces Winter 


Examinations Program 


The winter examinations of the Amer- 
ican Society of Traffic and Transporta- 
tion will be held January 17 and 18, 1952, 
at examination centers in as many cities 
as there are groups of candidates apply- 
ing to take the examination. This an- 
nouncement was made by Dr. G. Lloyd 
Wilson, the society’s director of educa- 
tion, and head of the transportation de- 
partment, University of Pennsylvania, 
Philadelphia. 

Applicants should register promptly 
with the registrar, E. H. Breisacher, P.O. 
Box 2128, Middle City Station, Philadel- 
phia 3, Pa. Eighty per cent of those 
taking the examinations are passing 
them, according to Dr. Wilson. 





C-W Claim Conference 


The Central-Western Claim Confer- 
ence, St. Louis, Mo., serving motor car- 
riers in Illinois, Indiana, Kentucky, Mis- 
souri, Ohio, and Wisconsin, will hence- 
forth hold quarterly meetings, beginning 
in January, Secretary-Treasurer E. P. 
Englert has announced. The directors 
and officers will continue to meet 
monthly, and the conference will con- 
tinue to issue its monthly: bulletin of 
over and. short freight. In October the 
conference held a joint shipper-carrier 
claim prevention meeting. 






Railroads Disappointed but 
Will Not ‘Challenge’ 


Mail Pay Decision Now 


Railroad executives meeting in 
Chicago December 3 agreed for the 
present not to challenge the recent 
decision of the Commission setting 
new rates to be paid by the govern- 
ment for transportation of mail by 
railway, thé railroad committee on 
railway mail transportation an- 
nounced. 


“The executives expressed disappoint- 
ment, however, that the Commission had 
prescribed rates to produce annual reve- 
nues approximately sixty million dollars 
below the Commission’s own determina- 
tion of the present annual expense in- 
curred in transporting mail under gov- 
ernment orders,” the announcement con- 
tinued. 

“By decision of November 13, 1951 the 
Interstate Commerce Commission, which 
determines the railway mail transporta- 
tion rates, fixed new rates and rules for 
application retroactively from the be- 
ginning of 1951. The railroad execu- 
tives meeting today pointed out that the 
Commission determined 1950 annual mail 
transportation costs as $350 million, and 
stated that changes in the first seven 
months of 1951 would increase those costs 
by approximately 6 per cent. Against 
the resulting figure of $371 million of 
annual railroad expense, the Commis- 
sion estimated that the new rates would 
produce $311.5 million in revenues, or 
about $60 million less than the costs of 
service. 

“The railroad executives had before 
them today reports from railroad cost 
and traffic experts who have been 
analyzing the Commission’s decision. It 
was said that these reports not only 
stressed the inadequacy of the rates to 
meet present costs but also strongly 
criticized the relationship between cer- 
tain of the prescribed rates. It was 
pointed out, for example, that 30 feet of 
railway post office car space could be 
purchased for 48 cents per mile and 60 
feet for only 56 cents, or 30 additional 
feet for only 8 cents. It was feared that 
this would lead to an “unnatural” de- 
mand for 60 foot railway post office cars 
and would cause losses of part of the es- 
timated $311.5 million of annual reve- 
nues. 


“The report of the cost accountants 
strongly challenged a Commission reduc- 
tion of $20 million in the carrier costs. 
It was said that the carriers had com- 
puted 1950 costs by a ‘projection method’ 
which the Commission itself had em- 
ployed in previous rate decisions, but 
which it discarded in the recent mail 
rate decision. The railroad accountants 
challenged the soundness of the new 
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projection method used by the Commis- 
sion for the first time. 

“While the executives stated their dis- 
appointment in the Commission’s failure 
to prescribe fully compensatory rates, 
they announced a conclusion not to file 
any petition for reconsideration of the 
decision. Instead they decided that for 
the time being, the railroads should op- 
erate under the Commission’s order and 
should carefully evaluate the resulting 
experience.” 


Forum on Loss and 
Damage Held by 


A.A.T. Alumni Association 


The Alumni Association of the 
Academy of Advanced Traffic held 
a forum on loss and damage at the 
Hotel New Yorker on the evening of 
November 29. Guest speakers of the 
evening were H. M. Fraser, general 
traffic manager of the F. W. Wool- 
worth Co., and H. H. Young, freight 
claim agent for the Pennsylvania 
Railroad. 


Mr. Fraser and Mr. Young presented 
the loss and damage problem from the 
shipper and carrier viewpoints, respec- 
tively. After both had spoken there was 
a@ question and answer period. 

E. Albert Ovens, dean of the Academy 
of Advanced Traffic, introduced the 
speakers and acted as moderator during 
the discussion period. The meeting was 
presided over by John J. McBride, presi- 
dent of the Alumni Association. 

In his remarks, Mr. Fraser told the 
group that loss and damage was a seri- 
ous proposition and that both shippers 
and carriers must exert continuous effort 
to cope with it. The loss and damage 
bill was more than 100 million dollars a 
year at the present, and it was the ship- 
per who was paying this bill in the form 
of higher freight rates, said he. The car- 
rier had to charge rates high enough to 
cover the claims it paid as well as all 
other items of expense and overhead, 
said he. As a result, when a shipper col- 
lected a claim he was just getting back 
money he had already paid the carrier, 
he asserted. 

Mr. Fraser stressed the importance of 
claim prevention and said that every 
shipper needed the cooperation of the 
carrier if claim prevention was to be 
successful. Carriers and shippers were 
working toward a common goal—to get 
the shipper’s goods to a destination 
promptly and in good condition. Carri- 
ers, therefore, were glad to help the 
shipper in every way possible and, if he 
would only call upon them, they would 
give him their advice on how best to 
pack and ship his merchandise so that 
it would arrive at destination without 
loss or damage. Mr. Fraser pointed out 
that more shippers would realize the 
importance of claim prevention if they 
realized that they lost money on every 
claim they collected. He said, to bear 
this out, that his own company, like any 
other, lost money every time it had a 
claim. When merchandise arrived in 
good condition, it could be sold at a 
profit, but when it arrived damaged the 
amount recovered in the form of a claim 


covered only the cost of the merchandise 
and the store had nothing to sell, said 
he. Consequently, the store lost business, 
and this loss of business was the largest 
single item of loss that resulted from 
every claim, he said. 


In closing, after citing from his own 
experience several instances in which, 
through close cooperation with various 
carriers, claim prevention had been ef- 
fectively accomplished, Mr. Fraser left 
his audience in full accord with his own 
expressed feeling that “claim prevention 
pays dividends.” 


Young’s Remarks 


When Mr. Young spoke, he said that 
the Pennsylvania Railroad, like all others, 
realized the tremendous value and im- 
portance of effective claim prevention 
measures. To this end it was working 
closely with all the other roads to achieve 
a goal of improved public relations with 
the shipping public by preventing loss, 
damage or delay whenever possible and 
by paying claims promptly when they 
arise. He explained briefly the purpose 
and function of the freight claim divi- 
sion of the Association of American Rail- 
roads. He said that the freight claim 
division was organized for a three-fold 
purpose: the prompt and equitable set- 
tlement of claims in accordance with 
law; the equitable apportionment of 
claims among the carriers involved; and 
the study of the causes of loss and dam- 
age and recommendation of measures 
for their prevention. He said that the 
freight claim division was bound together 
by three important documents: a code of 
principles and practices, which, although 
not a law of the land, was a refiec- 


. tion of that law in terms that any freight 


claim clerk could readily understand; the 
rules of order, which governed the or- 
ganization and the fundamental rights 
and obligations of its members; and the 
freight claim rules, which governed 
the apportionment of claims among the 
carriers involved after a claim has been 
paid. 

Mr. Young then told his listeners what 
took place when a claim was filed with 
his office. When a claim could: not be 
approved for immediate payment for any 
reason, a claim number was assigned to 
it and an acknowledgment sent at once 
to the claimant. The claim was then 
sent to an investigation desk for further 
handling. Each investigation desk had a 
man in charge who was familiar with 
the problems surrounding a particular 
type of commodity, or, in some cases, the 
account of a large shipper. The investi- 
gation desks were segregated in this 
manner so that a better job could be 
done on claims by giving each one to a 
man familiar with the product involved, 
whether it be grain, perishables, ceramics 
or anything else. After the railroad had 
determined the extent of carrier liability 
and the measure of damage in terms of 
dollars, a check was then sent to the 
claimant, but even then the carrier’s 
work was not done. If the shipment on 
which the claim was paid involved a 
joint line haul, the task still remained 
of figuring out how much to charge the 
connecting carrier. Often the entire 
claim filed was forwarded to the con- 
necting carrier for review, and then 
eventually the accounts of the carriers 
involved were balanced. 


As Mr. Fraser had done, Mr. Young 
emphasized the fact that the dollars paid 
out in claims never compensated the 
claimant for the dollars lost: First, be- 
cause the shipper had already paid the 
money to the carrier in increased freight 
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rates; and second, because the claim:int 
had lost the profit that he might have 
otherwise made on the lost or damared 
goods. 

Lastly, Mr. Young said, when loss or 
damage occurred, public relations siif- 
fered. No one was happy when a da’n- 
aged shipment was delivered, regardless 
of the cause of the damage. Customers 
blamed not only the carrier, but aiso 
sometimes blamed the shipper. If their 
shipments continued to arrive in bad 
condition they might go so far as to pur- 
chase from a different supplier in the 
hopes of obtaining better results. There- 
fore, said Mr. Young, the public relaticns 
angle of loss and damage could not be 
stressed enough, and only by unceasing 
efforts toward better claim prevention 
could the goal of satisfactory public re- 
lations be achieved. 


Rail Foreign Freight Men 


Hear Love on Loss-Damage 


“Protection of Foreign Freight” was 
the subject of an address by Frank G. 
Love, assistant to the vice-president, op- 
erations and maintenance, New York 
Central System, at a luncheon meeting 
of the Railroad Foreign Freight Traf- 
fic Association November 29 at Schwartz’s 
Restaurant in New York, N.Y. 


‘Mr. Love was introduced by James R. 
Patterson, foreign freight agent of the 
Northern Pacific Railway, president of 
the association. 


Coordinated effort by railroads, steam- 
ship companies and others had vastly 
improved the loss and damage results 
in recent years in the Port of New York, 
said Mr. Love. Railroad protection of 
both export and import freight, he said, 
extended all the way to the origin or 
destination of the goods in the interior 
of the country. He said prevention of loss 
and damage was one of the important 
parts of the work of railroad field pro- 
tection. forces. At the present time, how- 
ever, said he, there was really no serious 
problem in the Port of New York so far 
as the railroads were concerned. 


Guests at the luncheon also included 
M. R. Garrison, freight traffic manager, 
and F. J. Donovan, foreign freight agent, 
New York Central System. Others seat- 
ed at the speaker’s table were W. J. New- 
berry, foreign freight agent, Pennsyl- 
vania Railroad Co., and chairman of the 
board of the association; C. A. Stoeber, 
assistant foreign freight traffic manager, 
Erie Railroad and first vice-president of 
the association; and Albert Warn, of the 
Gulf, Mobile & Ohio Railroad, second 
vice-president of the association. 


British Official Studies 


Transportation in U.S. 


The British transport industry is “still 
efficient,” but hurt by acute shortages 
of labor, essential materials, and other 
needs, according to W. H. Stebbings, 
examinations officer for the British In- 
stitute of Transport, now visiting in this 
country. Mr. Stebbings plans to stay in 
the United States about three months, 
studying the education and training 
offered persons entering the transporta- 
tion industry or already working there. 

In a recent visit to the University of 
Tennessee’s transportation department, 
Mr. Stebbings said he was most im- 
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pressed by the average American’s role 
as a “walking public relations expert.” 

“T have been amazed at how friendly, 
helpful, and kind you people really are,” 
he said. “You practice public relations 
jn your homes and in your work. You 
sell yourself.” 

As examination officer for the B.LT., 
a professional association for the ad- 
ministrative staffs of transportation con- 
cerns in England, Mr. Stebbings has 
charge of administering examinations to 
about 1,250 transportation workers an- 
nually who are interested in qualifying 
for better positions in the industry. 

Prosperity of the British carriers, he 
said, was like that of the transportation 
industry here in that it was almost en- 
tirely dependent upon the prosperity of 
the nation as a whole. 




















Fisher, of Reading, Sees 
Challenge to East in 
Progress Made by West 


In his first major address since he 
became president of the Reading 
Railroad, Joseph A. Fisher, speaking 
at a dinner given in his honor by 
The Commercial Exchange of Phila- 
delphia and The Philadelphia Mari- 
time Exchange, at the Downtown 
Club in Philadelphia, November 29, 
said that shifts to the west in popu- 
lation, wealth amd industry “present 
a challenge to us in the east.” 


“Instead of being envious of the great 
development in the mid-west and beyond 
the Mississippi, we should hail these 
changes as natural evolutions in our 
natural economy,” said he. 


“We must, however, look unto our- 
selves and accept the challenge to protect 
our own interests and territory and to 
integrate our industry and transporta- 
tion with this western trend. 


“All of us here are intimately associ- 
ated with the Delaware Valley and ad- 
jacent Pennsylvania, New Jersey and 
Delaware. To this audience, it would 
be presumptuous to recount the natural 
advantages of this seaboard region and 
the great port area of Philadelphia. 

“We must be aware of what some west- 
ern promotional people are saying about 
us—that the east has grown old and 
lazy; that we are too conservative, too 
over-populated; that land prices are too 
high, labor not plentiful, risk capital 
Scarce, and that state taxes on corpora- 
tions are beyond all reason. Now, it is 
difficult to answer all of these points as 
Wwe, too, are concerned about some of 
them—notably, taxes! 


“Whether east or west, there are cer- 
tain fundamentals which govern the 
decisions of executives in locating or ex- 
panding industry. Remember that com- 
Munities have reputations as do individ- 
uals. More and more the intangibles 
Weigh heavily in progress. The charac- 
ter and culture of a community is just 
aS much an asset as any natural ad- 
Vantage. 


ey 


Management refuses to maintain in- 
dustry or locate industry where a com- 
munity lacks stability, where unrest is 
Manifest, where strikes frequently occur, 
Where a racial element or any group has 
Control to the detriment of the majority, 






















































where a_ political machine possesses 
power in self-interest and where there 
is lacking a civic consciousness. 

“Industry seeks those communities 
where the free enterprise system is ap- 
preciated and believed in. It wants to 
be a good citizen with good citizens. It 
wants to be where skilled labor is ade- 
quate and accepts fair pay. It wants to 
be located where the community is gov- 
erned by honest officials, and where this 
government imposes taxes commensurate 
with service and public requirements. 

“Industry also wishes to be where 
energetic citizenship recognizes its re- 
sponsibility to its fellows, and is capable 
of carrying a relief load when needed. 
In short, industry is very human. It 
wants to be healthy and be in a healthy 
community where high professional 
standards are maintained. It wants 
civic and service organizations to be 
imbued with civic pride and devoted to 
their ideals. And industry wants integ- 
rity and fair-mindedness in dealing with 
men. 

“These ideals certainly may be realized 
in the industrial territory of the Great 
Philadelphia Area. While I believe we 
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should watch with great care that our 
industries do not slip away from us and 
that employment slackens, I, for one, 
know that the leadership in the Area is 
alert to the ideals I have mentioned. 
Quite frankly, we have nothing to fear 
but ourselves, and if we manage our own 
affairs and our political affairs as we 
should, industry will continue to come to 
us.” . 

In the first part of his address Mr. 
Fisher had referred to the turnpikes and 
canals of earlier days in the development 
of transportation in the United States, 
as well as the early developments with 
respect to the railroads and particularly 
to the Reading, and then led up to his 
remarks referring to the shifts to west- 
ward in population, wealth and industry. 
He concluded his remarks with a discus- 
sion of the problems confronted by the 
railroads generally today and asserted 
that the answer was to be found in rates 
more closely related to today’s costs 
and today’s prices. 





Apathy Toward Railroad Securities Is 
Studied by Investment Bankers 


Investment Bankers Association Told Railroads Might Improve 


Situation by Consolidation, Coordination of Duplicate Services, 


Overhauling of Rate Division Practices, Special Terminal Charge. 


The situation of the nation’s rail- 
roads might be improved through 
consolidation, coordination of dupli- 
cate services, overhauling of rate 
division practices, and special com- 
pensation for the more costly ele- 
ments of service, such as terminal 
expense, according to Charles L. 
Bergmann, of R. W. Pressprich & Co. 
New York City. 


Mr. Bergmann reported as chairman of 
the railroad securities committee of the 
Investment Bankers Association of 
America, before the group’s annual con- 
vention, November 25-30, in the Holly- 
wood Beach Hotel, Hollywood, Fla. 


Apathy toward railroad securities 
stemmed from two main causes, said Mr. 
Bergmann: A conviction that the indus- 
try was beset by so many fundamental 
problems that it was not a good long 
term risk, and the failure of investors 
to recognize that in spite of the perform- 
ance and problems of the industry as a 
whole, many individual companies were 
capable of above-average performance 
and were not subject to the full impact 
of the industry’s problems. 

Estimating that railroad freight traffic 
for the year 1951 would be approximately 
5 per cent higher than the volume for 
1950, Mr. Bergmann said that “in spite 
of this favorable traffic showing, esti- 
mated 1951 net income of $625,000,000 will 
be substantially less than the $783,000,000 
of net income reported for 1950. Even if 
allowance is made for the fact that total 
revenue for 1950 included about $149,- 
000,000 of back mail pay, only a part of 
which can properly be attributed to 1950 
operations, it is evident that the level 


of railroad earnings has failed to keep 
pace with increased volume.” 

Several factors were responsible for 
this failure, the New York banker said. 

To prepare for the transport demands 
of the national defense program, the 
railroad industry had spent unusually 
large sums for equipment maintenance 
in order to reduce the percentage of bad 
order cars to a minimum, he declared, 
adding that “accelerated amortization 
privileges on account of certain equip- 
ment acquired and facilities constructed 
have further reduced the level of earn- 
ings which would have been reported 
under normal depreciation policies.” 

“The most important reason for the 
decline in railroad income is the in- 
crease in operating expenses attributable 
to wages,” continued his report. “Wage 
rates for many classes of railroad em- 
ployes were increased early in the year 
and the operation of escalator clauses in 
wage contracts caused further subse- 
quent increases.” 

Commenting upon the Commission’s 
action in granting only a portion of the 
15 per cent general freight rate increase 
sought this year by the railroads, Mr. 
Bergmann said that “the inadequacy of 
the increases and the delay in granting 
the full amount finally permitted are 
another reason why the carriers’ earn- 
ings have declined this year.” 


Mail Pay Increase Helped 


“On the more favorable side,” he con- 
tinued, “a further increase in railway 
mail pay compensation was granted dur- 
ing November and made retroactive to 
January 1. It is estimated that this 
will add about $75,000,000 to gross reve- 
nues, an amount not insignificant by 
itself but small by comparison with the 
amount of revenue lost because of the 
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delay in securing a higher general level 
of freight rates. 

“Viewed superficially, net income of 
more than $600,000,000 does not appear 
to be wholly unsatisfactory. It com- 
pares favorably with the average annual 
net income of the preceding five years. 

“It is several times greater than the 
average annual net income produced 
during the depression decade of the 
1930’s. It provides a comfortable cushion 
for fixed and contingent charges of ap- 
proximately $475,000,000. Such compari- 
sons seem to imply a satisfactory earnings 
performance but fail to give proper rec- 
ognition to the conditions confronting 
the railroad industry today.” 

Because the industry’s credit was today 
at low ebb and because equity capital 
was not readily available, he said, a large 
part of net railroad income must be de- 
voted to paying for capital expenditures. 
When measured in terms of purchasing 
power, he continued, rail net income 
compared unfavorably with the net in- 
come of earlier years and did not provide 
adequately for the financial needs of the 
carriers. 

“Because the extent of railroad mod- 
ernization programs is largely geared to 
available earnings rather than to the 
need for improvements,” declared Mr. 
Bergmann, “a vicious circle is created. 
Adequate earnings are one of the essen- 
tial requirements for _ re-establishing 
railroad credit and to interest equity 
capital. Earnings depend in part on the 
maintenance of high standards of oper- 
ating efficiency. The maintenance of a 
high level of operating efficiency depends 
upon continuing expenditures for mod- 
ernization, which in the absence of 
credit must come from earnings. 

“Stated in another way, the adequacy 
of railroad earnings should be measured 
by the amount of purchasing power pro- 
duced and not by the arbitrary and in- 
flexible standard of rate of return on 
property investment.” 


Regulation ‘Unbusinesslike’ 


Present regulatory philosophy, he said, 
“apparently gives much weight to the 
volume of traffic in prospect when con- 
sidering what level of rates should be 
permitted to produce a_ reasonable 
amount of income. Under this policy, 
rates do not keep up with the cost of 
producing the transportation service, and 
volume is expected to make up the de- 
ficiency. This would seem to imply that 
in periods of declining traffic volume, 
rates should be raised in order to produce 
the required amount of income. No 
other competitive enterprise could long 
survive under such unbusinesslike philos- 
ophy.” 

Mr. Bergmann quoted approvingly 
from the recent report of Senator John 
W. Bricker for a subcommittee of the 
Senate committee on interstate and for- 
eign commerce, including that paragraph 
which read: “We do not believe, however, 
that the financial difficulties of the rail- 
roads can be attributed to an unreason- 
ably high level of rates, imprudent divi- 
dend policies, overcapitalization, lack of 
technological progress, poor management, 
or the absence of potential sources of 
equity capital.” 

His committee, said Mr. Bergmann, 
recommended the report as “an excellent 
study of the problems confronting our 
transportation agencies.” 

“It has been demonstrated that our 


economy cannot function without the 
railroads,’ he said. “Yet under today’s 
conditions there would be no incentive 
for private enterprise to undertake the 
construction of these facilities. A com- 
plete overhauling of our national trans- 
portation policy is essential to avoid a 
deterioration of the railroads to the 
point where the public interest will re- 
quire that they be taken over by the 
government. 

“The nationalization of this country’s 
railroads is a prospect which all friends 
of free enterprise should view with con- 
cern and do their utmost to prevent.” 


Some Roads Prospering 


Many railroad companies were report- 
ing very large earnings per share on 
their common stock, said Mr. Bergmann, 
and thus gave the impression of a high 
level of prosperity derived from a large 
return on property investment. 


“This is a false impression,” he said. 
“In most cases, large per share earnings 
are the result of a small stock capitaliza- 
tion against a large property investment 
earning only an average rate of return. 
The managers of such companies can 
correct such false impressions by increas- 
ing the number of shares outstanding 
either by stock dividends or stock split- 
ups.” 

Managers of the more prosperous rail- 
road companies in one region should not 
view with detachment the problems of 
the less prosperous companies in another 
region, he concluded. 

“Rather it should be viewed as a prob- 
lem to be solved by mutual effort,” said 
he. “It may well be necessary to pro- 
mote consolidations, coordination of 
duplicate service, overhauling of rate 
division practices and special compensa- 
tion for the more costly elements of serv- 
ice, such as terminal expense...A 
breakdown of the national transportation 
System because of a weakness in the 
component parts is potent ammunition 
for those who seek to nationalize the 
country’s railroads.” 


C. of C. Official Raises 
Question as to Source of 


Funds for Highways 


Harold F. Hammond, of _ the 
Chamber of Commerce of the United 
States, says that America’s street and 
highway overcrowding and accident 
problem will continue to get worse 
unless an equitable formula is soon 
developed for financing needed road 
improvement. 


Speaking before the Road Gang, a 
Washington, D.C., group of executives 
interested in highways, Mr. Hammond 
said that the current widespread adver- 
tising and promotional “good roads” 
campaign by the tire and automobile 
manufacturers must be followed up by 
an agreement on the question of “who 
is going to pay for them.” 

“Good roads pay fabulovs dividends,” 
he said, “and we are heartily in accord 
with those who are currently drama- 
tizing this fact for the public. But we 
recognize that controversies over fi- 
nancing can hold back action on high- 
way improvement.” 

Mr. Hammond reported a favorable 
public reaction to the Chamber’s recent 
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proposal for a million-dollar nationa). 
level study to develop an equitable high- 
way finance plan, and comments rec*ived 
from highway engineers, transport r«pre- 
sentatives and others were quoted. He 
said that “the general reaction seems to 
be that this project will only be succegs- 
ful providing it is carried out by an 
independent research group, either em- 
ploying a private firm or setting up a 
special organization.” He indicated that 
the funds and guidance for developing 
this highway finance formula should be 
provided by the “beneficiaries of high- 
ways,” namely the automotive manufac- 
turers and suppliers, highway users, road 
builders, shippers of goods and property 
owners. 


“Too many people tend to take the 
attitude expressed by one state highway 
commission head, who told me that he 
didn’t care about where the money comes 
from, just as long as it comes,” Mr. 
Hammond said. “Unfortunately the na- 
tion finds itself far behind in highway 
improvement program because the people 
who pay for highways do care, and most 
strongly, where the money comes from. 
I’m convinced that the only way to assure 
adequate highway revenues is through 
an agreement among those who pay as to 
what their fair and just share should 
be. Our proposed million dollar study 
is the only way I know of arriving at 
this answer.” 


Present Rail Regulation 
Methods Held ‘Out-of-Date’ 


Special Correspondence from Ottawa, Canada 


Methods of regulating railways, devised 
to restrict monopoly, were out of date in 
the present era of intense competition, 
Donald Gordon, president of the Ca- 
nadian National Railways, said in a 
speech before the Toronto Railway Club. 

“What has happened,” he said, “in 
effect is that the railways are told ‘your 
competitors may do thus and so but 
you may not.’ The railways do not fear 
competition provided the rules of the 
game are fair and equitable. Whether 
that should be accomplished by more 
regulations on newer forms of trans- 
portation or less regulations on the rail- 
ways I need not say now. 


“All I advocate is that regulatory con- 
trols should themselves recognize our 
changing world and that they should 
be modified, amended and adapted to 
keep up to date with our changing tech- 
niques, changing methods and changing 
conditions. Only in that way will the 
public benefit by technological changes 
and be assured that its total transporta- 
tion cost is held to the minimum con- 
sistent with the quality of service de- 
manded.” 

Railway freight rates, grown terribly 
complex over the years, could never be 
simplified as long as present rigid regu- 
lation continues, said he. But an equal- 
izing of competitive conditions would 
bring rates that were simpler and more 
generally satisfactory, he added. 

President Gordon said the railways had 
to combat an attitude of mind on the 
part of the public which tended to re- 
gard them as old-fashioned and siatic, 
a service to be used only when no other 
service was available. While there might 
be ground for criticism of railways gen- 
erally, they could not fairly be accused 
of being overly conservative and unpro- 
gressive, said he. Improvements in freight 
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and passenger equipment, safety devices, 
roadbeds and hundreds of operations 
within the memories of living men 
showed railways were not unprogressive, 
said he, adding that the range of operat- 
ing gear and equipment carried by mod- 
ern railways to meet different speeds, 
types and conditions of traffic, calls for 
special services, climatic conditions, 
showed they could move with the times. 


Sampson Cites Advantages 
Of Moving Freight by Truck 
On Railway Flat Cars 


The advantages of moving com- 
modities by highway trucks loaded 
on railroad flat cars were cited by 
H. R. Sampson, Chicago, vice-presi- 
dent-traffic of the Chicago & Eastern 
Illinois Railroad, in an address be- 
fore the annual meeting of the 
American Society of Mechanical 
Engineers, in Atlantic City, NJ. 


Mr. Sampson listed nine advantages to 
railroads and 11 to trucking companies 
by this dual system of transportation. 
The public, too, had much to gain by 
combining truck with rail in freight 
movements, he said. 

“Even under war conditions where 
sabotage or enemy action might disrupt 
a section of our national railroad system, 
the trailer on flat car system could be- 
come an interesting solution to these 
hazards,” said he. 

Where sabotage or enemy bombs de- 
stroyed a section of track, he asserted, 
the loaded trucks could be taken off the 
flat cars by the use of ramps and hauled 
to the nearest highway to use public 
roads for the balance of the journey. 
And when a section of road or a bridge 
was destroyed, the trucks could be trans- 
ported to the closest railroad for the 
— of a freight movement, he 
added. 


“Modern requirements demand a 
method with flexibility and the time- 
saving features inherent in this mode 
of operation, whether we are at peace 
or at war,” he continued. 


Says North Shore Pioneered 


Tracing the history of the loaded- 
truck-by-rail shipments back to 1926, Mr. 
Sampson credited the pioneering to the 
Chicago North Shore & Milwaukee Rail- 
way. He said that certain commodities, 
such as livestock, jewelry, valuables, coal 
and coke, were usually excluded from 
this type of service. 


“Charges for this service are reason- 
able... (and) no attempt is made to 
Classify the contents of the trailers, but 
the motor carrier certifies to the fact 
that no contraband is located therein,” 
Said he. “Empty trailers are charged 
Just one-half the amount charged for 
loaded trailers.” 


Lists Advantages 


The railroad official said that motor 
carriers using the flat car system en- 
joyed the following advantages: Fixed 
and static costs; absence of interstate 
Welyht and license barriers; reduction 
of equipment investment and deprecia- 
tion: reduced insurance costs; reduction 
in personnel problems and costs; re- 
duced garage and maintenance require- 
men's; elimination of expensive dead 
heacing to balance equipment at either 


end of the motor carrier’s line; elimina- 
tion of road hazards and tire wear; 
avoiding constant and rising gasoline 
and license taxes; reduction in damage 
claims caused by road hazards; and no 
delays from highway conditions due to 
storms and washouts. 

The advantages to railroads, he said, 
included the following: Additional car- 
load freight traffic; return of revenue 
lost to competitors, to the railroads; 
elimination of empty, non-paying rail- 
road car movements; a complete revenue 
movement every day; daily rail revenue 
several times greater than average rail 
car revenue; reduction in loss and dam- 
age claims; overcoming rail disabilities 
in traffic lost by railroads to trucks due 
to certain trucking advantages such as 
door-to-door delivery instead of termi- 
nal-to-terminal delivery; flat cars used 
to haul trucks can readily be returned 
to other rail uses without any equip- 
ment changeovers; and reduction of 
switching costs and time lags. 


System Used in France 


Mr. Sampson said that the United 
French Railways had instituted the 
trailer on flat car system in 1936 and 
1937, and said this mode of transporta- 
tion was still doing very well with addi- 
tional stations being added constantly. 
The French system, he declared, differed 
from anything tried here in that the 
truck tractors were standard and were 
used only for door-to-railroad terminal 
hauling and vice versa. Thus, he said, 
smaller and less expensive tractors were 
needed since this equipment was not 
expected to make over-the-road hauls. 

A final advantage to the system, said 
he, was that the highways were returned 
to the people. Constant and expensive 
road rebuilding was minimized, he said, 
and the dangers to the ordinary citizen 
driving a pleasure car were greatly re- 
duced. 

“The elimination or even the reduction 
of the number of trucks on our highways 
would go a long way toward reducing 
our annual accident toll,” he concluded. 


New Jersey Turnpike 
Dedicated November 30 


The 118-mile New Jersey Turnpike, 
newest superhighway, was dedicated No- 
vember 30, with appropriate ceremonies. 
Extending from the George Washington 
Bridge, at New York City, to the Dela- 
ware Memorial Bridge, the highway runs 
through 10 of the state’s 21 counties in 
a northeast-southwest direction. 

Both interstate and intermediate 
trucking use of the turnpike will be an 
important factor in the patronage of the 
new highway, according to Paul L. 
Troast, head of the New Jersey Turn- 
pike Authority, which will operate the 
road. The route runs through many in- 
dustrial areas in the state. 

Turnpike authorities said the thick, 
solid paving layers were designed partic- 
ularly to withstand years of pressure 
from loaded trucks. 


“Since there will be no congestion on 
the turnpike, and since there are no 
traffic lights to hold up movement,” said 
Mr. ‘Troast, “merchants shipping by 
truck along the superhighway will be 
able to make more accurate schedule 
estimates of . arrivals and depar- 
tures.” 


Under the schedule of toll rates, a 
passenger car may traverse the entire 
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length of the route, when completed sev- 
eral weeks hence, for a maximum cost 
of $1.75. (The section of the northern 
nine miles to George Washington Bridge 
in New York City is still under con- 
struction.) Two-axle dual tire trucks will 
pay a maximum of $3.50, and semi-trailer 
combination trucks with four or more 
axles will pay $5.00. 

The turnpike is financed by two bond 
issues totaling $255,000,000, to be liqui- 
dated, it is planned, by tolls and rev- 
enues. Engineers estimate that drivers 
will save two hours of travel time by 
using the turnpike, with its 60 m.p.h. 
speed limit and its easy curves and right- 
of-way width ranging from 250 to 300 
feet. There are 17 traffic interchanges, 
or places of entrance and exit. The 12- 
foot-wide traffic lanes vary in number 
from four to six, ultimately to be ex- 
panded to six and eight. 


Railroads Need More 
Income, Presidents 


Tell N.Y. Railroad Club 


The railroads of the United States 
are meeting the demands of the de- 


fense and civil production require- 
ments only because in the past five 
years, despite earnings that have set 
low records, they have spent $6,000,- 
000,000 in a modernization program, 
W. T. Faricy, president of the Asso- 
ciation of American Railroads, told 
the annual dinner of the New York 
Railroad Club, December 6. 


The dinner, held at the Commodore 
Hotel, was attended by approximately 
2,000 persons. 


Mr. Faricy headed a list of leading 
figures in the railroad industry. who sent 
messages to this traditional gathering 
of transportation and shipping spe- 
cialists. Other railroad presidents rep- 
resented included Gustav Metzman of 
the New York Central System, Walter 
S. Franklin of the Pennsylvania Rail- 
road Co., R. B. White of the Baltimore 
& Ohio Railroad Co., Walter J. Tuohy of 
the Chesapeake & Ohio Railway Co., and 
P. W. Johnston of the Erie Railroad Co. 

Included in‘ the program to keep the 
world’s largest railway system efficient 
at any cost or sacrifice, Mr. Faricy said, 
had been procurement of 400,000 new 
freight cars and 13,000 new units of 
locomotive power. . 

Yet in the face of costs that had 
doubled or more, and earnings lower 
than that of any other éssential indus- 
try, Mr. Faricy said, railroad revenues 
had been limited by government regula- 
tion to a level only about 45 per cent 
greater a ton-mile than in 1939. 


“There has been created,” he said, “a 
tremendous imbalance between what the 
railroads take in and what they pay out.” 

The A.A.R. spokesman told the dinner 
that in the first nine months of 1951 
railroad earnings ranged at an annual 
rate of 3.1 per cent on net investment, 
or about one-seventh less than the low 
rate earned in the same period of 1950. ° 

“By any’ standard of measurement,” 
he added, “it is obvious that present 
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earnings are falling far short of what 
is needed to enable the railroads to be 
kept in the strength and health to pro- 
vide the kind of service the nation needs 
now and in the future to meet the ex- 
panding demands of commerce and the 
national defense.” 


Metzman 


Mr. Metzman said that the low rate 
of earnings “seriously threatens” the 
ability of the railroads to keep abreast 
of demands on them, and he laid the 
cause at the door of government regu- 
lation. 

“Earnings in the closely regulated 
railroad industry,” Mr. Metzman went 
on, “are not, and have not been for some 
time, adequate to attract the investment 
funds needed to finance improvement 
programs. Other industries offer the in- 
vestor much better earning prospects. 
Over the past 25 years, the also-regulated 
public utilities have averaged a rate of 
return twice that enjoyed by the rail- 
roads. Manufacturing industries have 
fared almost three times as well as the 
rails.” 


Franklin 


Mr. Franklin cited the Long Island 
Rail Road, now in receivership and sub- 
ject to proposals that it be operated by 
a public authority as a prime example of 
a railroad wrecked by unwise regula- 
tion. 

“For the past 20 years,” Mr. Franklin 
said, “the Long Island Rail Road has 
been so shackled by the public regulatory 
and taxing authorities that it has been 
rendered incapable of paying its own 
way, as a private enterprise must do.” 

Yet he pointed out that “free enter- 
prise as it has been developed in Ameri- 
ca is the only form of business which 
has proved capable of providing pro- 
gressively improved values to its cus- 
tomers.” 

Mr. Franklin recommended specifical- 
ly that the Long Island be reorganized 
as a free enterprise “with exemption 
from obstructionist regulation,’ adding 
that: “So long as profits are not exces- 
sive, management should be free to 
charge a sufficient price for services to 
allow it to improve those services to a 
level that is satisfactory to the public.” 


White 


Mr. White, citing current Congres- 
sional studies of national transportation 
policy, suggested that the disabilities of 
railroads under regulation might be due 
more to the fact that regulatory laws 
were out, of date than to the manner in 
which regulation was administered. He 
criticized particularly the lag in rate in- 
creases behind rises in costs and the long 
periods required even for minimum ad- 
justment of rates. 

“A basically sound transportation pol- 
icy will not support a method of this 
kind,” Mr. White added. “Growing evi- 
dence indicates that existing laws reg- 
ulating the railroads should be mod- 
ernized. Transportation is highly com- 
petitive. The railroads should have 
wider latitude to decide the amount of 
increase to meet rising costs and permit 
them to pay a fair return on investment. 

“Simply stated, the aim of railroad 
management is to obtain a fair profit 
from operations, the same as is regarded 


fair in public utilities and other indus- 
tries.” 

Mr. Tuohy pointed out that railroads, 
while the major carriers, actually were 
one of four competing forms of trans- 
portation—the others being highway 
transport, aircraft and water-borne ves- 
sels on inland waters. Furthermore, he 
stated that while railroads were crippled 
in management by regulation the laws 
“favor, and perhaps even pamper” all 
competing agencies. 

The C. & O. president cited the recent 
interim report by the Senate subcom- 
mittee on interstate and foreign com- 
merce, which he said stated the finding 
that “a coordinated transportation sys- 
tem can never be attained so long as 
economic regulation of railroads and 
promotional activities on behalf of 
competing types of transportation con- 
tinue at cross purposes.” 


Johnston 


Mr. Johnston emphasized the point 
that while the railroads contested the 
subsidizing of competitors, “the railroads 
want no subsidy.” They desired, he said, 
only the right to run their operations 
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‘Keep Transportation at a Level That 
Will Support its Increasing Burdens’ 


Mobilization Director C. E. Wilson Makes Declaration at Luncheon 
Of Traffic Club of New York. Promises Support for Transport’s 
E. D. Sheffe, Newly-Elected President, Presides. 


Needs. 


By J. DELTON PATTIE 


In an address before the Traffic 
Club of New York, Inc., at a luncheon 
meeting on December 4 in the grand 
ballroom of the Biltmore hotel, New 
York City, Charles E. Wilson, direc- 
tor of the Office of Defense Mobiliza- 
tion, said the nation as a whole 
could look with satisfaction on trans- 
portation’s contribution to mobiliza- 
tion in the present national emer- 
gency. But, he added, this did not 
mean that “we can relax our vigi- 
lance to keep transportation at a 
level that will support its increasing 
burdens.” 

“There must be no letdown,” said 
he. 

The general expansion programs, 
plus the mounting production from 
existing plants, he said, would place a 
further tax on our transportation 
system. 

Mr. Wilson’s address was heard by a 
capacity crowd of approximately 850 
members and guests who attended the 
luncheon, among whom were chief ex- 
ecutives and other top officials of lead- 
ing transportation lines, government and 
industry. The speaker was introduced 
by the club’s newly-elected president, E. 
D. Sheffe, general traffic manager of 
the Esso Standard Oil Co., New York 
City, who presided. 

In his address, which was recorded 
and later broadcast over the N.BC. 
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on the basis of unhampered and ef- 
ficient management, in an atmosphere of 
equal competition based on rates by all 
transportation services that reflecteq 
true costs. 


“To put all commercial transporta- 
tion on this same basis,” Mr. Johnston 
went on, “would require no more than 
the payment of reasonable user cherges 
by those who use the roadways, water- 
ways, and airways which have been 
created and maintained largely by tax- 
payer money. 

“By removing the inequities that now 
exist as to regulation, promotion and 
subsidies, traffic would flow to the means 
of transport which could provide the 
most satisfactory service at the lowest 
cost. Under such conditions, which were 
obviously intended by the transporta- 
tion act of 1940, the country could be 
assured of the continuance of the in- 
vestment of private capital necessary to 
supply the kind of efficient rail trans- 
portation which, as the railroads’ record 
in World War II so strikingly demon- 
strated, is a national necessity now and 
in the future.” 











































Charles E. Wilson 






network, Mr. Wilson discussed the na- 
tion’s policy and progress in defens¢ 
mobilization. 

Mr. Wilson said it was decided in 
Washington that the nation adopt 4 
gradual plan of mobilization, rather thal 
to plunge into all-out mobilization, 2 
which defense activities would be supel- 
imposed on a wholesome, if reduced ¢l- 
vilian economy. He said “we decided 
on that course for a great variety o 
reasons, and he thought the correctness 
of the decision had been borne out by 
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E. D. Sheffe 


The New York Traffic Club luncheon on 
December 4 was the first under the ad- 
ministration of its newly-elected presi- 
dent. Mr. Sheffe began his career with 
the Standard Oil Co. (New Jersey) as a 
rate clerk in the traffic department Octo- 
ber 1, 1912. He worked through general 
positions to traffic manager of Standard 
Oil Co. of New Jersey, now known as 
Esso Standard Oil Co., the domestic man- 
ufacturing and marketing affiliate of the 
Standard Oil Co. (New Jersey) of which 


events. ‘Though world conditions re- 
mained very grave, he said, no general 
war had broken out, and “we have been 
able to proceed in an orderly and system- 
atic fashion to arm the nation, and to 
provide necessary assistance to our 
allies.” 


Expansion of Facilities 


Another vital decision made, one that 
was already producing dividends, he said, 
was to embark on the defense mobiliza- 
tion plan by expansion of facilities than 
solely by the use of existing plants and 
facilities. In the last war, he said, the 
world was astounded by America’s ca- 
pacity to produce. He said he believed 
it would be even more astounded when 
the present expansion plans of “our basic 
industries” were completed. To give an 
idea, he said, steel production was being 
expanded from 100 million tons a year 
pre-Korea to 118 million tons, about half 
of which increase was already in place. 
The 18-million ton expansion, he said, 
Was equal to the entire annual output 
of Great Britain. Aluminum production, 
he said, was being expanded 100 per 
cent, from 750,000 to 1,500,000 tons a year, 
and the output of electric power was 
being increased 40 per cent, petroleum 
refining 15 per cent, and so on. 

“When all our expansion is complete, 
America will have a far stronger base 
for all-out war if—and may God forbid! 
—it should occur, or for all-out peace,” 
said he. “Our basic economic platform 
will be bigger, stronger and adaptable 
to any purpose.” 

Transport Picture ‘Encouraging’ 

As to transportation, Mr. Wilson said 
the general picture was a fairly en- 
couraging one. 

“We have not been able to do every- 
thing we desire in the way of furnishing 
hew facilities and equipment, but there 








Mr. Sheffe is now general traffic manager. 
This department supervises traffic affairs 
not only of Esso Standard Oil but also of 
various other domestic affiliates and han- 
dles all the export shipment of packaged 
petroleum products and materials for all 
foreign affiliates of the Standard Oil 
Co. (New Jersey). 

Mr. Sheffe, who was born in New York 
City June 4, 1888, after holding several 
miscellaneous jobs, became employed in 
1904 in the general offices of the Cen- 
tral Railroad of New Jersey, New York 
City. From there he went to the New 
York Central Railroad freight department, 
as billing clerk and chief billing clerk. 
He entered industrial traffic with the 
Barrett Manufacturing Co., New York 
City, in 1906. Early in 1912, he became 
traffic manager of Parsons Trading Co., 
an import and export house. It was from 
that position that he went to Standard 
Oil. 

In addition to being president of the 
Traffic Club of New York, Mr. Sheffe is 
president of the Transportation Club of 
Petroleum Industry, a class B practitioner 
before the Interstate Commerce Commis- 
sion, a practitioner before the Federal 
Maritime Board, regional vice-president 
of the National Industrial Traffic League, 
and is a founder member of the American 
Society of Traffic and Transportation. 
He is a member of the American Petro- 
leum Institute, chairman of its committee 
on freight classification, and a member 
of the general committee on transporta- 
tion. He is also a member of the sub- 
committee on rail transportation of the 
National Petroleum Council. 


has been no serious impairment of this 
vital phase of mobilization,” said he. 

“Programs for all types of transporta- 
tion—ocean, inland waterway, railways, 
highways, and air—are in progress and 
will not be neglected. Like other phases 
of the mobilization program, transporta- 
tion is suffering some shortages, notably 
steel for highways, but these will be 
corrected just as soon as humanly possi- 
ble to do so.” 

Mr. Wilson said that in the past year 
there had been improvement in various 
phases of transportation. The shortage 
of freight cars had been reduced from 
60,000 to 20,000, he said, and he pointed 
out that freight car construction in Octo- 
ber reached 10,000. 

“The cut-backs in the first quarter of 
1952 will affect transportation, as well 
as many other lines, but not in a crip- 
pling way,” said he. “Along with new 
freight car equipment, there has been 
an improvement in the utilization of 
existing cars. Both shippers and car- 
riers deserve credit for the big conrtibu- 
tion they are making along this line. 
Such utilization, it is a truism to say, is 
equivalent to new construction.” 

It was at this point that Mr. Wilson 
said the general expansion programs, 
plus the mounting production from ex- 
isting plants, would place a further tax 
on the transportation systems, and cau- 
tioned against a letdown in “our vigi- 
lance” to keep transportation at a level 
that would support its increasing bur- 
dens. 

Part of the shortages of basic mate- 
rials, Mr. Wilson said, was explained by 
the expansion program. He told his au- 
dience that there was great need for 
ferrous and non-ferrous metal scrap and 
urged greater support in the scrap col- 
lection campaign. 

In a discussion of the military produc- 
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tion program, as to which he said it had 
been stated that the program was “far 
behind,” Mr. Wilson asserted that part 
of the lag in production was caused by 
design changes. Another factor in pro- 
duction lag, he said, was a number of 
costly strikes that had occurred. Some 
of the strikes had affected strategic ma- 
terials. He referred to the copper strike, 
which, he said, cost many thousands of 
tons of this precious metal, and to the 
dock strike in New York. One of the 
penalties of the dock strike, he said, was 
the temporary loss of a load of badly- 
needed cobalt, “at a time when we cer- 
tainly needed it as we never needed it 
before.” He said there had also been 
strikes in the aircraft and allied indus- 
tries that had had a devastating effect. 


Impact of Program 


In coming months, Mr. Wilson said, 
the impact of the defense mobilization 
program would be brought home to the 
people in various ways. We are going to 
have more guns and less butter, he said. 
Along with a decrease in the number of 
consumer items that will be for sale in 
the stores, he said, the pressure for 
higher prices will increase. 

“I hear siren voices saying that an 
inflation of 2 to 5 per cent a year might 
not be too bad,” said he. “I warn you 
against such voices. A few might gain a 
temporary advantage by breaching price 
and wage levels, but even those few 
would be gambling with dynamite.” 

Mr. Wilson asked business to restrain 
itself from taking advantage of the sit- 
uation to get abnormal profits, and labor, 
he said, must exercise restraints along 
with other segments of “our people.” 

“If our people exercise the qualities of 
understanding and restraint,” he said, 
“I believe that they can look to the 
future with confidence and even with 
optimism. Once we complete the three- 
year mobilization program, our, diplomats 
will be able at the conference table to 
speak with a greater authority of 
strength.” 


Guests of Honor 


Honored guests at the luncheon, seated 
at the speakers table, were: 

C. R. Smith, president, American Air 
Lines; Robert Black, president, White 
Motors Co.; J. E. Tilford, president, 
Louisville & Nashville Railroad; Stanley 
C. Hope, president, Esso Standard Oil 
Co.; L. M. Cassidy, chairman of the 
board, Johns-Manville Corporation; R. B. 
White, president, Baltimore & Ohio 
Railroad; James K. Knudson, adminis- 
trator, Defense Transport Administra- 
tion; Morris Forgash, president, United 
States Freight Co.; Paul M. Hahn, presi- 
dent, American Tobacco Co.; General 
Brehon Somervell, president and chair- 
man of the board, Koppers Co.; G. 
Metzman, president, New York Central 
System; and Jervis Babb, president, 
Lever Bros. Co. 

Walter S. Franklin, president, Penn- 
sylvania Railroad; Eugene Holman, 
president, Standard Oil Co. of New Jer- 
sey; F. G. Gurley, president, Atchison, 
Topeka & Santa Fe Railway; E. R. 
Breech, executive vice-president, Ford 
Motor Co.; Bert Seymour, president, As- 
sociated Transport, Inc.; Frank Folsom, 
president, Radio Corporation of Amer- 
ica; Clarence Francis, chairman of the 
board, General Foods Corporation; T. G. 
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Montague, president, Borden Co.; W. J. 
Tuohy, president, Chesapeake & Ohio 
Railroad; Richard S. Reynolds, Jr., 
president, Reynolds Metal Co.; L. S. 
Cates, chairman of the board, Phelps 
Dodge Corporation; and Andrew W. 
Berding, assistant to director of the 
Office of Defense Mobilization. 

H. H. Meyer, eastern traffic manager, 
Chicago and Illinois Midland Railway, 
New York City, and a past president of 
the club, was chairman of the luncheon 
committee. 

The club will hold its Christmas 
turkey luncheon at the Commodore 
hotel, New York City, on December 18. 


Canadian Seaway Action 
Reported From Ottawa 


Specic! Correspondence from Ottawa, Canada 


The government of Ontario has en- 
tered into an agreement with the federal 
government for the development of hydro 
power in the International Rapids sec- 
tion of the St. Lawrence River in con- 
junction with development of a deep 
waterway by the federal government. 

The agreement, signed for Canada by 
Prime Minister Louis St. Laurent and 
Transport Minister Lionel Chevrier, and 
for Ontario by Premier Leslie Frost and 
Provincial Secretary George H. Challies 
was tabled in Parliament this week. It 
was framed in the expectation that the 
United States would not participate in 
the seaway project and that the naviga- 
tion works will be entirely within Canada. 


Ontario undertakes to develop the 
power resources concurrently with sim- 
ilar development on the United States 
side by an appropriate authority. Can- 
ada undertakes to do all possible to ob- 
tain approval of the International Joint 
Commission for an application to be 
made jointly by Ontario for construction 
of the necessary power works in the in- 
ternational waters. 


In announcing the agreement Mr. St. 
Laurent said it was possible that before 
arrangements contemplated in the agree- 
ment are consummated, the 1941 treaty 
for a joint seaway might be ratified. In 
that event, he said, the agreement with 
Ontario would be reconsidered and mod- 
ified in the light of whatever arrange- 
ment was made with the United States. 

Commenting on the move in the Cana- 
dian Parliament to authorize an all- 
Canadian development of the St. Law- 
rence seaway, Dr. N. R. Danielian, 
executive vice-president of the Great 
Lakes-St. Lawrence Association, stated 
in Washington that his organization was 
in favor of the Canadian venture if 
Congress did not approve a joint United 
States-Canadian deveolpment in the 
forthcoming session. 


However, in an analysis prepared by 
the association, Mr. Danielian asserted 
that American supporters of the St. 
Lawrence project still felt a joint de- 
velopment by the two countries to be 
preferable for the following reasons: 

“1. Canadian project creates a 27-foot 
channel out into Lake Erie, whereas the 
joint project calls for the same depth 
into Lake Michigan and Lake Superior. 

“2. An all-Canadian seaway means ex- 


clusive Canadian determination of tolls. 
Canada could charge tolls as she sees fit 
and as long as she wishes. Since an over- 
whelming portion of the traffic will be 
American, our own citizens will pay for 
most of the Seaway. This is particularly 
true of military and other government 
traffic, which would be free under a joint 
project. 

“3. International prudence demands 
that the American government share in 
the control of a channel that creates a 
“fourth great seacoast” for the nation. 
No nation has ever voluntarily relin- 
quished a measure of control over such 
waterways, since they are a major bar- 
gaining point in international relations. 

“4. The United States will lose face 
among the Canadian people.- The St. 
Lawrence project will make a tremendous 
contribution to our own economic growth 
and national security; all clear-thinking 
people realize that we will be sadly 
negligent if we leave the whole job to 
our small but gallant neighbor to the 
North.” 


Chicago Area Said to Face 
Motor Equipment Shortage 


A shortage of motor carrier equip- 
ment faces shippers and receivers of 
freight in the Chicago area, according 
to the Motor Transportation Advisory 
Committee for the Chicago metropolitan 
district. 

In a letter to 4,000 area shippers and 
receivers, A. J. Maurer, secretary of the 
committee, said that, with motor car- 
riers in the Chicago district presently 
operating at about 95 per cent of ca- 
pacity, “obviously any severe weather 
conditions or appreciable increase in 
the volume of traffic will leave us with 
insufficient equipment to meet our 
needs.” 

Mr. Maurer, pointing out that Chi- 
cago was a major transportation gate- 
way, said a breakdown in the area 
would immediately be reflected in the 
traffic at other gateway points and other 
areas. 

Reporting that motor carriers had 
been asked to conserve equipment, Mr. 
Maurer called on shippers and receivers 
to help stave off any possible shortage 
of trucks—and the government direc- 
tives which would come with such a 
shortage—by loading, unloading and re- 
leasing trucks promptly. 


He said such voluntary’ cooperation 
had eliminated a critical shortage of 
motor carrier equipment late in 1950. 


Weyerhaeuser Elected 
To A.A.S.O. Membership 


The Weyerhaeuser Steamship Co., San 
Francisco, has been unanimously elected 
to membership in the Association of 
American Ship Owners, the association’s 
president, George W. Morgan, of New 
York City, has announced. Donald Wat- 
son, vice-president and general manager 
of the steamship company, and Capt. L. 
C. Howard, its vice-president in New 
York, have been designated to represent 
ee in the association’s coun- 
cils. 


“We are joining the A.A.S.O. because 
we desire to support that organization’s 
efforts to strengthen free enterprise in 
shipping,” said Mr. Watson. “There is 
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always danger the preoccupation with 
the subsidized portion of the merchant 
marine will minimize the problems fa:ed 
by that much greater portion of ‘he 
merchant fleet which is unsubsidized.’ 


Chicago Railroads Honored 


For Civil Defense Role 


The railroads of Chicago were honcred 
at a luncheon November 29 in the Sher- 
man Hotel, for their assistance in mak- 
ing the civil defense of Chicago one of 
the finest in the nation. 

Superintendents of 34 railroads, the 
Railway Express Agency, the Pullman 
Co., and the Chicago Union Station, re- 
ceived replicas of a plaque awarded the 
city by the Freedoms Foundation for its 
effort in “organizing a realistic and prac- 
tical civil defense program.” Presenta- 
tions were made by Victor C. P. Dreiske, 
co-director of the city’s civil defense 
corps. J. J. Brinkworth, vice-president 
of the New York Central System, chief 
operating officer of the railroad division 
of civilian defense for Illinois, was toast- 
master. Many railroad presidents at- 
tended the luncheon. 

Clarence P. Fisher, general manager of 
the Union Station, Chicago, is chairman 
of the railroad division of the civil de- 
fense corps. 

Civil defense in Chicago would be 
worthless without the railroads, Mr. 
Dreiske declared. The plans perfected 
by the city’s railroads had been adopted 
as a guide for other cities, he said. 


New Trucking Scholarship 
Offered at Tennessee U. 


A second $1,000 scholarship to the Uni- 
versity of Tennessee has been made pos- 
sible by the Tennessee Motor Transport 
Association, it is announced by Professor 
William Way, Jr., head of the school’s 
transportation department. The new 
scholarship, like the one offered for the 
first time last year, is for graduate study 
in motor carrier education. It includes 
a.cash award of $500, plus 12 months’ 
tuition (required of non-residents), and 
university fees for 12 months, beginning 
next fall. ; 

Professor Way said the student aid 
represented a pioneering step by the 
trucking industry to encourage advanced 
study and research in its’ field. Appli- 
cants must be college graduates, having 
completed a course in motor carrier 
transportation or its equivalent in ex- 
perience. Applications are due in Pro- 
fessor Way’s office by May 1, 1952. The 
winner, to be selected by a joint T.M.T.A. 
and university committee, will study un- 
der a “model” transportation program 
set up at the university last year in C0- 
operation with the terminal operations 
council of the American Trucking Asso- 
ciations, Inc. 


Bituminous Pavement 


Test to Be Made 


The Highway Research Board of the 
National. Research Council in Washing- 
ton, D.C., has announced that negoti- 
ations have been completed with ten 
state highway departments of the West- 
ern Association of State Highway offi- 
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cials whereby the board will conduct a 
full-scale test of bituminous pavement 
in southeastern Idaho. ‘ 

‘Cooperating in the test are the high- 
way departments of California, Colorado, 
Idaho, Nevada, New Mexico, Oregon, 
Texas, Utah, Washington, and Wyoming, 
the Bureau of Public Roads, and the 
petroleum industry,” it said. “Assurance 
has been given that test trucks will be 
furnished by truck manufacturers of the 
Automobile Manufacturers Association, 
provided they do not become committed 
to a greatly increased defense produc- 
tion effort. 

“The test road will consist of two en- 
closed loops, each with two 1900-foot 
straightaways of test pavements. The 
design of the pavements in the two loops 
will be identical. 

“Controlled test traffic consisting of 
two different prevailing weighs of single- 
axle trucks will oe used on one loop, and 
two different prevailing weights of tan- 
dem-axle trucks will be used on the other. 
Pavement on the test sections will vary 
in thickness from 6 to 22 inches, and the 
relative effects of the different types of 
test trucks on all sections will be deter- 
mined and the results utilized in future 
design. Careful records of the cost of 
maintaining the various sections will be 
kept as an aid in determining the ‘real 
cost’ of each highway type.” 


Faricy Again Urges 
Rates to Meet Costs 


The need of the railroads for a rate 
structure more nearly in line with in- 
creased costs was immediate and press- 
ing if they were to continue getting ready 
for whatever emergency might lie ahead 
of us, William T. Faricy, president of the 
Association of American Railroads, said 
December 4 in an address before the 
Boston Advertising Club. Mr. Faricy de- 
clared that “transportation, like advertis- 
ing, labors under the disadvantage of 
being an intangible service, which unlike 
a tangible object, cannot be wrapped up 
in a bundle or put in a paper sack and 
carried home. Because transportation is 
by its very nature incapable of being 
reduced to possession, there is a disposi- 
tion on the part of many to disregard the 
very real value that it adds to materials 
and products.” 


Many who accepted the economic justi- 
fication of production costs, the A.A.R. 
president added, took a different view 
when it came to costs of transportation. 
They seemed to feel, he said, that “costs 
Incurred on a farm or in a factory some- 
how stand on a different footing from 
those incurred in moving materials to the 
farm or factory or in taking their prod- 
ucts to market.” 


Mr. Faricy quoted the recent report of 
the subcommittee on land and water 
transportation of the Senate committee 
on interstate and foreign commerce that 
railroad “freight charges constitute a 
relatively small and decreasing propor- 
tion of national income” and that “the 
Proportion of such charges to the total 
vali e of commodities transported has ac- 
tualiy decreased by almost half.” 

Mr. Faricy said that America had built 
up 2 productive capacity in both agricul- 
ture and industry which was the marvel 
of the world, but without distribution, 
there could be no substantial production 
beycnd the level of mere subsistence. 

Unless the system of distribution, of 


which both advertising and railroads 
were vital parts, was kept up to our ever- 
increasing national needs, Mr. Faricy de- 
clared, even the most elaborate and ef- 
ficient system of production must falter 
and fail. 

“The United States is engaged in a 
gigantic effort to re-arm in a hurry and 
at the same time to sustain civilian pro- 
duction,” he said. “In so doing, the 
United States is calling on all its trans- 
portation resources. The great bulk of 
that transportation service is being fur- 
nished, and must continue to be fur- 
nished, by rail.” 

Mr. Faricy reported that since the out- 
break of fighting in Korea, the railroads 
had ordered more than 200,000 new 
freight cars and 5,000 new units of loco- 


25 


| TRANSPORTATION WEEK 


motive power as part of a program to 
meet the nation’s transportation needs. 

Transportation was a prime essential 
in production, and if production was to 
thrive, railroads cannot safely be ne- 
glected, he declared. 


To preserve the railroads in strength 
and vigor, it was essential that they re- 
ceive the materials and be permitted to 
earn revenues adequate to make the im- 
provements needed to continue to meet 
the expanding requirements of both the 
civilian economy and the national de- 
fense, Mr. Faricy concluded. 


Bricker Addresses Chicago Traffic Club 
Luncheon Honoring Nation's Railroads 


Senator Reviews His Recent Transportation Report, Urges Four Steps 


Be Taken Immediately to Strengthen the Nation’s Transport System. 


Says Traffic Men Have Responsibility to Educate Nation on Its Needs. 


Four immediate steps designed to 
improve the national transportation 
situation were urged November 28 by 
Senator John W. Bricker, of Ohio, in 
an address before the Traffic Club of 
Chicago, in the Palmer House. The 
luncheon honored American rail- 
roads now in their second century of 
service. Most were represented at 
the speakers’ table by their chief 
executives. 


Senator Bricker briefly reviewed Sen- 
ate Report No. 1039, which developed a 
number of conclusions and recommenda- 
tions from the hearings held in 1949 and 
1950 by the Senate subcommittee on do- 
mestic land and water transportation, 
under S. Res. 50 (T.W., Oct. 27, p. 70). 

“Although it may not be possible to 
pass comprehensive legislation next 
year,” he said, “I hope that the commit- 
tee will open hearings on specific legis- 
lation designed to implement our sub- 
committee’s general investigation. The 
investigation and report of our subcom- 
mittee represent the first over-all study 
of domestic land and water transporta- 
tion undertaken by either House of Con- 
gress in more than ten years.” 

Asserting that both the Executive and 
Congress had failed to observe the na- 
tional transportation policy as declared 
in the transportation act of 1940, the 
speaker said that “the financial plight 
of the railroads seems due in large meas- 
ure to the ill-considered departure from 
the declared purposes of national trans- 
portation policy.” 

“Our basic problem,” he stated, “is to 
maintain the transportation business as 
healthy, private enterprises. It is not 
the function of government to underwrite 
the solvency of any segment of the 
transportation industry. This apparent 
contradiction is the crux of the trans- 
portation problem. If it can be solved. 
the solution of all other transportation 
problems will not be very difficult.” 

If the transportation picture were 
today not distorted by confiscatory fed- 


eral taxation, the lack of impartial reg- 
ulation, and discriminatory promotional 
activities, he said, the “inherent ad- 
vantages of the various modes of trans- 
portation would determine their com- 
petitive positions through consumer 
preference.” 

“Railroads continue to be the back- 
bone of our transportation system” con- 
tinued the speaker. “Their financial 
woes are primarily the result of unwise 
governmental policies rather than the 
operation of natural economic forces.” 

While the Korean war had brought 
some improvement in the rate of return 
on railroad net investment, he said, it 
was not a permanent cure for funda- 
mentally unsound conditions. 

Major obstacles to the development of 
a sound national transportation policy 
were, stated Senator Bricker, the fiscal 
policy of the federal government, un- 
sound promotional activities and “lavish 
government subsidies to competing forms 
of transportation,” and “a substantial 
element of subsidy in air and inland 
waterway transportation.” 


No Subsidy for Railroads 


“There is no element of subsidy in rail 
transportation,” said Senator Bricker. 

“Subsidies extended to the railroads 
in the past have been many times re- 
paid. .. . The meager evidence avail- 
able indicates that some motor carriers 
may pay too much for the use of the 
highways and others far too little. This 
is an area in which corrective action 
must await the development of more 
reliable information. The states are 
doing much good work on this subject. 
The federal government should imme- 
diately develop accurate data in the in- 
terstate field.” 


Should the financial condition of the 
railroads become further impaired, the 
speaker predicted that some would de- 
mand that the rail carriers be subsidized 
in the interest of equalizing their com-- 
petitive position. 

“There is no worse solution except out- 
right nationalization,” he said. “Subsi- 
dies are vicious because they distort free. 
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dom of choice. Traffic continues to move 
on the basis of comparative rates: But 
with government money thrown on the 
scales no one can know whether specific 
traffic is going to the relatively efficient 
or the relatively inefficient carriers. An- 
other danger is that government crutches 
too often turn into government chains.” 

The “subsidy evil,” he said, was not 
going to be cured overnight, for the 
sudden elimination of subsidies would 
create hardships and inequities. 

“Faced by a staggering federal deficit, 
however, Congress may be more inclined 
to impose gradually a system of fair user 
charges by which it can be reimbursed 
for a substantial part of its expenditures 
on transportation facilities,” he said. 

Imposition of fair user charges raised 
issues of cost-accounting which were in- 
credibly complex, continued the speaker, 
adding that the difficulty of the problem 
was no excuse for delaying action on a 
sound principle. 


Recommends Immediate Steps 


Senator Bricker recommended that 
four steps be taken immediately to im- 
prove the nation’s transportation situa- 
tion. 

First, he said, the declared national 
transportation policy should be extended 
to all government departments and 
agencies concerned with transportation. 

“A second step which can be taken 
immediately is to place all promotional 
activities of the-federal government un- 
der unified direction and control,” he 
said. “A sound national transportation 
system will never be possible so long as 
various agencies operate at cross pur- 
poses in competing for public funds to 
promote the form of transport in which 
they have a special, and sometimes 
selfish, interest. 

“A third step ... is to clarify the ob- 
jective of ‘low-cost service’ set forth in 
the statement of national transportation 
policy. Subsidies usually do produce 
lower rates to shippers. However, if 
the cost to the taxpayer is not to be 
considered, the ultimate objective would 
seem to be ‘free’ transportation to all 
shippers and passengers. Another spe- 
cious argument is that subsidies for in- 
land water transportation are justified 
because they depress rail rates. The an- 
swer, of course, is that regulation of 
rates by the Commission is far more 
equitable and efficient. Whatever reve- 
nue the railroads lose as a result of 
subsidized water competition must be 
offset by higher rates on traffic not 
vulnerable to such competition. 

“Finally, Congress and the Executive 
branch can remove the defense label 
from transportation subsidies.” 

Senator Bricker said that it seemed 
today “that all you have to do is to 
attach a defense label to a subsidy and 
it goes through without objection.” 


Regulation Looks Backward 


Discriminatory regulation had contrib- 
uted to the railroads’ poor financial con- 
ditions, and also had placed regulated 
motor carriers at a serious disadvantage 
in competing with unregulated motor 
carriers, he averred. 

“Inequities in the railroad regulatory 
pattern stem primarily from the failure 
of Congress to keep legislation abreast of 
changing competitive conditions,” he 
stated. 

“At a time when the railroads en- 
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The Traffic Club of Chicago held an informal reception for Senator John W. Bricker, of Ohio, the 
morning of November 28, before his address at a club luncheon honoring those American railroads 


now in their second century of service. 


Left to right: Robert J. Bayer, editor of Traffic World, and 


assistant to president, Traffic Service Corporation; David F. Woods, general freight agent, Chicago 
& Eastern Illinois Railroad; Frank J. Conrad, freight traffic manager, Burlington Railroad; Arthur 
B. Murphey, general freight agent, Rock Island Lines, and president, Traffic Club of Chicago; A. C. 
Friedsam, general traffic manager, International Harvester Co.; Senator Bricker; E. A. Olson, 
general traffic manager, Libby, McNeil and Libby; John R. Staley, vice-president, Quaker Oats Co., 
and chairman of the club’s public affairs committee; P. G. Jefferson, general traffic manager, Fair- 
banks Morse & Co.; E. C. Hallberg, freight traffic manager, Erie Railroad; R. O. Small, general 
freight traffic manager, Chicago & North Western Railway, and James P. Friel, traffic manager, 
Central Fibre Products Co. 


joyed. a virtually complete monopoly, 
there was some justification for helping 
new forms of transportation obtain a 
foothold in the industry. As a result, 
the newer modes of transportation were 
placed under a much less restrictive type 
of regulation. Today, there are wide 
commodity areas in which railroads and 
their competitors wage a sharp fight for 
traffic. It is absurd to continue to regu- 
late the railroads on a monopoly theory 
when there are so many areas where 
they are forced to compete in order 
to survive.” 

Confiscatory taxation, federal sub- 
sidies, and inequitable regulation would 
lead eventually to nationalization of all 
forms of transportation, he said, and 
the threat of nationalization would not 
be dispelled until the railroads were 
permitted to regain their financial 
health. 


Praises Traffic Management 


“Traffic management is a most im- 
portant profession,” the speaker told 
his audience. “Through you all indus- 
try lives and all commerce moves... . 
Your skill in the efficient distribution of 
goods is an indispensable factor in our 
economic well being. ... ” 

“You-who are so well informed on 
transportation matters have a _ special 
responsibility,” he declared. “No one is 
better qualified to explain why na- 
tionalization of the railroads would be 
an unparalleled disaster and how it can 
be prevented. With an effective educa- 
tional campaign on your part, the voice 
of the people will be quickly manifested 
in Congressional action.” 


Senator Bricker suggested that such 
an educational campaign rest on the 
following points: 

“Concern over railroad finances does 
not indicate favoritism for a particular 
mode of transportation. If it becomes 
necessary to nationalize a bankrupt rail- 
road system, the nationalization of other 
transportation media must eventually 
follow. ... 

“The outstanding characteristic of so- 
cialism is its habit of operating at a 
loss enterprises which private manage- 
ment is generally able to operate at a 
profit for both stockholders and the tax 
collector. 


“Third, a nationalized transportation 
system cannot be compared with the 
Post Office. 

“Fourth, nationalization of the rail- 
roads would place the life of all industry 
and the well-being of labor at the com- 
plete mercy of an individual whose deci- 
sions could never be questioned in any 
court of law. . 


“Fifth, nationalization of the railroads 
alone would place about 1,500,000 people 
on the federal payroll. The nationaliza- 
tion of competitive forms of transporta- 
tion would add another three or four 
million. . . 


“Sixth, we have no moral right to 
mortgage future generations with our 
own mistakes... . 

“Finally, we must expose the fallacy 
in the Marxian doctrine that all the 
people should own all the means of pro- 
duction and all transportation media.” 

Senator Bricker quoted approvingly a 
statement made on the floor of the Sen- 
ate in 1878 by Senator Hill, of Georgia, 
that “a corporation we may all well 
dread ... is the federal government. 
From the aggressions of this corporation 
there can be no safety, if it is allowed 
to go beyond the well-defined limits of 
its power.” 

The principal woes of the world today 
resulted from too much power in gov- 
ernment, he concluded. 

Arthur B. Murphey, president of the 
Traffic Club of Chicago, and general 
freight agent, Chicago, for the Rock Is- 
land Lines, presided at the luncheon. 
The toastmaster was J. R. Staley, vice- 
president, Quaker Oats Co., Chicago, 
chairman of the club’s public affairs 
committee in charge of the luncheon. 
The invocation was by Dr. Preston 
Bradley, of the Peoples Church of Chi- 
cago. Among the honored guests were 
Mayor Martin Kennelly, and Ralph 
Budd, retired president of the Burlington 
Lines, and head of the Chicago Transit 
Authority. 

Senator Bricker’s remarks were broad- 
cast by radio over Station WGN. 


Railroads Listed 


The honor roll of U.S. railroads that 
have completed a century or more 0 
public service, and which were hono 
by the Traffic Club of Chicago ai its 
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uncheon, have rolled up a total of 5,000 
voars of achievement. These roads op- 
ate 80 per cent of the nation’s railroad 
nileage. 

Following are the railroads honored: 

Atlanta & West Point; Atlantic Coast 
Line; Baltimore & Annapolis; Baltimore 
& Ohio; Boston & Maine; Canadian Na- 
ticnal; Canadian Pacific; Central of 
Georgia; Central Railroad of New Jer- 
sey; Central Vermont. 

Chesapeake & Ohia; Chicago & East- 
ern Illinois; Chicago and North Western; 
Chicago, Burlington & Quincy; Chicago, 
Indianapolis & Louisville; Chicago, Mil- 
waukee, St. Paul & Pacific; Chicago, 
Rock Island & Pacific; Delaware & 
Hudson. 

Delaware, Lackawanna & Western; 
Detroit, Toledo & Ironton; Erie; Geor- 
gia; Gulf, Mobile & Ohio; New York, 
New Haven & Hartford; Illinois Central; 
Lehigh Valley; Louisville & Nashville; 
Maine Central; Missouri Pacific. 

Nashville, Chattanooga & St. Louis; 
New York Central; Nickel Plate; Norfolk 
& Western; Pennsylvania-Reading Sea- 
shore; Pittsburgh & West Virginia; 
Reading; Richmond, Fredericksburg & 
Potomac; Rutland. 

Seaboard; Southern Railway; South- 
ern Pacific; Strasburg Railroad; Toledo, 
Peoria & Western; Wabash; Western 
Maryland, and Western Railway of Ala- 
bama. 


A.R.D.A. Drafting Program 
For 1952 Quebec Meeting 


The executive committee of the Amer- 
ican Railway Development Association 
met November 27 in Chicago to discuss 
plans for its annual meeting, May 12-14, 
in the Chateau Frontenac, Quebec (T.W., 
Sept. 15, p. 33). 

As at past meetings the first and third 
days of the annual meeting will be gen- 
eral sessions. The mayor of Quebec will 
welcome delegates May 12. Following re- 
ports of officers and committee chairmen, 
the premier of the Province of Quebec 
will address the luncheon session, after 
which members and guests will tour the 
city. 

Separate meetings of the industrial, 
agricultural, and real estate sections will 
be held May 13. The luncheon speaker 
will be Vernon E. Johnson, vice-presi- 
dent and general manager, Canadian 
International Paper Co., Montreal. The 
annual family dinner will be held that 
evening. 

The closing general session May 14 will 
hear two guest speakers yet to be named, 
discussing the subjects of iron ore devel- 
opment in Quebec, and industrial and 
tural water resources in the United 
States. 

President Henry W. Coffman, indus- 
trial avent of the New York Central Sys- 
tem, Chicago, said 13 new members iiad 
recently joined the association, whose 
aim is to foster the industrial, agricul- 
tural, land settlement, real estate, and 
forestry development activities of North 
American railroads. A Canadian ar- 
raneements committee was preparing in- 
formation reports designed to assist 
Members from the United States in en- 
joying their visit to Canada, said Mr. 
Coffman. 


Technical Bibliographs Issued 


The Office of Technical Services in 
the Department of Commerce announces 


thai in the November issue of the 


“Bibliography of Technical Reports” 
there are listed, among other things, 292 
technical reports from federal, foreign 
and other non-confidential sources, in- 
cluding reports on transportation equip- 
ment. 

The issue sells for 50 cents a copy 
and may be purchased from the Office 
of Technical Services, U. S. Department 
of Commerce, Washington, D.C., or 
through the Department of Commerce 
field offices. 


Waterways Factor in 
Gulf States’ Development, 
Says C. C. Thompson 


“There is no stopping the indus- 
trial and commercial progress of the 
Gulf States unless their production 
and traffic far outgrow the channels 
of their inland waterways,” the con- 
vention at Houston, Tex., of The In- 
tracoastal Canal Association of 
Louisiana and Texas was told by 
Chester C. Thompson, Washington, 
D.C., president of The American 
Waterways Operators, Inc., the na- 
tional association of the barge and 
towing vessel industry. 


Mr. Thompson attributed much of “the 
fabulous industrial empire on the Gulf 
Coast to the new era for transportation 
launched in the United States by the 
Gulf Intracoastal Waterway and _ its 
world-famous feeder channels.” 

“Traffic on the inland waterways in 
1950 was 26 per cent greater in ton- 
mileage than in 1949 traffic,” said he. 
“The nation’s railroads added 12 per 
cent and the pipelines 17 per cent.” 

In discussing these statistics, which 
he termed highly significant, Mr. Thomp- 
son said much of the 34 per cent in- 
crease in inter-city trucking ton-mileage 
was due to tremendous barge deliveries 
of fuels, materials and products to water- 
rail-truck terminals from which distribu- 
tion is made in truckload and carload 
quantities. 

The gulf channels were credited by the 
speaker with “putting a number of rail- 
roads in the black by creating new traffic 
for land carriers.” This was accomp- 
lished by creating new long-haul traffic 
(possible only with low-cost water trans- 
portation) which, in turn, created new 
and profitable short-haul business for 
tens of thousands of railroad cars and 
highway carriers in remote regions where 
those carriers thrived on the short turn- 
around time of the short haul, he con- 
tended. 

“Movement of 1,228,645,000 ton-miles 
of freight in the rivers and canals of the 
Gulf Coast during 1950 gave birth to 
many new industries in Texas and 
Louisiana as well as in those states 
joined with the Gulf by inland water- 
ways,” Mr. Thompson said. “Among the 
enthusiastic friends of this form of 
transport are the basic industries which 
use or produce bulk materials and which 
draw upon or sell to the Gulf States. 

“It seems the United States is always 
discovering rivers. The country’s earliest 
history of discovery was largely a repeti- 
tious story of discovered rivers.’ More 
significance was attached to finding rivers 
than to finding land. As a nation we are 
still discovering rivers, or rather re-dis- 
covering them. We ‘discovered’ the Ohio 
River by making it navigable, the Upper 
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Mississippi River, the Illinois Waterway, 
the Gulf Intracoastal Waterway and the 
Houston and other ship channels. 

“If we as a nation persist in this sort 
of discovery, if we continue to improve 
and develop our inland waterways and 
our harbors we shall continue to expand 
industrially, develop our vast resources 
and create living room for our growing 
population.” 


A.M.A. Packaging Show 
To Be Held April 1-4 


The twenty-first national packaging 
exposition, to be held in the Atlantic 
City Auditorium, April 1-4, will be “the 
greatest presentation in the two-decade 
history of the event,” officers of the 
American Management Association, 
sponsor of the exposition and the con- 
ference on packaging, packing and ship- 
ping, announce. A total of 271 exhibi- 
tors, an all-time high, has reserved space 
for the show. 

The association said there would be 
a substantial increase in the showing 
of materials handling equipment. 

The packaging conference, held in 
conjunction with the exposition, will be 
presented in the auditorium from April 
1 to 3. There will be morning and after- 
noon sessions on the first two days, and 
one morning session on the third day. 


Mid-West Advisory Board 


To Honor Past Presidents 


Past general chairmen of the Mid- 
West Shippers Advisory Board will be 
honored at the board’s luncheon, Jan- 
uary 31, in the Sheraton Hotel, Chicago, 
General Chairman T. C. Burwell, vice- 
president, A. E. Staley Mfg. Co., Decatur, 
Tll., announces. 

All former general chairmen wil] be 
at the speaker’s table. The luncheon 
will conclude the board’s annual ineet- 
ing, at which new officers will be elected. 


Agriculture Transport Studies 


The Bureau of Agricultural Economics 
of the Department of Agriculture has is- 
sued pamphlets embodying studies on the 
following subjects: “Carloads of Agricul- 
tural and Nonagricultural Commodities 
Originated, by Type of Car, 194'7-50;” 
“Pattern of Distribution of Livestock, 
Meat and Products Shipped by Railroad, 
1939, 1948 and 1949; and Transportation 
Charges, 1948 and 1949,” and “Index 
Numbers of Railroad Freight Rates on 
Livestock, 1940-1950.” 


Coffee and Doughnuts on Train 


The Rock Island Lines has introduced 
coffee-and-doughnut service on its crack 
streamlined non-stop suburban train, 
the Bankers’ Special, operating between 
Joliet and Chicago daily, Monday 
through Friday, the road announces. It 
is said to be the first time in the history 
of suburban railroading that such a 
service has been made available. The 
charge for coffee and doughnuts is 10 
cents for each item. The coffee is 
poured from a mechanical dispenser. 












1.C.C. Finds Motor Rates 
On Iron, Steel in Central 
Area Not Shown Reasonable 


The Commission, division 2, has 
issued a report and order in I. and 
S. M-3638, Iron and Steel Articles— 
Central Territory, a proceeding in 
which motor common carriers parties 
to a tariff of Motor Carriers Tariff 
Bureau, Inc., proposed numerous 
changed and reduced rates, rules and 
regulations on articles of iron and 
steel manufacture, minimum 20,000 
and 32,000 pounds, between numer- 
ous points throughout Central Terri- 
tory. 

“We find,” said the Commission, “that 
the proposed schedules, to the extent 
they contain rates from and to addi- 
tional points and territories, not included 
in the present tariff, represent changes 
in rates which have not been shown 
to be just and reasonable. 

“We further find that the proposed 
schedules, to the extent they publish 
rates from and to points from and to 
which none of the respondents are au- 
thorized to transport articles of iron and 
steel manufacture, are unlawful because 
of the lack of such authority.” 

The order required cancelation of the 
schedules to the extent found unlawful, 
on or before January 17, 1952, on one 
day’s notice, and discontinued the pro« 
ceeding without prejudice to filing new 
schedules in conformity with the views 
expressed in the report. 


Rates Under Special Permission 


The Commission said its findings 
would be without prejudice to continu- 
ing the present rates as increased effec- 
tive August 1, 1951, under special per- 
mission. Effective that date, it said, 
the respondent carriers under special 
permission granted by the Commission, 
increased their column-A rates approxi- 
mately 10 per cent, but made no sub- 
stantial changes in their column-B rates. 
Between certain points in New York, 
Ohio, Pennsylvania, and West Virginia, 
on the one hand, it said, and in Iowa, 
Missouri (other than St. Louis), and 
Wisconsin, on the other, the column-B 
rates were the same as the column-A 
rates, it said. 

The principal ground stressed by the 
respondent carriers in urging that the 
Commission permit the proposed tariff 
to become effective without suspension 
and investigation, said the Commission, 
was the necessity of republishing the 
present tariff, and the substantial ex- 
pense incurred by the respondents in 
publishing the tariff. 

“We are not insensible to the financial 
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burden which the tariff republication, 
required by our findings herein, may 
impose upon the respondents, but we 
cannot allow this to influence us in the 
discharge of our statutory duty.” said the 
Commission. “Moreover, if only 20 per 
cent of the proposed tariff matter rep- 
resents changes, as claimed by the prin- 
cipal official of the tariff bureau, the 
expense of a supplement eliminating 
the changes should not be too great. 
In complying with our findings, how- 
ever, the respondents will be required 
to eliminate all territory and points, in 
respect of which operating authority is 
lacking, for which the proposed tariff 
provides rates and holds out service.” 

It said that on protests of the Central 
States Motor Freight Bureau, on behalf 
of its members, six individual motor com- 
mon carriers operating in the territory, 
the eastern railroads, and those in Illi- 
nois Freight Association Territory, op- 
eration of the schedules was suspended 
until July 31, 1951, when they became 
effective. 

The present rates of most of the re- 
spondents on two lists of iron and steel 
articles throughout a major part of Cen- 
tral Territory were published in a tariff 
of the bureau, which provided rates for 
the account of approximately 40 carriers, 
the majority of whom operated over ir- 
regular routes, said the Commission. 


“The proposed new tariff which pub- 
lishes the changes in rates, including 
additional territory and points, together 
with matter brought forward without 
change, and comprises 716 pages, was 
originally filed to become effective No- 
vember 1, 1950,” said the Commission. 
“Because of numerous protests, the ef- 
fective date of the tariff was voluntarily 
postponed until January 1, 1951, in order 
to make adjustments which, according to 
the tariff bureau, were intended to meet 
the protestants’ objections. By supple- 
ments 1 and 4 to the tariff numerous 
changes were made which, however, not 
only failed to satisfy the protests, but 
led to additional protests. We suspended 
the tariff and the supplements.” 





Motor Finance Action 


Under its expedited procedure in mo- 
tor finance cases, the Commission, divi- 
sion 4, has approved and authorized, 
with conditions, effective December 31, 
the purchase by Pacific Greyhound Lines, 
San Francisco, Calif., of certain operat- 
ing rights of Sun Valley Bus Lines, Inc., 
Phoenix, Ariz., and acquisition of con- 
trol by The Greyhound Corporation, Chi- 
cago, Ill., of the rights through the pur- 
chase. The report said that any objec- 
tions to the order should be submitted by 
December 20. A report and order were 
issued in MC-F-5034, The Greyhound 
Corporation—Control; Pacific Greyhound 
Lines—Purchase (Portion)—Sun Valley 
Bus Lines, Inc. 











1.C.C. Report Deals With 
General Increase Rate 


Adjustments on Commodities 


The Commission has issued a re- 
port and order in No. 30069, Tennes- 
see Products & Chemical Corporation 
v. Alabama Great Southern Railroad 
Co., et al., and embraced cases, in- 
volving the application of increases 
authorized in the various reports in 
Ex Parte 166, Increased Freight 
Rates, 1947. 


In No. 30069, the title case, and in 
No. 30069, Sub. 1, Same v. Same, on 
reconsideration, the Commission reversed 
a prior report of division 2, 277 IL.C.C. 
207, in which the division found, among 
other things, that the rates charged on 
the complainant’s shipments of manga- 
nese ore from Mobile and Ensley, Ala., 
to Rockwood, Tenn., on and between 
January 5 and May 5, 1948, were unjust 
and unreasonable to the extent that they 
exceeded $3.23 and $3.03 a gross ton. 
In the report on reconsideration the 
Commission concluded that the assailed 
rates and charges were not shown unjust 
or unreasonable and in other respects 
affirmed the prior findings. Reparation 
was awarded. 


In No. 30777, Ideal Cement Co. v. 
Chicago, B. & Q. R. Co., on reconsidera- 
tion, the Commission concluded that the 
assailed rates on pyrite cinders, in car- 
loads, on and between October 13, 1947, 
and August 20, 1948, from Denver, Colo. 
to Superior, Neb., were unjust and un- 
reasonable to the extent that they ex- 
ceeded $3.66 a net ton. The prior re- 
port, 274 I.C.C. 331, was affirmed in other 
respects. The Commission said division 
3 had found that the considered rates, 
since. February 10, 1947, had not been 
shown unreasonable or unduly prejudi- 
cial, and had dismissed the complaint. 

In proceedings involving rates on clay, 
in carloads, from origins in North Caro- 
lina, South Carolina, and Georgia to des- 
tinations in Official and Western Trunk 
Line territories, to Toronto, Ontario, 
Canada, and to Texas, on and between 
January 5 and May 5, 1948, the Com- 
mission found that in instances where 
the rates on clay, on and between those 
dates, exceeded the prescribed basis, 
plus the increases authorized in Ex Parte 
123 and in Ex Parte 162, Increased Rates. 
Fares, and Charges, 1946, and the maxi- 
mum of $1.20 a net ton authorized in the 
final report in Ex Parte 166, the result- 
ing charges were unjust and unreason- 
able, but that-in all other instances the 
assailed rates on clay were not shown 
to have been unlawful. 

Rates and charges on clay condui!. i0 
carloads, from and to various poin‘s i0 
the United States, on and between Oc- 
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tover 13, 1947, and August 20 1948, were 
found not shown unjust and unreason- 
eble. 

The Commission dismissed the com- 
plaints in the title cases, Nos. 30069, No. 
29069, Sub. 1, and in No. 30383, Western 
Electric Co., Inc. v. Chesapeake & Ohio 
Railway Co., et al. 


Dissenting Expressions 

Commissioner Alldredge, dissenting, 
said, among other things, that the re- 
port was “lacking in expository reasoning 
adequately to support its ultimate con- 
clusions.” Aside from that fact, how- 
ever, he continued, error was present in 
several of the determinations. Chairman 
Splawn and Commissioners Aitchison 
and Knudson noted dissents. 

With respect to the eases involved, the 
Commission said, in a footnote to its 
report: ; 

“The title case, No. 30069 (Sub-No. 1) 
Same v. Same, and No. 30077, Ideal Ce- 
ment Co. v. Chicago, Burlington & 
Quincy Railroad Co., et al. were re- 
opened for reargument and reconsidera- 
tion. The following proceedings, which 
either had been heard or had been sub- 
mitted on the records in the proceedings 
which had been heard, and in which 
proposed reports were served, were’ as- 
signed for argument with the above 
cases: No. 30212 and Sub-Nos. 1 to 6, 
R. T. Vanderbilt, Inc. et al. v. Alabama 
Great Southern Railroad Co., et al.; No. 
30249, International Paper Co. v. Atlantic 
Coast Line Railroad Co., et al.; No. 30277, 
Champion International Co., et al. v. 
Atlantic Coast Line Railroad Co., et al.; 
No. 30285, West Virginia Pulp & Paper 
Co. v. Baltimore & Ohio Railroad Co., et 
al.; No. 30300, Champion Paper & Fibre 
Co. v. Alabama Great Southern Railroad 
Co., et al.; No. 30350, Minnesota Mining 
& Manufacturing Co., et al. v. Chesa- 
peake & Ohio Railway Co., et al.; No. 
30438, Consolidated Water Power & Pa- 
per Co. v. Sandersville Railroad Co., et 
al.; and No. 30383, Western Electric Co, 
Inc. v. Chesapeake & Ohio Railway Co., 
et al. 


Numerous Complaints Filed 


The Commission said that as a result 
of the publication of rates directly or in- 
directly reflecting the application of in- 
creases authorized in the various reports 
in Ex Parte No. 166 numerous formal or 
informal complaints were filed. 

“They allege generally,” it said, “that 
the rates and charges under attack, and 
in effect during the periods when the 
interim rates-were in effect, were unjust 
and unreasonable. For the most part, 
they attack rates authorized by us for 
general application on certain commodi- 
ties or groups of commodities upon which 
Maximum increases, subject to specific 
holddowns, were not proposed by the car- 
riers in their petitions for increases in 
rates, but upon which we either author- 
ized maximum increases, subject to spe- 
cific holddowns in the above proceeding, 
or are now asked to do so. 


_“Most of the complainants seek repara- 
tion on shipments during periods when 
interim increases were in effect which ex- 
ceeded the maximum increases subse- 
quently authorized in the above proceed- 
ing [Ex Parte No. 166]. Some of the 
complaints specifically state that the 
besie rates are not in issue. In a few 
omplaints, reparation is sought on com- 
Modities on which maximum increases 
susject to holddowns were not authorized 
in any of our reports, but which the rail- 
to.ds voluntarily applied on- altegedly 
a.alogous or competitive commodities. 


In a few instances, the claims are for 
reparation on past shipments and for 
future rates on commodities upon which 
maximum increases subject to holddowns 
were not authorized by us or voluntarily 
applied by the railroads. 


“In the cases before us in this report, 
the claims generally involve those situ- 
ations where no holddowns were required 
during any part or all of the interim 
period, but where we in the third or final 
reports in Ex Parte No. 166 required 
holddowns on specific commodities.” 


In all of these proceedings, the Com- 
mission said, maximum holddowns were 
authorized in one or more of the reports 
in Ex Parte No. 166. 


1.C.C. Conclusions 


The Commission said it was apparent 
that the basic issues in Ex Parte Nos. 
162 and 166 related to the revenue needs 
of the carriers as a whole. 


“We met those issues, as best we could,” 
it continued, “by authorizing increases 
which we deemed necessary at. the time 
based on the facts of record as we un- 
derstood them, interpreted in the light of 
our experience. It is obvious, however, 
that we did not and could not give con- 
sideration to the question of whether or 
not the authorized increases, when super- 
imposed on any individual rate on any 
particular commodity, resulted or would 
result in a maximum reasonable rate or 
one which was otherwise entirely lawful. 
As stated in Des Moines Union Ry. 
Switching, 231 I.C.C. 631, 669, the au- 
thority to increase rates granted in gen- 
eral rate-advance proceedings does not 
constitute an approval of any specific 
rate as a maximum reasonable rate. Es- 
specially is this true where the basic 
rates, to which the increases are added, 
have not heretofore been found to be 
maximum reasonable rates. See A. E. 
Myer & Co. v. Atlantic Coast Line R. 
Co., 216 I.C.C. 108, and National Utiliza- 
tion Corp. v. Erie R. Co., 218 I.C.C. 603. 

“We conclude, therefore, that in com- 
plaints such as those before us seeking 
reparation on past shipments, considera- 
tion must be given to the total charges 
resulting from the basic rates plus the 
increases. In reaching this conclusion, 
we are not unmindful of the fact that 
the carriers agreed to pay reparation in 
instances where the authorized increases 
exceed those proposed by them in their 
amended petitions in Ex Parte No. 166. 
As indicated, however, we warned the 
parties that such agreements can have 
no force except as we may make the req- 
uisite findings as to reasonableness upon 
a special-docket application, and that 
agreements of this kind cannot bind the 
Commission. 


Superior Fast Freight Gets 
Ore.-Wash.-Idaho Rights 


Superior Fast Freight, Los Angeles, 
Calif., has been granted extension au- 
thority by the Commission, division 4, to 
operate as a freight forwarder of com- 
modities generally between points in 
Oregon, Washington, and Idaho. 


A report was .issued in FF-56, Sub. 2, 
Superior Fast Freight Extension—North- 
west, embracing, “for the purpose of giv- 
ing effect to the determination herein,” 
FF-56, A. T. Knopp Freight Forwarder 
Application; FF-56, Sub. 1, A. T. Knopp 


Extension of Operations; FF-106, Adolph 


Gschwend Freight Forwarder Applica- 
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tion; and FF-106, Sub. 1, Interstate Ex- 
press Service Extension—Northern Cali- 
fornia. A fifth amended permit and 
order were issued effective January 25, 
1952. 


American Coastal Lines 
Told to File With 1.C.C. 


Its Shipper Contracts 


By a report and order in No. 30605, 
Atwacoal Transportation Co.—Mini- 
mum Rates, the Commission, division 
2, has found that certain minimum 
rates and charges in the respond- 
ents’ schedule of minimum contract 
commodity rates, L.C.C. No. 4, not 
maintained or charged pursuant to 
existing effective contracts or agree- 
ment, are unlawfully published. 


Atwacoal Transportation Co., was 
authorized to change its name, effective 
July 7, 1950, to American Coastal Lines, 
Inc., said the Commission. 

The Commission also found that in or- 
der to determine whether minimum 
rates were maintained pursuant to con- 
tracts or agreements there must be filed 
with the Commission true copies of the 
respondent’s* contracts or agreements 
with shippers for the transportation of 
property or other services incidental 
thereto, subject to part III of the inter- 
state commerce act. 

It said that contrary to the intent of 
the limitation of its permit, the re- 
spondent transported single shipments 
of less than 500 tons for a single ship- 
per, provided the aggregate tonnage of 
any one voyage equaled or exceeded 500 
tons, and that in so doing the respondent 
was engaging in transportation service 
beyond the scope of the authority 
granted, in violation of section 309(f) of 
the act. 


The order required cancelation on or 
before January 4, 1952, on one day’s 
notice, of the rates and charges found to 
be unlawfully published and required the 
filing, on or before February 4, 1952, of 
contracts and agreements pursuant to 
which rates and charges were, or here- 
after might be, published. 


The Commission said hearing in the 
proceeding was held on September 29, 
1950, and that it was probable that 
material changes had since been made 
in American Coastal’s operation. 


“Findings of a general character will 
be made by which will be indicated the 
requirements to be met for compliance 
with the provisions of the act and which 
will enable effective administration 
thereof,” said the Commission. 


It said the instant proceeding was an 
investigation instituted on the division’s 
own motion by order entered June 14, 
1950. 


In Atwacoal Transportation Co., Con- 
tract Carrier Application, 260 I.C.C. 409, 
it said, division 4 found the respondent 
and an affiliated company entitled to 
continue in operation jointly as a con- 
tract carrier by self-propelled vessels 
and non-self-propelled vessels with the 
use of separate towing vessels, in the 
transportation of general commodities, 
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in lots of 500 net tons or more for not 
more than three shippers on any one 
voyage, between ports along the Atlantic 
and Gulf of Mexico coasts from Maine 
to Louisiana, inclusive, but not between 
two or more points on the gulf coast by 
way of the Gulf intracoastal Waterway. 


On reconsideration, 265 I.C.C. 649, it 
said, the division canceled the permit 
with respect to the affiliated company 
and issued an amended permit authoriz- 
ing Atwacoal alone to continue the op- 
erations, but with further restrictions. 


The Commission said that the respond- 
ent’s schedule I.C.C. No. 4, as amended, 
which became effective March 3, 1950, 
named minimum contract commodity 
rates, with rules and regulations, apply- 
ing between 168 ports or places and con- 
tained rates on every commodity the 
respondent or its predecessor had han- 
dled in the past. 


First Time Considered 


The Commission said it had not here- 
tofore considered the matter of sched- 
ules filed by contract carriers by water, 
but that the subject was treated by the 
Bureau of Traffic and the Bureau of 
Water Carriers and Freight Forwarders 
in administrative ruling W.C. No. 1. 


It said the respondent’s permit, issued 
on February 12, 1945, was based on con- 
clusions in harmony with the Commis- 
sion’s report on_ reconsideration in 
American Range Lines, Inc., Contract 
Carrier Application, 260 I.C.C. 362. It 
cited also Atwacoal Transportation Co., 
Contract Carrier Application, 260 I.C.C. 
409, in connection with the respondent’s 
traffic. 

“Upon these and other facts,” the Com- 
mission continued, “a permit was issued 
to respondent authorizing the transpor- 
tation of general commodities in lots 
of 500 net tons or more for not more 
than three shippers on any one voyage. 
Respondent interprets this requirement 
as meaning that any quantity of cargo 
may be accepted from not more than 
three shippers on any one voyage, pro- 
vided the aggregate offering is 500 tons 
or more. In the light of the facts before 
the division at the time of issuance of 
the permit, such interpretation is er- 
roneous as the limitation clearly was in- 
tended to be a restriction or limitation 
on each single shipment. 

“Respondent’s interpretation nullifies 
the protection extended to common Car- 
riers by water operating between the 
same ports that respondent may be serv- 
ing, and is contrary to the purpose of its 
imposition. Likewise, it is contradictory 
of respondent’s assertions that the pres- 
ent owners have never changed the man- 
ner of operation which the company 
used originally in conducting the busi- 
ness, and that it holds itself out to 
transport only in large quantities.” 


Safety Rule Relief Granted 


Railroads at River Bridges 


The Commission, division 3, has 
granted three railroads relief to con- 
tinue use of present dragging equipment 
detector installation at specified points 
without meeting the Commission’s re- 
quirements that such installation be ar- 


ranged to operate in conjunction with 
automatic block signal systems. 

The action was by a sixth report of 
the Commission by Commissioner Pat- 
terson, on further hearing, in Ex Parte 
171, Rules, Standards and Instructions 
for Installation, Inspection, Mainte- 
nance and Repair of Automatic Block 
Signal Systems, Interlocking, Traffic 
Control Systems, Automatic Train Stop, 
Train Control, and Cab Signal Systems, 
and Other Similar Appliances, Methods, 
and Systems—Wabash Railroad Co., 
Southern Railway Co., Cincinnati, New 
Orleans & Texas Pacific Railway Co. 

According to the report, the relief was 
to apply at the Wabash’s bridge crossing 
the Mississippi River at Hannibal, Mo.; 
at the Southern’s double track bridge 
over the James River, north of Lynch- 
burg, Va.; and at the C. N.O. & T.P.’s 
single track bridge over the New River, 
near New River, Tenn. 


Rail Blackstrap Molasses 
Single Car, Multiple Car 


Proposal Held Unreasonable 


Proposed reduced rates on black- 
strap molasses, in single tank-car 
loads, and in multiple tank-car loads, 
the latter subject to a minimum of 
1,800 tons, from New Orleans, La., 
Mobile, Ala., and points grouped 
therewith, to Pekin, Peoria, and East 
St. Louis, Ill., St. Louis, Mo., and cer- 
tain intermediate points, have been 
found not shown just and reasonable 
by the Commission, division 2. 


A report and orders were issued in 
I. and S. No. 5814, Blackstrap Molasses, 
Gulf Ports to St. Louis and Illinois, em- 
bracing also fourth section applications 
Nos. 25145 and 25147. The fourth sec- 
tion order, No. 17054, denied the fourth 
section applications. The order in the 
suspension case required the respondent 
railroads to cancel the suspended sched- 
ules by January 8, 1952, on one day’s 
notice, and discontinued the proceeding. 

The Commission said the evidence was 
not convincing that the proposed rates 
would be reasonably compensatory. 


It said the rates were proposed by 
schedules filed to become effective July 
1, 1950, and later, and, on protest of the 
American Barge Line Co. and 16 other 
common carrier barge lines, operation 
of the schedules was suspended until 
and including January 31, 1951, or later. 
It said the respondent railroads had since 
voluntarily deferred their effective dates 
until February 1, 1952. 

The Commission said the proposed 
multiple-car rates would be subject to a 
minimum of 90 per cent of the shell 
capacity of the tank, computed at 11.7 
pounds a gallon, but not to exceed the 
weight-carrying capacity of the car. The 
proposed multiple+car rates would be 
subject to a minimum of 1,800 net tons 
a shipment, each car to be loaded to not 
less than 90 per cent of the shell capacity 
of the tank, computed at 11.7 pounds a 
gallon, but not to exceed the weight- 
carrying capacity of the car. 

By the fourth section applications, it 
said, the same carriers sought authority 
to establish and maintain the proposed 
single-car rates without observing the 
long-and-short-haul and aggregate-of- 
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intermediate provisions of section 4 of the 
interstate commerce act. It said no re- 
lief from the fourth section .was asi<eq 
in connection with the proposed multiple- 
car rates. 

Large quantities of blackstrap molasses 
were used at Pekin as a raw material] 
in the manufacture of yeast and ca‘tle 
feeds by the corporation Standard 
Brands, a substantial amount being im- 
ported from Cuba and Puerto Rico 
through the port of New Orleans, said 
the Commission. It said the commocity 
was unloaded from tankers into storage 
tanks at Westwego, La., within the New 
Orleans port, and transported to Pekin 
by rail. 


Present and Proposed Rates 


Present and proposed rates from New 
Orleans and Mobile were compared in 
the report as follows: Single car to 
Peoria, and Pekin, at present 29 cents 
a 100 pounds, and 28 cents to East St. 
Louis and St. Louis, compared to a pro- 
posed 24-cent rate to the four points. 
Multiple car to all four points 25 cents 
at ee. compared to a proposed 21.5 
cents. 


The Commission said there was a lack 
of convincing proof that the proposed 
rates would exceed the cost of the service 
and added that costs shown by the IIli- 
nois Central Railroad for single car and 
multiple-car shipments, if accepted at 
face value, disclosed a difference of only 
1.63 cents in favor of the multiple-car 
shipment. It said the difference was 25 
cents in the proposed single-car and 
multiple-car rates. 


It said a multiple-car rate from New 
Orleans to Pekin proposed for applica- 
tion over the Missouri Pacific, the Wa- 
bash, and the Chicago & Illinois Midland 
would afford a margin of 2.38 cents over 
the cost of handling such a shipment 
over that route, as computed by these 
respondents. It said the cost shown over 
that route also appeared to be substan- 
tially understated. 


“Tt is significant,” continued the Com- 
mission, “that such cost is somewhat less 
than that shown by the Illinois Central 
for handling an identical shipment over 
its single-line route, notwithstanding 
that it purports to cover the movement 
over the line of three carriers for a 
greater distance by 146 miles, or 17.4 
per cent, than over the Illinois Central.” 


Cost Understatement 


The Commission said the main under- 
statement of the cost shown by these 
three respondents resulted from the use 
by them in computing freight-train run- 
ning expenses for a multiple-car ship- 
ment of theoretical gross tonnages for 
trains operated over their respective di- 
visions. It said there was no substantial 
basis for concluding that the traffic would 
be handled under the conditions assumed 
by these respondents. 


“The proposed rates,” said the Com- 
mission, “are published for application 
over various routes, and during 1949 the 
single-car shipments of blackstrap mo- 
lasses from and to these points moved 
over some 14 of such routes. In the cir- 
cumstances, it is not apparent that fhe 
shipment of this commodity in multiple- 
car lots instead of in single-car lots 
would increase the weight of the average 
train as assumed by these respondents. 
If the unit expense per gross ton-ynile 
based on the average-weight train for 
each of these three respondents were 
applied separately to the gross ton-miles 
of the assumed multiple-car shipment, 
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the train running expenses per gross ton- 
mile for the loaded haul would be in- 
creased by $538.50. 

“The cost shown by these respondents 
is further understated in that it does 
not include any expenses for switching 
at intermediate division points of the 
empty return movement of the cars. 
The time consumed in these operations 
is not shown, and the amount of the 
understatement cannot be computed. 
The respondents in their exceptions un- 
dertake to compute these expenses, but 
their computations admittedly are based 
on a number of assumptions. The valid- 
ity of the results shown are thus left 
in doubt. 

“These respondents included in switch- 
ing costs, on a yard engine-hour basis, 
maintenance-of-way-and-structures ex- 
penses for yard switching tracks. In 
addition, they included maintenance-of- 
way-and-structures expenses on the 
basis of a unit cost per car switched, 
for which they computed the cost as 
$47.47. The latter represents an over- 
statement of costs. 

“The use of system freight operating 
expenses of the Wabash and the freight 
expenses of the operating districts of 
the Missouri Pacific, including branch 
lines, to compute average unit costs for 
these respondents is also indicated as 
having resulted in overstating the aggre- 
gate cost. The extent of such overstate- 
ment, if any, was not computed and is 
not determinable from the record.” 

Commissioner Alldredge, in a separate 
expression, said he concurred in the ulti- 
mate finding that the proposed rates 
were not shown reasonable, but thought 
the finding should be made without 
prejudice to establishment of a single- 
car rate not lower than 26 cents and 
of a multiple-car rate not lower than 
23 cents. 





‘ABC’ Granted Forwarder 
Rights Over Opposition 


The Commission has issued a permit 
authorizing service as a freight for- 
warder of commodities generally in a 
specified territory by the ABC Freight 
Forwarding Corporation. 

A report and third amended permit 
and order effective January 14, 1952, 
were issued in FF-38, Sub. 3, ABC 
Freight Forwarder Corporation, Exten- 
sion—Massachusetts. The report em- 
braced, for the purpose of giving effect 
to the determination therein, FF-38, 
Arthur J. Brown, Freight Forwarder Ap- 
plication; FF-38, Sub. 1, Same—Exten- 
sion; and FF-38, Sub. 2, ABC Freight 
Forwarding Corporation, Extension— 
Maryland. . 

ABC was authorized to forward com- 
modities generally (1) between points in 
Ohio, Kentucky, Michigan, Indiana, Illi- 
nois, Wisconsin, Minnesota, and Mis- 
Souril, on the one hand, and, on the 
other, points in Connecticut, Rhode Is- 
land, Massachusetts, and Maryland (ex- 
cept Baltimore), four Pennsylvania 
Counties (Adams, Delaware, Mont- 
gomery, and Philadelphia, except the 
City of Philadelphia), and Camden 
county, N.J.; (2) from points in Con- 
necticut, Rhode Island, and Massachu- 
setts to points in Colorado and Mary- 
land, the four. named Pennsylvania 
Counties, and Camden county, N.J.; and 
(3) from points in Connecticut, Rhode 
Islnnd, Massachusetts, and Maryland, 
Brenx, Kings, Nassau, New York, 
Queens, Richmond, and Westchester 


counties, N.Y., Bergen, Essex, Hudson, 
Middlesex, Passaic, Union, and Camden 
counties, N.J., and the aforementioned 
Pennsylvania counties, to points in Ala- 
bama, Florida, and Georgia. 


The Commission said opposition to 
the application was registered at a hear- 
ing by Acme Fast Freight, Inc., Universal 
Carloading & Distributing Co., Inc., and 
National Carloading Corporation, and 
the Brotherhood of Railway and Steam- 
ship Clerks, Freight Handlers, Express 
and Station Employes. It said the Pitts- 
burgh Stores Fast Freight and the Pan- 
Atlantic Carloading Dispatch Service, 
Inc., filed protests but were not rep- 
resented at the hearing. 


I.C.C. Ratifies Wyer as 
Long Island R.R. Trustee 


By a report and order in Finance 
No. 16483, Long Island Rail Road Co. 
Reorganization, the Commission, division 
4, has ratified the appointment of Wil- 
liam Wyer as substitute trustee of the 
debtor railroad and fixed $30,000 a year 
as the maximum compensation to be 
paid him as trustee. 

The authorization was conditioned on 
the appointee’s receiving no salary or 
compensation as an Officer, director, or 
employe of the Long Island while he 
served as trustee. It was also provided 
that the only compensation he would re- 
ceive from the debtor’s estate would be 
that allowed him as trustee within the 
maximum limits approved by the Com- 
mission. 

The Commission said the New York 
eastern district federal court, having 
jurisdiction of the Long Island’s reor- 
ganization proceeding, appointed Mr. 
Wyer as substitute trustee, subject to 
ratification by the Commission. It said 
Mr. Wyer’s appointment was recom- 
mended to the court by the retiring trus- 
tee, William H. Draper, Jr. 


The Commission has also issued an 
order of the Commission by Commis- 
sioner Mahaffie, in Finance No. 16483, 
and a notice, cancelling a hearing sched- 
uled for December 3, in Washington, 
D.C., and reassigning it for December 
6, at the Commission’s offices in Wash- 
ington, before Vernon W. Baker, chief 
of the section of loans and reorganiza- 
tions, Bureau of Finance. It said the 
hearing would be on a petition filed 
by Shearman & Sterling & Wright, 
counsel for the substitute trustee. 


COMMISSION REPORTS 


An asterisk before the docket number 
means that the report will not be printed 


in full in the permanent series of Com- 
mission reports. Mimeographed copies of 
such reports in full may be obtained by 
prompt application to the Commission. 





Heat Regulators, Etc. 


I. and S. M-3416, Heat Regulators, 
Valves—Minneapolis—Pacific Coast. By. 
the Commission, division 3. Found not 
shown just and reasonable, proposed 
reduced commodity rates on heat regu- 
lators and related articles, minimum 20,- 
000 pounds, from Minneapolis, Minn., 
and points grouped therewith, to certain 
points in Washington, Oregon, and Cali- 
fornia. Order requires cancelation of 
schedules on or before January 17, 1952, 
on one day’s notice, and discontinues 
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proceeding. ‘The Commission said its 
finding was without prejudice to the fil- 
ing of new schedules in conformity with 
the views expressed in the report. The 
Commission said it did not appear, and 
the respondents did not contend, that 
the proposed rates, standing alone, would 
be reasonably compensatory. Subject to 
a minimum of 30,000 pounds, however, it 
continued, the proposed rates appeared 
to be reasonably compensatory and 
would reflect the rail rates, minimum 
30,000 pounds, plus the shipper’s ac- 
knowledged value for services rendered 
by the respondents but not by rail car- 
riers. It said 165 motor common Car- 
riers parties to a tariff of Rocky Moun- 
tain Motor Tariff Bureau, Inc., proposed 
the rates by schedules filed to become 
effective June 27, 1950. On protest of 
railroads in the territory, it said, opera- 
tion of the schedules was suspended until 
January 26, 1951, and the respondents 
postponed the effective date to January 
29, 1952. 


Rayon Tire-Cord Yarn 


I. and S. M-3636, Tire Cord Yarn, 
Ampthill, Va., to New Bedford, Mass. By 
the Commission, division 3. Proceeding 
discontinued on finding just and reason- 
able, proposed joint commodity rate of 
91 cents a 100 pounds on rayon tire-cord 
yarn, on beams, loose, minimum 30,000 
‘pounds, from Ampthill, Va., to New 
Bedford, Mass. Commissioner Johnson 
noted dissent. The Commission said the 
rate was proposed by five motor common 
carriers, members of the Middle Atlantic 
Conference, by schedules filed to become 
effective December 30, 1950, as contained 
in an agency tariff published by the con- 
ference. On protest of the conference, 
said the Commission, operation of the 
schedules was suspended until July 29, 
and the respondents postponed operation 
of the schedules until December 15. The 
Commission said that assuming but not 
granting that the present motor-rate 
structure on rayon tire-cord yarn should 
be preserved, there was no convincing 
evidence that the proposed reduction in 
the rate would adversely affect the rate 
structure. 


Clay 


No. 30493, Hollydale Pottery, Inc. v. 
Louisville & Nashville Railroad Co. et al. 
By the Commission, division 3. Com- 
plaint dismissed on finding not shown 
unreasonable, rate charged on two car- 
loads of crude clay, in bags, shipped in 
closed cars from Paris and Gleason, 
Tenn., to Paramount, Calif., formerly 
known as Hynes, Calif., and delivered or 
tendered for delivery on February 13 
and April 3, 1948, respectively. The Com- 
mission said charges were collected at a 
rate of 73.2 cents a 100 pounds, which 
included an emergency interim increase 
of 20-per cent as authorized for general 
application in the second report in Ex 
Parte 166, Increased Freight Rates, 1947, 
270 I.C.C. 81. It said the interim increase 
became effective January 5, 1948, and 
was applicable for the period in which 
the shipments moved. Subsequently, on 
May 6, 1948, it said, the rate on clay was 
reduced to 67 cents, reflecting a maxi- 
mum increase as a result of negotiations 
with the Commission following the third 
interim report in Ex Parte 166, 270 I.C.C. 
93. The maximum increase of 6 cents 
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over the basic rates was specifically au- 
thorized in the final report in Ex Parte 
166, 270 I.C.C. 403, it said. The com- 
plainant, said the Commision, claimed 
that the assailed rate was unreasonable 
to the extent that it exceeded the basic 
rate plus the 6-cent maximum increase. 
The Commission cited its decision in No. 
30069, Tennessee Products & Chemical 
Corporation v. Alabama Great Southern 
Railroad Co., et al., and embraced cases 
(see elsewhere), which concerned, it 
said, the rates on various commodities 
on which the Ex Parte 166 interim in- 
crease exceeded the final increases there- 
in authorized, and in which the Com- 
mission reaffirmed the principle that in 
complaints seeking reparation on past 
shipments, consideration must be given 
to the total charges resulting from the 
basic rates plus the increases. So con- 
sidered, it said, the instant assailed rate 
could not be found to have been unrea- 
sonable on the instant record. 


Alcohol 


No. 30730, Celanese Corporation of 
America v. St. Louis, Brownsville & 
Mexico Railway Co. et al. By the Com- 
mission, division 3. Reparation awarded 
on finding unreasonable to the extent 
that they exceeded rates on the basis 
sought, subject to authorized general in- 
creases in effect as of the respective 
dates of movement, rates charged for 
transportation of isopropyl alcohol, in 
tank-car loads, and in bulk in drums, 
shipped between December 10, 1947, and 
March 30, 1948, both inclusive, from 
Bishop, Tex., to Baltimore, Md., Phila- 
delphia, Pa., Brooklyn, Hortons, Long 
Island City, and Rochester, N.Y., 
Carteret and Newark, N.J., and Hart- 
ford, Conn. The Commission said the 
applicable column-30 rates were charged 
from Bishop, namely: to Baltimore, $1.49 


a 100 pounds; Philadelphia, $1.53; 
Brooklyn, $1.58; Hortons, $1.51; Long 
Island City, $1.58; Rochester, $1.45; 


Carteret, $1.58; Newark, $1.58; and Hart- 
ford, $1.60. It said the complainant 
sought reparation based on rates of $1.35, 
$1.40, $1.43, $1.37, $1.43, $1.29, $1.43, 
$1.43, and $1.45, respectively, which were 
established on this commodity on March 
31, 1948, and which were the combina- 
tion rates concurrently in effect on 
comparable commodities from Bishop to 
the same points. These combination 
rates, it said, consisted of a commodity 
rate of 54 cents from Bishop to Cache, 
Tll., and fifth class rates, ranging from 
75 to 91 cents, beyond. The Commis- 
sion said that in R. M. Hollingshead 
Corp. v. St. Louis, B. & M. Ry. Co., 276 
I.C.C. 633, it found no justification for 
exclusion of propyl alcohol from the 
group of related commodities on which 
the rate of 54 cents from Bishop to 
Cache applied. The same conclusion, it 
said, was warranted with respect to the 
instant shipments of isopropyl alcohol. 


RAILROAD ABANDONMENTS 


Reading 


The Commission, division 4, by a 
“memorandum to the press” in Finance 
No. 17506, Reading Co., Abandonment, 
an “uncontested finance case,” has an- 


nounced approval of a report and certifi- 
cate. The Reading Co., in its application, 
sought permission to abandon a portion 
of its Gettysburg branch, extending from 
a point near the Gettysburg station 
about 740 feet to a connection of the 
branch with the Western Maryland Rail- 
way, in Adams county, Pa. The Reading 
said that portion of the branch was no 
longer necessary and that the expense 
of maintaining the line, which it said 
crossed two public roads at grade, was 
not justified. 


P. H.C. & W. 


The Peoria, Hanna City & Western 
Railway Co., and the Peoria Terminal 
Co., by an application in Finance No. 
17558, have asked the Commission for 
authority to abandon a 3.6-mile line 
extending from Hollis, near Peoria, Ml., 
to Crescent coal mine No. 1, Peoria 
county. The applicants said the “all- 
track mileage” was approximately seven 
miles. They said that the mine had 
been substantially worked out and that 
it had been closed and operation ceased, 
no coal having been produced since late 
in June. They said the traffic of the 
P.H.C. & W. had consisted almost en- 
tirely of coal produced from the mine 
and of inbound materials used in the 
mine’s maintenance and operation. The 
P.H.C. & W.’s trackage had been es- 
sentially a coal mine spur, and with dis- 
continuance of Crescent mine No. 1, 
“its usefulness as a carrier has ceased,” 
said the applicants. 


Ligonier Valley 


The Ligonier Valley Rail Road Co., 
by an application in Finance No. 17560, 
has asked the Commission for authority 
to abandon the L.V.’s entire line ex- 
tending 16 miles from Latrobe through 
Ligonier to Fort Palmer, all in West- 
moreland county, Pa., and to sell about 
3.5 miles of line within the Latrobe 
switching limits to the Pennsylvania 
Railroad. The L.V. said operations had 
been conducted at a net loss for the last 
five-year period and at a net loss in 
each of the five years except 1947. It 
said the State of Pennsylvania had con- 
demned for highway purposes four seg- 
ments aggregating more than four miles 
of the line between Latrobe and Ligonier, 
and that sections of the line so taken 
could not, because of the terrain, be relo- 
cated. 


Southern 


Abandonment by the Southern Railway 
of a 7.9-mile line extending from Little- 
ton to Porter, including the leg of a wye- 
connecting track, in Jefferson county, 
Ala., has been permitted by the Commis- 
sion, division 4, by a report and certifi- 
cate in Finance No. 17210, Southern Rail- 
way Co. Abandonment. The certificate 
was to take effect 40 days after Novem- 
ber 27. Conditions for employe protec- 
tion the same as prescribed in Chicago 
B. & Q. R. Co. Abandonment, 257 ICC 
700, were imposed. 

The Commission said that the system 
losses as a result of keeping the line in 
service since January 1, 1948, had been 
substantial, and furthermore, large out- 
lays must be made if the operation of 
trains was resumed. 

“The release of the materials in the 
line will fill a need elsewhere on the ap- 
plicant’s railroad,” said the Commission. 
“There has been no demand for service 
on the line for more than 2 years and 
it is unlikely there will be any need in 
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the foreseeable future. The mere ex;iec- 
tation that mining operations wil) be 
resumed or the desire to preserve the 
investment which the protestant has in 
the property, do not constitute sufficient 
reasons for denying the application. To 
retain the line in service under the 
circumstances would impose an uwnzidue 
and unnecessary burden upon the appli- 
cant and interstate commerce.” 

The Commission said protests were 
filed and a hearing was held at which 
the Alabama Public Service Commission 
was represented by a service inspector, 
who stated that if the line was aban- 
doned the owners of coal land in the 
area would not be able to market the 
coal that was still in the ground. The 
Commission said the territory tributary 
to the line was devoted mainly to coal 
mining. 


P. O. & D. 


By a “memorandum to the press,” the 
Commission, division 4, has announced 
approval of a report and certificate in 
Finance No. 17481, Pennsylvania, Ohio & 
Detroit Railroad Co. et al., Abandonment, 
The P. O. & D., in its application, and 
the Pennsylvania Railroad Co., lessee, 
asked authority to abandon a portion of 
the Lebanon branch, between Lebanon 
and Lytle, 9.28 miles, in Warren county, 
O., and to abandon operation over the 
line. The applicants said the line was 
unnecessary for operation of their rail- 
roads, and that it had not been used for 
several years. 


COMMISSION MOTOR REPORTS 


An asterisk before the docket number 
means that the report will not be printed 


in full in the permanent series of motor 
carrier reports of the Commission. Mime- 
ographed copies of such reports in full 
may be obtained by prompt application 
to the Commission. 





* MC-23939, Sub. 46, Asbury Trans- 
portation Co., Los Angeles, Calif., Ex- 
tension—Between California and Eight 
Other States. Certificate granted. Over 
irregular routes: (1) Machinery, equip- 
ment, materials, and supplies used in, 
or in connection with, (1) the discovery, 
development, production, refining, manu- 
facture, processing, storage, transmis- 
sion, and distribution of natural gas and 
petroleum and their products and by- 
products, and (2) the construction, op- 
eration, repair, servicing, maintenance, 
and dismantling of pipe lines, including 
the stringing and picking up thereof, 
between all points in 7 Calif. counties, 
and that part of.Fresno county, Calif, 
within 40 miles of Coalings, Calif., on 
the one hand, and, on the other, all 
points in Colo., Mont., Nev., Utah, Wyo. 

* MC-30073, Sub. 10, Johnson Freight 
Lines, Inc., Chattanooga, Tenn., Ex- 
tension — Alternate Route — Cincinnati 
and Chattanooga, Tenn. Certificate 
granted. General commodities, with ex- 
ceptions, between Chattanooga and Cin- 
cinnati, over U.S. highway 27, as an 
alternate route in connection with 
authorized regular route operations be- 
tween the two named cities; with n0 
service at intermediate points. 

* MC-80382, Sub. 17, Brooks ‘rans- 
portation Co., Inc., Richmond, Vz., Ex- 
tension—Piney River, Va. Certificate de- 
nied, Commissioner Rogers dissenting. 
General commodities, with excentions, 
serving Piney River, Va., as an oft -route 
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point in connection with authorized reg- 
ular route operations. 

* MC-112314, John Daniel Kilburn, dba 
Kiiburn’s Transportation, Royalton, Vt., 
Common Carrier. Certificate denied. 
Plywood, and plywood and wood prod- 
ucts, from points within a 25-mile radius 
of the center of each of the towns of 
Bethel, Hancock, Rochester, and North 
Troy, and the city of Barre, Vt., to 
points in N.H., Mass., R.I., Conn., N.Y., 
N.J., Pa. Del, Md; empty containers, 
components, materials, supplies, on re- 
turn; irregular routes. 

MC-18176, Sub. 115, Creston Transfer 
Co., Grand Rapids, Mich., Extension— 
Uncrated Commodities, embracing MC- 
59635, Sub. 2, Walde Peterson, Inc., 
Jamestown, N.Y.; MC-20987, Sub. 10, 
C. M. DeKay, dba D & H Motor Freight 
Co., Jamestown (Daniel S. Dracup, of 
Jamestown, dba Daniel S. Dracup & Co., 
substituted as applicant in lieu of DeKay 
for that portion of the authority origi- 
nally requested by DeKay, from 
Jamestown, Brocton, Celeron, Falconer, 
Frewsburg, Mayville, Randolph, and 
Salamanca, N.Y., Warren, and Youngs- 
ville, Pa., to points in N.Y. north of 
N.Y. highway 17, and from those des- 
tinations to the named origins; MC- 
110197, Sub. 3, assigned to cover au- 
thority sought by Dracup); MC-29654, 
Sub. 17, Furniture Express, Inc., James- 
town; MC-41988, Sub. 9, Carl V. Bloom- 
berg, dba Bloomberg Express, James- 
town; MC-49180, Sub. 11, O. W. Northrop, 
C. A. Northrop, and A. C. Boehler, 
Jamestown; MC-52983, Sub. 4, Littner 
Soderstrom, dba Soderstrom Trucking & 
Forwarding Co., Jamestown; MC-79660, 
Sub. 9, G. Herman Eckberg, dba Eckberg 
Trucking & Storage, Jamestown; and 
MC-108825, Sub. 1, Norman L. Lawson, 
db2) Lawson of Jamestown, Jamestown 
(substituted as applicant in lieu of 
Roland Snyder and Walter L. Snyder, 
dba Snyder Transportation Co.); Exten- 
sion—Uncrated Screens. Certificate 
granted in MC-18176, Sub. 115; denied 
in other proceedings embraced. MC- 
18176, Sub. 115: Over irregular routes, 
new furniture ‘(specified in appendix to 
report), Bethlehem, Pa., to points in 
Ill, and O., and from Plainfield, N.J., 
to points in O., Mich., Ind., Ill., Wis., 
Mo., Ia., Minn. Other proceedings: 
Over irregular routes, uncrated com- 
modities, including antique furniture, 
new Office, institutional, industrial, store, 
and household fixtures, furnishings, ap- 
pliances, from and to svecified points, 
and, on return, to transport, at any 
time, these same uncrated commodities 
that have been originally delivered to 
any point of destination from any named 
point of origin, to such point of origin; 
such specified points being in N.Y., Pa., 
O., Tll., D.C., Md., N.J., Va., W.Va., Conn., 
Mass., R.I., Mo. 


*MC-107583, Sub. 3, Salem Transpor- 
tation Co., Inc., dba Atlantic City Trips, 
New York, N.Y., Extension—Washing- 
ton, embracing MC-110955, Sub. 1, Ben- 
jamin B. Paloff, dba Atlas Travel Service, 
Atlantic City, N.J. Certificate granted 
In MC-107583, Sub. 3; denied in MC- 
110955, Sub. 1. MC-107583, Sub. 3: Pas- 
sengers and their baggage, in special 
operations, in non-scheduled door-to- 
door service, with usual limitations, be- 
tween Atlantic City, N.J., on one hand, 
and, on other, Wilmington, Del., Balti- 
more, Md., and Washington, D.C., over 
Irrevular routes. MC-110955, Sub. 1: 
Passengers and their baggage, in special 
and charter operations, in non-scheduled 
door-to-door service, with usual limita- 


tions. between Atlantic City and Wash- 
ington, D.C., and return, over a described 
route, serving the intermediate point of 
Baltimore. 

* MC-107323, Sub. 18, Russell Gilliland 
and Maurice Gilliland, dba Gilliland 
Transfer Co., Fremont, Mich., Extension 
—Storage-in-Transit, Grand Rapids, 
Mich. Certificate denied. Over irregu- 
lar routes, canned foods and cereals, 
Fremont to Grand Rapids, for storage 
in transit at that point, thence to St. 
Louis, Mo., Milwaukee, Wis., Pittsburgh, 
Pa., Rochester, Buffalo, Horseheads, 
N.Y., and points within 2 miles of Horse- 
heads, and to all points in Ala., Ark., 
Fla., Ga., Ill., Ind., Ky., La., Miss., N.C., 
O., S.C., Tenn.; rejected shipments in 
reverse direction. 

* MC-106557, Sub. 2, Pamco, Inc., Co- 
lumbus, O., Extension—Horsemeat. Per- 
mit granted. Over irregular routes, 
horsemeat, between points in O., on one 
hand, and, on other, points in Ind., IIl., 
Ky., Mich., Pa., W.Va. 

MC-108703, Sub. 7, Lee & Estes, Inc., 
Seattle, Wash., Extension — Petroleum 
Products. Certificate granted on re- 
consideration. Over irregular routes, 
petroleum and petroleum products, in 
bulk, in tank vehicles, from Boise, 
Burley, and Twin Falls, Idaho, and 
points within 10 miles of each, to points 
in 25 Idaho counties, and 5 Wash. coun- 
ties. Commissioners Aitchison, All- 
dredge, Johnson, and Knudson noted 
dissents. 


* MC-109490, Sub. 2, H. W. Heding, 
dba H. W. Heding Truck Service, Union 
Center, Wis., Extension—General Com- 
modities. Certificate granted on further 
hearing; findings in prior report, de- 
cided January 18, 1951, reversed. (1) 
General commodities, with exceptions, 
between Madison and Norwalk, Wis., 
and return, over a described route, serv- 
ing specified intermediate points; and, 
over irregular routes, (2)(a) powdered 
milk and butter, and (b) cream, when 
transported on a vehicle on which com- 
modities other than those specified in 
section 203(b)(6) of the interstate com- 
merce act are also transported at the 
same time for compensation, from Union 
Center, Wis., to points in Ill. in the 
Chicago commercial zone; (3) supplies 
and equipment used or useful in the 
production, packaging, and distribution 
of butter, cream, and powdered milk, 
and empty containers therefor, from 
points in Ill. in the Chicago zone to 
Union Center; applicant to request 
revocation of permit MC-53387, Sub. 1. 

* MC-61616, Sub. 40, Missouri Pacific 
Transportation Co., St. Louis, Mo., Ex- 
tension—Johnson County, Kan., em- 
bracing Same, Sub. 46, Same, Extension 
—Lamar Avenue. Certificate granted. 
(1) Newspapers, in same vehicle with 
passengers, between Kansas City, Mo., 
and junction Kan. highway 58 and 
Antioch Road, near Overland Park, 
Kan., and return, over described route, 
serving all intermediate points; (2) 
passengers and their baggage, express 
and newspapers, between specified Kan. 
points, over described routes, serving all 
intermediate points other than those for 
which it now holds permanent authority 
to serve. MC-61616, Sub. 46: Passengers 
and their baggage, express and news- 
papers, between junction U.S. highway 
69 and 8lst Street in Overland Park, 
Johnson county, Kan., and junction 83rd 
Street and U.S. highway 69, Overland 
Park, and return, over described route, 
serving all intermediate points. 
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UNCONTESTED FINANCE CASES 


Report and order in F.D. No. 17477, New 
London Northern Railroad Co. Purchase, 
approved. In the application in this case, 
the Central Vermont Railway, Inc., asked 
authority to purchase all properties, fran- 
chises, assets, except $593,980 liquid assets, 
of the New London Northern Railroad Co. 
It said the transaction included special 
funds, investments, and other items, total- 
ing $640,220, less current liabilities of $66,- 
240.10. The applicant said it now owned, 
through its subsidiary-nominee, the Cent- 
mont Corporation, more than 9942 per cent 
of the New London’s stock and now desired 
to consolidate ownership of the two prop- 
erties into a single title. The applicant 
said that it and the New London formed 
the eastern terminus of the Canadian Na- 
tional Railway system in the United States. 

* * * 

Report and order in F.D. No. 17514, Rut- 
land Railway Corporation, Purchase, ap- 
proved. The Rutland, in its application, 
asked authority to acquire all properties 
and the railroad of Addison Railroad Co., of 
which Rutland owns all the stock. Rutland 
said the Addison line extended from 
Leicester Junction, Vt., on its line, about 
3 miles westerly into Whiting, Vt. 

a ~ * 


Report and order in F.D. No. 17515, Lehigh 
& New England Railroad Co. Equipment 
Trust Certificates, granting authority to 
assume obligation and liability, as guaran- 
tor, in respect of not exceeding $1,875,000 of 
Lehigh & New England equipment-trust 
certificates, series M, to be issued by The 
Pennsylvania Co. for Banking and Trusts, 
as trustee, and sold at 99.566 and accrued 
dividends in connection with the procure- 
ment of certain equipment. Approved. 

+ = 


Report and order in F.D. No. 17534, Erie 
Railroad Co. Equipment Trust Certificates, 
granting authority to assume obligation and 
liability in respect of not exceeding $5,400,- 
000 of Erie Railroad equipment trust of 
1952 serial equipment-trust certificates, to 
be issued by The First National Bank of 
the City of New York, as trustee, and sold 
at 99.531 and accrued dividends in connec- 
tion with the procurement of certain equip- 
ment. Approved. 

oe ok * 

Report and order in F.D. No. 17537, New 
York Central Railroad Co. Equipment Trust 
Certificates, granting authority to assume 
obligation and liability in respect of not 
exceeding $8,100,000 of New York Central 
Railroad second equipment trust of 1951, 
33g-per cent equipment-trust certificates, to 
be issued by the Guaranty Trust Co. of 
New York, as trustee, and sold at 99.528 per 
cent of par and accrued dividends in con- 
nection with the procurement of certain 
new equipment. Approved. 


MOTOR FINANCE CASES 


MC-F-5060, R. A. Young, Jr.—Control; 
Arkansas Motor Freight Lines, Inc.—Pur- 
chase—Memphis-Arkansas Express, Inc. Ap- 
Plication for authority under section 210a 
(b) of Arkansas Motor Freight Lines, Inc., 
of Fort Smith, Ark., for temporary opera- 
tion of the motor-carrier rights of Memphis- 
Arkansas Express, Inc., denied. 


MC-F-4703, Bill Watkins—Control; Watkins 
Motor Lines, Inc.—Purchase—Everett L. 
Baker. Petition of applicants for modifica- 
tion of the order entered herein December 
20, 1950, as modified June 14, 1951, granting 
temporary authority for the lease by Wat- 
kins Motor Lines, Inc., of the operating 
rights and certain motor vehicles of Everett 
L. Baker, doing business as Baker Transfer, 
to approve and authorize the purchase of 
the said motor vehicles prior to determina- 
tion of the application under section 5 of 
the Interstate Commerce | Act, denied. 

* 


MC-F-5023, Lew S. Russell, et al.—Con- 
trol; Tidewater-Shaver Barge Lines—Con- 
trol and Purchase—Catlow Transport Co., 
Inc. Application for authority under sec- 
tion 210a(b) of Tidewater-Shaver Barge 
Lines, of Umatilla, Ore., for temporary con- 
trol and management of the motor-carrier 
pronerties of Catlow Transport Co., Inc., of 
Spokane, Wash., denied. 
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1.C.C. Refuses to Suspend 
Seatrain Tariff Covering 


New York-Savannah Service 


The Commission has refused a re- 
quest of 41 railroads for suspension 
of a tariff of Seatrain Lines, Inc., 
providing for class and commodity 
rates between Edgewater, N.J., and 
points in Alabama, Georgia, and Ten- 
nessee, in connection with Seatrain’s 
service between New York, N.Y., and 
Savannah, Ga., for which the Com- 
mission granted temporary authority. 
The Seatrain tariff became effective 
November 30. 


Eastern and southern railroads were 
denied a temporary restraining order 
against the Seatrain New York-Savan- 
nah service by the Virginia eastern fed- 
eral district court in connection with a 
suit for permanent injunction (T.W., 
Dec. 1, p. 56). 

The railroad petition asking suspen- 
sion of Seatrain’s tariff I.C.C. No. 80, 
was filed on behalf of the 41 lines by 
Joseph Marks, of the Southern Railway 
System. 

See Rate Combination on Ports 

The railroads said the Seatrain tariff 
would make available to shippers a 
combination of rates on the ports, ob- 
tainable by rebilling at the ports, that 
would represent unfair and destructive 
competition as against the _ all-rail 
routes. 

“The service which would thereupon 
become available to the shipper by such 
rebilling would be equivalent of all-rail 
service in providing shippers with trans- 
portation of freight intact in a railroad 
car from a railroad point of origin to a 
railroad point of destination,” said the 
railroads. 

“The level of the combination rates 
proposed by Seatrain to be made avail- 
able to the shipping public via its pro- 
posed route is substantially, as these 
protestants understand, on the level of 
the rates previously maintained in con- 
nection with Ocean Steamship Co. of 
Savannah. The latter company formerly 
provided water service from New York 
and Boston, on the one hand, and 
Savannah, on the other which was a 
breakbulk type of service, involving 
transfer of the freight at the port from 
car to ship or from ship to car or both 
such transfers. Such transfer at the 
port inevitably resulted in a certain 
amount of loss and damage to the 
freight as well as in disarrangement of 
shipment. These features necessarily 
affected the value of the service to the 
shipper and the level of the rates via 
the route of the Ocean Steamship Co. 
of Savannah in relation of the all-rail 
rate. 

“By contrast, the service provided by 
Seatrain is superior to that of other 
coastwise lines, as recognized by the 
Cormamission in its report of November 
13, 1951, in Docket No. W-543 (Sub. No. 


2), Seatrain Lines, Inc., temporary au- 
thority application (mimeographed re- 
port Sheet 6). In view of this superiority 
of the Seatrain type of service to the 
former breakbulk service, it would be 
distinctly unfair to the all-rail route to 
permit Seatrain to compete with them 
on the level of rates established for 
breakbulk operation. 

“The mere fact that Commission re- 
quired the Seatrain and southwestern 
railroads to join with Seatrain in rates 
on the breakbulk level in Seatrain Lines, 
Inc. v. Akron C. & Y. Ry. Co., 243 ICC 
199 (1940) should not be regarded as 
governing in respect of the presently 
proposed operation. This is for the rea- 
son that. when the decision just cited 
was made, Seatrain traffic represented 
a@ very small proportion (less than four 
per cent) of the total tonnage handled 
by North Atlantic-Gulf Coast lines. Thus 
its relationship to the whole was negli- 
gible. 

“In the case of the proposed service, 
however, where there is no other water 
service by ocean carrier between Savan- 
nah and North Atlantic ports, Seatrain 
service will represent the exclusive type 
of ocean service. Accordingly, the Com- 
mission should not permit the tariff to 
become effective without first granting a 
hearing at which interested carriers could 
present the facts on which the Commis- 
sion could determine lawfulness of the 
proposed rate basis. 


Rails State Tariff’s Purpose 

“The objectives and purpose of the pro- 
posed schedule is to provide bases of rates 
covering the movement of traffic between 
interior points in Eastern and Southern 
territories via the proposed Seatrain 
routes.. Such interior points include nu- 
merous stations where the services of 
protesting rail carriers, or of some of 
them, would be necessary or available. 
If the proposed rates should become ef- 
fective and shipments begin to move in 
connection with the proposed service, it 
is entirely possible that, despite legiti- 
mate efforts of protestants to avoid the 
voluntary establishment of through 
routes with Seatrain via Edgewater and 
Savannah, circumstances may arise or 
action be taken from which the Com- 
mission might infer or find that through 
routes had been so voluntarily estab- 
lished. See in this connection Seatrain 
Lines, Inc. v. Akron C. & Y. Ry. Co., 226 
ICC 7 (1938). 

“Establishment of through routes with 
Seatrain has been held by the Commis- 
sion to impose an obligation upon them 
to permit use of their cars in Seatrain 
service, but such voluntary establishment 
of through routes with Seatrain might 
leave the Commission without authority 
under section 15 (3) of the [interstate 
commerce] act to prescribe terms and 
conditions under which through rates 
might be operative, such as it has under 
that section where through routes are 
prescribed by it. This may become im- 
portant in assuring the protesting rail- 
roads of Commission control over the 
terms and conditions under which Sea- 
train may use their cars in the operation 
of such through routes, since the Com- 
mission is without authority under the 
car service provisions of the act—section 
1 (10-17)—over the use of cars by 
ocean-going water carriers of the Sea- 
train type.” 

The Association of American Railroads, 
car service division, Washington, D.C., 
in its embargo sheets, announced receipt 
of wires from a number of railroads with 
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respect to disposition of traffic in con. 
nection with the Seatrain service. The 
A.A.R. also said that five railroads hag 
advised that they consented to use of 
their freight cars in Seatrain service be- 
tween Seatrain’s terminal at Edgewater, 
N.J., and Savannah, Ga. These railroads, 
it said, were the Monon, the Central of 
Georgia, the Birmingham Southern, the 
Grand Trunk Western, and the New 
Haven. 

The car service division announcement 
said the Atlantic Coast Line Railroad 
stated that until further notice it would 
not accept for transportation carload or 
less-than-carload freight consigned to 
Savannah on bills of lading indicating 
that such freight would be delivered to 
Seatrain for further transportation by 
Seatrain when the freight was loaded in 
cars belonging to railroads or car own- 
ing companies that had not filed with 
the car service division consent to Sea- 
train’s use of the cars in the Savannah- 
Edgewater service. 

It said a similar notice was filed by 
the Southern Railway System Lines and 
the Carolina & Northwestern Railway. 

The A.A.R. said the Louisville & Nash- 
ville Railroad advised that it did not 
participate in the Seatrain tariffs and 
that, pending further notice, the L. & N. 
would not accept for transportation any 
freight moving on bills of lading indi- 
cating shipments had been or would 
be transported by Seatrain in through 
service in connection with the L. & N. 

It said a similar communication was 
wired by the Atlanta & West Point Rail 
Road, the Western Railway of Alabama, 
and the Georgia Railroad. 

The Seaboard Air Line Railroad, said 
the A.A.R., advised that it embargoed 
all carload traffic for delivery to Seatrain 
at Savannah, “account restriction of car 
owners, including S.A.L. cars—.” 


Temporary Right Plea in 
Motor Control Case Denied 


The Commission, division 4, has denied 
a petition of Mueller Transportation Co., 
for extension of temporary authority for 
its control and management of the mo- 
tor-carrier properties of Carolina Motor 
Express Lines, Inc., from December 2 
until final determination of its applica- 
tion for authority to acquire control of 
Carolina through purchase of its capital 
stock. An order was issued in MC-F-4914, 
Joseph Bolduc—Control; Mueller Trans- 
portation Co.—Control—Carolina Motor 
Express. 


The Commission said that on Novem- 
ber 14, an order was entered by the 
Indiana southern federal district court, 
Indianapolis division, appointing Earl R. 
Cox receiver in the matter of Carolina 
Motor Express Lines, Inc., bankrupt. It 
said that subsequently Mueller relin- 
quished control and management of 
Carolina’s motor-carrier properties to the 
duly qualified receiver. 


Construction Time Extended 


The Commission, by an order of the 
Commission by Commissioner Majhaffie 
in Finance No. 17010, Union Railway Co. 
Construction, Etc., has extended the time 
within which the applicant is to complete 
the construction authorized in that pro- 
ceeding, until December 31, 1952. I‘ said 
that on September 12, 1950, the Com:mis- 
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sion, division 4, issued its report and cer- 
tificate in the proceeding, among other 
things authorizing the Union Railway 
Co. to construct a line of railroad in 
Memphis, Tenn., on condition that the 
construction be started on or before Oc- 
tober 15, 1950, and completed by Decem- 
per 31, 1951. It said the Union Railway 
would be unable to complete the work 
within the time prescribed. 


5.W. Lines Granted Rate 
Relief on Catalogs, Sewing 


Machine Cabinets, Ammonia 


The Commission, division 3, by an 
order in No. 13535 et al., Consolidated 
Southwestern Cases, has permitted 
establishment of the following rates, 
subject to the tariff of Increased 
Rates and Charges No. 175-A Agent 
D. Q. Marsh’s tariff I.C.C. No. 3978, 
without contemporaneously estab- 
lishing and maintaining correspond- 
ing rates to, from, and between other 
points: 


“(1) On catalogs, in packages, mini- 
mum weight 36,000 pounds, from Mt. 
Morris and Chicago, Ill., and points tak- 
ing Chicago rates as provided in sections 
1 and 2 of Item 60, Agent D. Q. Marsh’s 
tariff I.C.C. No. 3912, rates of 113 cents 
per 100 pounds to Longview, Tex., and 
120 cents per 100 pounds to Wichita Falls, 
Tex., subject to such fourth-section re- 
lief as may hereafter be authorized; 


“(2) On sewing machine cabinets, 
wooden, finished knocked down, in boxes 
or crates, or in packages 877 or 935, as 
described in the Consolidated Freight 
Classification, from Pickens, S.C. to Dal- 
las, Tex., the following rates in cents per 
100 pounds, subject to rule 27 of Tariff 
Circular No. 20 as to intermediate points 
of origin and destination over specified 
routes: 

Cars in excess 
of 40’ 7” but 
not exceed- 
ing 50’ 7” in 
length, mini- 
mum _ weight 


15,000 pounds 
18,750 pounds 235 
22,500 pounds 213 
22,000 pounds 27,500 pounds 194 
30,C00 pounds 37,500 pounds 172 


“(3) On anhydrous ammonia, in tank 
Cars, subject to Rule 35 of current West- 
ern Classification, but not less than 50,- 
009 pounds, rates in cents per ton of 
2,000 pounds, to Orange, Tex., of 780 
cents from Sterlington, La., and 1216 
cents from Military, Kan., subject to 
rule 27 of Tariff Circular No. 20 as to 
intermediate points of origin and des- 
tination over specified routes.” 


Cars 40’ 7” or 
less in length 
minimum 
weight 
12,000 pounds 


15,000 pounds 
18,000 pounds 


Rate 
(cents) 


283 


Admitted to I.C.C. Practice 

The following have been admitted to 
practice before the Commission: 

George Francis Ackerman, Ridgewood, N.J,; 


Marialyce Barrett, Casper, Wyo.; Edward 
Graham Bazelon, Chicago, Ill.; Curtis M. 
Clark, Coulee City, Wash.; Robert B. Claytor, 
Roanoke, Va.; Robert Beeman Conrad, Genoa, 
Neb.; Lester S. Consol, Los Angeles, Calif.; 
David E. Denby, New York, N.Y.; James 
Clarence Denton, Jr., Tulsa, Okla.; Robert 
H. Dierker, St. Louis, Mo.; D. Clinton Domi- 
nick, III, Newburgh, N.Y.; Leo Murray 


Doody, Jr., Albany, N.Y.; Edward Davis 
Finley, Jr., New Orleans, La.; Joe Berryman 
Fleming, Henderson, Tex.; and Joseph P. 
Fogarty, Newburgh, N.Y. 

Richard J. Hardy, Chicago, Ill.; John P. 
Harper, Norfolk, Va.; Benjamin Horvitz, Fall 
River, Mass.; Louis A. Horvitz, Fall River, 
Mass.; Nels G. Johnson, Bismarck, N.D.; 
Vincent W. Johnson, Fall River, Mass.; 
Leonard J. Lewis, Salt Lake City, Utah; 
Frank J. Madden, Chicago, Ill.; Harry Elling- 
ton McCoy, Jr., Norfolk, Va.; James W. Mor- 
rell, Portland, Ore.; John J. O’Connor, Wash- 
ington, D.C.; Joseph James O’Leary, Akron, 
O.; and Joseph Barnwell Phelps, New Or- 
leans, La. 

Robert E. Rankin, Des Moines, Ia.; Ben 
T. Reidy, Rock Island, Ill.; Darrell E. Ries, 
Moses Lake, Wash.; Mark P. Schlefer, Wash- 
ington, D.C.; Leon D. Smith, Elizbethtown, 
N.C.; Walter G. Treanor, St. Louis, Mo.; 
John Samuel Tucker, Jr., Birmingham, Ala.; 
Wilson N. West, Nashville, Tenn.; and John 
Womack, Nashville, Tenn. 


S.W. Rails Get Longer Time 
For Paper Machinery Rate 


By an order in No. 13535 et al., Con- 
solidated Southwestern Cases, the Com- 
mission, division 3, has further amended 
its order of April 5, 1927, to permit estab- 
lishment, for transportation of paper- 
making or pulp-making machinery and 
machines, in carloads, minimum weight 
40,000 pounds, of a rate of 157 cents a 
100 pounds from Wilmington, Del., to 
West Monroe, La., expiring not later than 
March 17, 1952. 

It said this rate would be subject to 
the tariff of Increased Rates and Charges, 
No. X-175-A, Agent Kratzmeir’s I.C.C. 
No. 3978, and to rule 27 of tariff circular 
No. 20 at intermediate points of origin 
and destination over routes authorized 
in item 2600-D of supplement 41 to Agent 
Kratzmeir’s tariff I1.C.C. No. 3883. 

The Commission said that by a peti- 
tion, W. F. Knobeloch, on behalf of the 
southwestern lines, requested an exten- 
sion until and including June 30, 1952, 
of the expiration date of a rate on the 
aforementioned commodities established 
under authority granted in an order of 
September 17, 1951, as corrected. 


It said the instant rate was permitted 
without contemporaneously establishing 
and maintaining corresponding rates to, 
from, and between other points, as re- 
quired by finding 27 of the proceedings 
in No. 13535 et al. 


Forwarder, Car Furnisher 
Annual Reports Ordered 


The Commission, division 1, has issued 
orders, accompanied by report forms, re- 
quiring the filing of annual reports for 
the year ended December 31, 1951, and 
for each succeeding year until further 
order, by Class A and Class B freight 
forwarders, and by all persons furnish- 
ing cars or protective service to or on 
behalf of carriers by railroad or express 
companies, owning 1,000 cars or more, 
and owning 100 but not less than 1,000 
cars. 


The orders were issued in Freight 
Forwarder Annual Report Form F-a, 
Freight Forwarder Annual Report Form 
F-b, Persons Furnishing Cars or Pro- 
tective Service—Annual Report Form 
B-1, and Persons Furnishing Cars of 
Protective Service—Annual Report Form 
B-2. 

These annual reports, the orders said, 
were to be filed in duplicate with the 
Bureau of Transport Economics and 
Statistics of the Commission in Wash- 
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ington, D.C., on or before March 31 
of the year following the one to which 
they related. 


Canned Goods Loading 
General Permit Revised 


Howard S. Kline, the Commission’s 
agent under service order No. 878, Re- 
quirements for Loading Canned Goods 
and Foodstuffs, has issued second re- 
vised general permit No. 1-F under the 
service order, effective at 12:01 a.m., 
December 1, and expiring at 11:59 p.m., 
May 31, 1952. 

The revised general permit granted 
permission for railroads to disregard the 
provisions of the service order insofar as 
they applied to carload import freight 
moving first by water on the high seas 
to a port in the continental United States 
thence by rail in a single car, or moving 
first by water on the high seas to a port 
in the continental United States, thence 
by inland water carrier to another point 
in the continental United States, thence 
by rail in a single car to destination, 
when, in either case, such carload freight 
moved as a complete order from both 
the point it was first shiped by water 
and the point it was reshipped by rail, 
when such cars were loaded to at least 
36,000 pounds or more. 

Revised general permit No. 2-F, cor- 
rected general permit No. 3-F, revised 
general permit No. 4-F, and general per- 
mits Nos. 5-F, 6-F, and 7-F, were ex- 
tended to expire at 11:59 p.m., May 31, 
1952, by an amendment No. 1 to each 
such general permit. 


Co-Operative Transit Stock 


By an order of the Commission by 
Commissioner Mahaffie in Finance No. 
15649, Co-Operative Transit Co. Securi- 
ties, the Commission has extended until 
February 27, 1952, the time within which 
Co-Operative Transit may issue first 
series shares of common stock, and may 
issue 4-per-cent non-negotiable deben- 
ture bonds in lieu of or in exchange for 
shares of common stock, first series, at 
the book value thereof, as determined by 
the corporation’s latest financial state- 
ment (T.W., Nov. 24, p. 37). 


Rail Accounts Modified 


The Commission, division 1, by an or- 
der, has modified the “Uniform System 
of Accounts for Steam Railroads, Issue 
of 1943’, effective January 1, 1952. It 
said it had given full consideration to 
representations received in response to a 
prior notice that objections to the mod- 
ifications could be filed by November 26. 
The modifications related to accounts 
under operating revenues, operating ex- 
penses, and income accounts, having to 
do with, among other things, operating 
sleeping cars and the rent for passenger 
train cars. 


Pipe Line Depreciation Rates 


In accordance with provisions of the 
“Uniform System of Accounts for Pipe 
Lines,” the Commission has prescribed 
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depreciation rates applicable to pipe line 
property of Ajax Pipe Line Corporation, 
American Petroleum Co., Cleveland Pipe 
Line Co., Continental Pipe Line Co., 
Pan American Pipe Line Co., Portland 
Pipe Line Corporation, and Pure Trans- 
portation Co. The action was by sub- 
orders P-7-A, P-68-A, P-62-A, P-13-C, 
P-18-B, P-83-A, and P-42-A in Deprecia- 
tion Rates for Property of Carriers by 
Pipe Line. 


Votes on Boston Terminal 
Reorganization Certified 


The Commission, division 4, has is- 
sued a certificate in Finance No. 12625, 
Boston Terminal Co. Reorganization, in 
connection with acceptance or rejection 
of the Boston Terminal reorganization 
plan by creditors holding first montgage 
3% per cent bonds, due February 1, 1947, 
and first mortgage 4 per cent bonds due 
July 1, 1950. 


It certified that creditors holding $10,- 
913,000 of the 3% per cent bonds and 4 
per cent bonds, constituting (with ac- 
crued interest) 100 per cent of the total 
of the allowed claims for which proper 
ballots were submitted, accepted the plan. 

The Commission also certified that 
creditors holding $396,000 of the 3% per 
cent bonds and 4 per cent bonds, con- 
stituting (with accrued interest) 2.61 per 
cent of the total of the allowed claims 
eligible to vote, submitted ballots accept- 
ing the plan, but that the ballots were 
deemed defective for one or more reasons 
specified in the certificate, and were not 
counted. 

The Commission also certified that 
creditors holding $40,000 of the 3% per 
cent bonds and the 4 per cent bonds, 
submitted ballots accepting the plan, 
but that the ballots were deemed defec- 
tive because postmarked after the closing 
of the voting period specified in the or- 
der of August 30, and, therefore, were 
not counted with those of other creditors 
who submitted proper ballots. 


Motor Tariff Rejected 


The Commission, division 2, by an 
order in Tariff of Union Cartage Co., 
Worcester, Mass., has rejected and not 
permitted filing in the Commission’s rec- 
ords of supplement No. 3 to tariff MF- 
I.C.C. No. 5, effective November 30, 1951, 
of Union Cartage Co. It said the sup- 
plement purported to establish rates and 
charges for transportation services for 
which there was no operating authority. 
The supplement, it said, was unlawful 
and not entitled to be received or filed 
with the Commission under the provi- 
sions of the interstate commerce act. 


1.C.C. Corrects Motor Notice 


The Commission has issued a notice to 
Class I motor carriers of property with 
respect to the Uniform System of Ac- 
counts for Class I Common and Contract 
Motor Carriers of Property (T.W., Nov. 
17, p. 38). The notice, signed by Secretary 
Bartel, said the following correction of 
a typographical error should be made on 
sheet 10 of the Commission’s order mod- 


ifying the Uniform System of Accounts: 
“Change ‘4191—Joint Operating Expense 
—Debit,’ to read ‘4691—Joint Operating 
Expense—Debit.’ ” 


Partnership Granted Rights 
As Commodity Forwarder 


The Commission has authorized Carl 
E. Anderson, Robert C. Anderson, Grace 
E. Anderson, and Arthur E. Anderson, 
partners, doing business as Western 
Freight Association, to perform service 
as a freight forwarder of commodities 
generally from points in California to 
points in North Dakota, South Dakota, 
Nebraska, Colorado, Oklahoma, and 
Texas, and points in the United States 
east thereof, and from points in Maine, 
Vermont, Massachusetts, Rhode Island, 
Connecticut, 
Pennsylvania, Delaware, Maryland, Dis- 
trict of Columbia, Virginia, West Vir- 
ginia, Ohio, Michigan, Indiana, Illinois, 
Kentucky, and Tennessee, to points in 
Montana, Wyoming, Colorado, New 
Mexico, and Texas, and points in the 
United States west thereof. 

The action was by a fourth amended 
permit and order effective January 13, 
1952, in FF-81, Carl E. Anderson, Freight 
Forwarder Application, and FF-81, Sub. 
1, Western Freight Association, Ex- 
tension—Commodities Generally East- 
bound. 


The order said that on September 9, 
1951, Arthur E. Anderson attained the 
age of 21 years, and was admitted to the 
status of a partner in his own right in 
Western Freight Association. It said 
the partnership therefore, currently 
was composed of the aforementioned 
persons. 


SUSPENDED TARIFFS 


Designation of a tariff below does not 
mean that all schedules in it have been 


suspended by the Commission. Suspen- 
sion orders contain many schedules not 


reproduced here. Details of such orders 
are published in The Traffic Bulletin. 





I. and S. M-3999, Merchandise—Twin 
Cities to Langdon, N.D., from November 
29, to and including June 28, 1952, cer- 
tain schedules published in supplement 
No. 29 to tariff MF-I.C.C. No. A-47 of 
A. R. Fowler, Agent, St. Paul, Minn. 
The suspended schedules propose a new 
motor-common-cafrier commodity rate 
on freight, all kinds, minimum 25,000 
pounds, from Twin Cities to Langdon, 
N.D., in lieu of higher class rates. 


I. and S. M-4000, Glassware—Okla- 
homa to Missouri, from November 29, 
to and including June 28, 1952, certain 
schedules published in supplement No. 
24 to tariff MF-I.C.C. No. 140 of Middle- 
west Motor Freight Bureau, agent, 
Kansas City, Mo. The suspended sched- 
ules propose to establish reduced motor 
common carrier commodity rates on 
glassware and other articles, minimum 
20,000 pounds, from Ada and Blackwell, 
Okla., to Kansas City and St. Louis, Mo., 
including points grouped therewith. 

I. and S. M-4001, Petroleum Products, 
El Paso to Ariz. & N.M., from December 
1, and later, to and including June 30, 
1952, certain schedules published in sup- 
plements Nos. 11 and 4 to tariffs MF- 
I.C.C. Nos. 5 and 7, respectively (both in 
the series of W. E. Whitfield, Jr., Mary 


New York, New Jersey, 
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E. Whitfield and H. C. Whitfield, dba 
Whitfield Transportation), of Whitzield 
Transportation, Inc., Las Cruces, N.M, 
and in tariff MF-I.C.C. No. 4 of EB. 
Law and Son, Inc., Las Cruces, NM. 
The suspended schedules propose re- 
duced commodity rates on refined pe- 
troleum products in tank trucks, from 
El Paso, Tex., to various points in Arizona 
and New Mexico. 


I. and S. M-4002, Bearings—New Jer- 
sey to Detroit, from December 3, to and 
including July 2, 1952, certain schedules 
published on first revised page No. 241 
to tariff MF-I.C.C. No. A-78 of Eastern 
Central Motor Carriers Association, 
agent, Akron, O. The suspended sched- 
ules propose a new motor common car- 
rier commodity rate on ball or roller 
bearings, N.O.I., minimum 23,000 pounds, 
from Clark Township and Harrison, N.J, 
to Detroit, Mich. 


I. and S. No. 5973, L.C.L. Rates From, 
To, or Via Memphis, Tenn., from No- 
vember 30, to and including June 29, 1952, 
certain schedules as published in sup- 
plement No. 34 to Agent W. G. Oliphant’s 
tariff I.C.C. No. A-74, and other tariffs. 
The suspended schedules propose to re- 
strict less-than-carload traffic to provide 
that less-than-carload rates published 
in tariffs applying from, to, or via Mem- 
phis, Tenn., will only apply on freight 
delivered to or received from railroad 
cars at Memphis, in minimum quantities 
of 6,000 pounds or more. 

I. and S. No. 5974, Ingot Molds, Ohio 
to Worcester, Mass., on the Commis- 
sion’s own motion, from December 1, to 
and including June 30, 1952, certain 
schedules as published in supplements 
Nos. 13 and 14 to Agent L. C. Schuldt’s 
tariff I.C.C. No. 4350. The suspended 
schedules propose to establish over cer- 
tain routes, reduced rates on ingot molds, 
sprue plates and stools, in carloads, from 
Cleveland and Miles Ave., O., to Worces- 
ter, Mass., without observing the provi- 
sions of section 4 of the interstate com- 
merce act. 

I. and S. No. 5975, Coal, Ky. & Tenn. 
to Cincinnati (for Transshipment), from 
December 1, to and including, June 30, 
1952, schedules as published in Louisville 
& Nashville Railroad Co. tariff I.C.C. 
No. A-16767. The suspended schedules 
propose to establish a local proportional 
commodity rate of $1.50 a ton of 2,000 
pounds on bituminous coal, in carloads, 
from mines located on the L.&N. RR. 
in southeastern Kentucky and northeast- 
ern Tennessee to Cincinnati, O., when 
for transshipment by water to destina- 
tions on the Ohio River in Indiana. 


I. and S. No. 5976, Oyster Shells, Mobile 
to North and Northwest, from December 
1, to and including June 30, 1952, cer- 
tain schedules as published in tariff 
I.C.C. 412 of Agent W. P. Emerson, JI. 
The suspended schedules propose to in- 
crease the commodity rates on oyster 
shells, crushed or ground, in carloads, 
from Mobile, Ala., to certain northern 
and northwestern points, where such 
rates are used as factors in constructing 
combination rates to points beyond. 


I. and S. No. 5977, House Heating 
Furnaces From and To Southwest, from 
December 1, to and including June 30, 
1952, certain schedules as published I 
Agent F. C. Kratzmeir’s tariffs, 1.C-C. 
No. 3988, and supplement No. 1 to I.C.C. 
No. 3987. The suspended schedules pro- 
pose increased exceptions ratings on iron 
house heating furnaces, in carloads, be- 
tween points in Southwestern Territory 
and points in Official, Souther: and 
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Western Trunk Line territories, also 
within Southwestern Territory. 

J. and S. No. 5978, Pulpboard, Plym- 
outini, N.C. to Westbrook, Me., on the 
Commission’s own motion, from Decem- 
ber 5, to and including July 4, 1952, cer- 
tain schedules as published in supple- 
ment 43 to Agent C. A. Spaninger’s tariff 
Lc.C. No. 1201. The suspended schedules 
propose to establish over certain routes, 
reduced rates on pulpboard or fibreboard, 
in carloads, from Plymouth, N.C., to 
Westbrook, Me., without observing the 
provisions of section 4 of the interstate 
commerce act. 

I. and S. M-4003, Various Commodities 
—West To Midwest, from December 5, 
to and including July 4, 1952, certain 
schedules published on 11th revised page 
50-A; original pages 72-A and 172-B; 
original page 108-A; and ‘7th revised 
page 109, to tariff MF-I.C.C. No. 50 of 
Rocky Mountain Motor Tariff Bureau, 
Inc., agent, Denver, Colo. The suspended 
schedules propose new commodity rates 
on iron or steel tractor parts, minimum 
30,000 pounds, from Yakima, Wash., and 
points grouped therewith to Dubuque, Ia., 
and on various commodities listed under 
the general headings of machinery and 
parts thereof, and electrical appliances 
and equipment, in the National Motor 
Freight Classification, from north Pacific 
coast points to points east of the Rocky 
Mountains, minimum 30,000 pounds, and 
from California points to Chicago, IIl., 
and St. Louis, Mo., minimum 27,000 
pounds. 

I. and S. M-4004, Paper Articles—Spear 
Trucking Corp., from December 5, to and 
including July 4, 1952, all schedules pub- 
lished in tariff MF-I.C.C. No. 5 of Spear 
Trucking Corporation, Medford, Mass. 
The suspended schedules propose to es- 
tablish revised motor common carrier 
commodity rates on paper boxes and 
plastic cloth or sheeting between Lynn, 
Mass. and New York, N.Y., and nearby 
points in New Jersey. 





COMMISSION ORDERS 


I. & S. 5710, Petroleum in Southern Ter- 


ritory, Rail. Order of May 8, further modi- 
fied to become effective Jan. 15, 1952, on 15 
days’ notice, instead of Nov. 30. 


MC-110045, Sub. 1, Frank Marcello Ex- 
tension—Shirts. Date on which recom- 
mended order shall become order of Com- 
mission and become effective, postponed to 
Dec. 4. 

_* * * 

MC-C-1323, Chicago Suburban Motor Car- 
riers Ass’n., Inc. v. Kramer Bros. Freight 
Lines, Inc. Order of Nov. 13, which indi- 
cated that this proceeding be handled 
under modified procedure, vacated. 

* * 


MC-F-3903, Salvatore Centola and Lucia 
Centola—Control; Rapid Transportation Co. 
—Purchase (Portion)—Atlas Transportation 
Co., Inc., of Cambridge. Effective date of 
second ordering paragraph of order of Sept. 
23, 1949, further postponed to Feb. 29, 1952. 

a * * 


MC-F-5022, Joseph Ravalese — Control; 
Wooster Express, Inc.—Purchase (Portion)— 
“B” Line Transportation Co., Inc. Order of 
Oct. 18, vacated and set aside, and pro- 

hg reopened for hearing. 
* * * 


MC-F-5062, Robert B. Oppenheimer, et al. 
—Control; Indianapolis Forwarding Co.— 
Purchase (Portion)—Jess Wilson. Applica- 
tion under section 210a(b), denied. 

ae * * 


No. 30229, Georgia Peanut Co., et al. v. A. 
C.L.. et al.; and No. 30229, Sub. 1, Secretary 
of Agriculture, et al. v. A. & St. A. B., et al. 
ee ied for reargument, and reconsidera- 

on. 

a * * 


I. S. M-2572, New York Metropolitan 
o Zone Class Rates. Proceeding discon- 
eci. 


Respondents having cancelled suspended 
schedules under special permission, the 
Commission has issued orders discontinuing 
the following proceedings: 


I. & S. M-3833, Refrigerators—From Evans- 
ville, Ind. to Chicago. 

I. & S. M-3843, Aluminum Foil or Wrap- 
pers, Troy, Ohio to Chicago. 

I. & S. M-3846, Cigarettes and Tobacco— 
Southern Territory. 

I. & . M-3851, Various Commodities— 
Ready Truck Lines, Inc. 

I. & S. M-3855, Loading Allowances— 


Emery Transportation Co. 
I. & S. M-3859, Books, N. O. I.—Chicago 
+ Ky. 


. & S. M-3863, Merchandise—Calif. & 
Vancouver, Wash. 

I. & S. M-3871, Paper & Paper Articles— 
Mich. to Ill. & Ind. 

I. & S. M-3872, Iron and Steel—Warren G. 
Shayler. 

I. & S. M-3875, Iron & Steel—Willow Run, 
Mich., to Shadyside, Ohio. 

I. & S. M-3877, Merchandise Over Inter- 
state Motor Freight System. 

I. & S. M-3881, Newsprint Paper—Wash. 
to Missoula, Mont. 

I. & S. M-3882, 
From Southwest. 

I. & S. M-3884, Rice—Beaumont & Hous- 
ton to Okla. Points. 

I. & S. M-3887, Cancellation of Rates— 
McCoy Truck Lines, Inc. 


a a * 


I. & S. M-3946, Various Commodities—Pa. 
to N.J. & N.Y. Order of Oct. 18, vacated 
and set aside as of Dec. 9, insofar as it 
Suspended operation of Item 3266 of Sup- 
plement 8 to tariff MF-I.C.C. 66 of Motor 
Carriers Tariff Bureau, Inc., Agent, and 
proceeding of investigation insofar as it 
affected item, discontinued; and as to all 
other schedules operation of which was 
suspended and which might not have been 
affected by subsequent orders, order of Oct. 
18 to remain in full force and effect. 

oe * * 


I. & S. 5949, Reicing Fish and Other 
Perishables—Express. Order of Nov. 14, 
modified to become effective Dec. 20, in- 
stead of Dec. 5. 

* co * 


MC-30012, Sub. 51, T. S. C. Motor Freight 
Lines Extension—Alexandria Air Base; and 
MC-30319, Sub. 25, Southern Pacific Trans- 
port Co. Extension—Smiley-Victoria, Tex. 
Date on which recommended orders shall 
become orders of Commission and become 
effective postponed to Dec. 7. 

* ca * 


MC-109584, Sub. 9, Mexical Transport Co. 
Extension—Liquids. Taking effect of rec- 
ommended order, which was postponed to 
Nov. 27, stayed pending further order of 
Commission. 


Carbon Black—To and 


ok * * 


MC-C-1190, Marvin Transportation, Inc. 
v. Julius Cohen, Marval Transportation Inc., 


ICC NEWS 


and Meredith & Hitchcock, Inc. Complaint 
dismissed, and proceeding discontinued. 
+ 


MC-C-1317, Chicago Suburban Motor Car- 
riers Ass’n., Inc. v. Roadway Transit Co. 
Complaint dismissed. | M 

I. & S. M-3988, General Increases—Middle- 
west—1951. Order of Nov. 14, vacated and 
set aside, and proceeding, discontinued. 

* * ed 


No. 29891, Borough of Edgewater, N.J., et 
al. v. A. & A., et al. Order of Jan. 15, re- 
instated so as to become effective Dec. 17, 
with the requirement of 10 days’ notice by 
defendants. 

* * *” 

MC-34865, Sub. 18, O. L. D. Forwarding, 
Inc., Extension—Connorsville, Ind. Re- 
opened for further hearing. 

* a + 


MC-45829, Sub. 18, Carolina Motor Express 
Lines, Inc.; MC-61600, Sub. 3, Greig Freight 
Lines, Inc.; and MC-105225, Sub. 6, Service, 
Inc. Extension of Washington, D.C. Ap- 
Plications dismissed. 

ca * cd 


MC-87880, Sub. 13, William Howard Bair 
Extension—Prefabricated Houses. Report and 
order of Mar. 26, modified by eliminating 
following from sheets 2 and 3: “to points 
in Conn., Del., Md. N.Y., and D.C.,” and 
substituting in lieu thereof the following: 
“to points in Conn., Del., Md.,.N.Y., Pa., and 
D.C.,” effective Jan. 7, 1952. 

* ok + 


MC-110148, Sub. 10, Transit Inc., Extension 
—Liquid Commodities. Petition of Bridge 
Bros. and Groendyke Transport, Inc. for 
further hearing, denied. 

ae * * 


MC-8544, Sub. 10, Galveston Truck Line 
Corp. Extension— Oklahoma City Com- 
mercial Zone; MC-9685, Sub. 46, Emery 
Transportation Co. Extension—Salt in Con- 
tainers; and MC-69526, Sub. 34, Arrowhead 
Freight Lines, Ltd., Extension—Idaho. Date 
on which recommended orders shall be- 
come orders of Commission and become 
effective, further postponed to Dec. 5. 

oe ok a 


MC-112750, Sub. 1, Armored Carrier Corp. 
Extension—Fairfield County, Conn.; and 
MC-112928, Herbert M. Glick Common Car- 
rier Application. Date on which recom- 
mended orders shall become orders of Com- 
mission and become effective, postponed to 
Dec. 10. 

ae cd * 


MC-F-4987, Stella Louise Millstead and 
Harry Lee Millstead—Purchase (Portion)— 
King Transfer and Storage Co. Effective 
a of _ of Oct. 12, further postponed 
oO Dec. . 


APPLICATIONS 


AND PETITIONS 





S.W. Rails Ask to Amend 


Liquid Alum Rate Petition 


W. F. Knobeloch, for the southwestern 
railroads, by a petition in No. 13535 et al., 
Consolidated Southwestern Cases, has 
asked to amend a petition filed in No- 
vember by which these railroads re- 
quested permission to establish com- 
modity rates on liquid alum. 


The current petition said the south- 
western railroads desired to add the 
following new paragraph: 

“The rates as to which approval is 
herein sought have been published to 
become effective December 31, 1951 in 
item 897 of supplement 71 to Agent 
Kratzmeir’s I.C.C. 3919 (SWL tariff 3-D) 
and item 665 of supplement 82 to Agent 
Kratzmeir’s I.C.C. 3906 (SWL tariff 38).” 

The petitioners said their earlier peti- 
tion requested approval of establishing 
commodity rates on liquid alum, in tank 
cars, minimum weight subject to rule 
35 of the current Western Classification, 
to Pryor (including Oklahoma Ordnance 
Works), Okla., as follows: From East 


St. Louis, Ill., 33 cents a 100 pounds, and 
from Bastrop, Marrero, Monroe, Spring 
Hill, and West Monroe, La., respectively, 
37, 45, 37, 31, and 37 cents a 100 pounds. 


Isbrandtsen Lines Ask For 


West-to-East Coast Rights 


By an application in W-1041, Isbrandt- 
sen Co., Inc., (Isbrandtsen Lines), New 
York, N.Y., has asked the Commission 
for common carrier authority to institute 
a new operation in the transportation of 
passengers and property from all west 
coast ports to all east coast ports north 
of Cape Henry, Va. 


Isbrandtsen said that because the pro- 
posed intercoastal service eastbound 
would be a part of its around-the-world 
eastbound twice monthly service, the sta- 
bility of the proposed service was assured 
and that it would definitely be to the 
advantage of industry in the areas in- 
volved. 


“Compared to the period prior to World 
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War II,” it said, “the amount of water 
transportation available to shippers in 
these trades has been greatly decreased. 
This particular situation is especially evi- 
dent by reason of the fact that at least 
two of the principal intercoastal carriers, 
who were active before the war, are not 
now operating any vessels at all.” 


PETITIONS FOR REHEARING, ETC. 





MC-11207, Sub. 157, Deaton Truck Line, 
Inc. Extension—Ala. Points. Southern and 
southwestern rail carriers ask reconsidera- 
tion. 

a * * 

MC-F-4914, Mueller Transportation Co.— 
Purchase—Carolina Motor Express. Lines, 
Inc. (and temporary operation application). 
Blue & White Service, Inc., et al., move to 
dismiss both proceedings now pending be- 
fore Commission. 

x a 

No. 30670, Bauer & Black, Division of 
Kendall Co. v. Acme Fast Freight, Inc. 
Complainant asks reconsideration. 


MC-1554, Sub. 7, E. L. Farmer & Co. 
Extension—Western States; and 11 related 
cases; and MC-109101, Sub. 1, Jim G. Norris 
Extension—Same; and 5 related cases. Hill 
& Hill Truck Line, Inc., et al. move to set 
aside and vacate all prior proceedings. 

ae * 


MC-19564, Sub. 31, L. C. Jones Trucking 
Co. Extension—Heavy Commodities and Ad- 
ditional States. Applicant asks reconsidera- 
tion. 

oa * * 

MC-F-4413, R. B. Gotfredson and C. B. 
Gotfredson— Control; Transamerican 
Freight Lines, Inc.—Purchase (Portion)— 
James A. Donaldson. Watson Bros. Trans- 
portation Co., Inc., et al., ask further hear- 
ing. 

oo ~ aK 

Finance 17355, Puget Sound Navigation 
Co. Certificate Transfer. Transferor re- 
quests cancellation of Certificate in W-361 
to extent it authorizes operations not nec- 
essary to permit Washington Toll Bridge 
Authority, d/b/a Washington State Ferries, 
and transferor to operate over routes con- 
templated by each. sae a 

* J 

MC-112354, T. & U. Tarnsport, Ltd. Com- 
mon Carrier Application. Border Express, 
Inc., et al., ask reconsideration and further 
hearing. 

a x * 

Finance 16050, Oregon Pacific & Eastern 
Ry. Co. Construction. Applicant asks further 
extension of time. 


FINANCE APPLICATIONS 


Finance No. 17541 (supplemental), Mis- 
souri Pacific Railroad Co. trustee announces 
sale of $6,525,000 equipment trust certificates, 
series QQ, to Salomon Bros. & Hutzler, New 
York, N.Y., and associates, at 99.2783 per 
cent of aggregate amount, with accrued divi- 
dends at 33g per cent from December 15, 
1951, to date of delivery. 

oa ok * 


Finance No. 17545, supplemental. St. 
Louis-San Francisco Railway Co. records 
accepted bid of Halsey, Stuart & Co., and 
10 associates, of 99.269 per cent, with divi- 
dends at 34, per cent, plus accrued divi- 
dends from December 15, 1951, to date of 
delivery of certificates, on $4,725,000 equip- 
ment trust certificates, series J. 

* *~ * 





Finance No. 17556, Wichita Falls & South- 
ern Railway Co., and Wichita Falls & South- 
ern Railroad Co., ask authority to extend 
maturity date of $725,000 first mortgage 5 
per cent gold bonds of the railway com- 
pany, guaranteed by the railroad company, 
to January 1, 1958, or at such earlier date 
as the Commission may direct, and to 
further authorize the railroad company to 
extend a $265,000 promissory executed by 
it, payable to the order of the executors 
and trustees of the estate of Frank Kell, 
deceased, until January 1, 1958, or at an 
earlier date if the Commission should so 
direct. Ke 

a * 


Finance No. 17557, Missouri-Kansas-Texas 


Railroad Co. asks authority to issue $3,300,- 
000 equipment trust certificates, series 1952, 


to be dated January 15. 1952, to finance 
acquisition of 24 diesel-electric locomotives. 
Proceeds of the certificates, it said, would 
represent not more than 80 per cent of the 
total cost of the equipment, estimated to 
be $4,241,378.70 on completion. The issue 
would be offered at competitive bidding and 
bids would be opened December 12, it said. 
* ok ok 

Finance No. 17559, Lee Way Motor Freight, 
Inc., Oklahoma City, Okla., asks authority 
to issue $250,000 promissory notes to First 
National Bank & Trust Co., Oklahoma City, 
for purpose of supplementing its working 
capital; and also to issue $110,853 promissory 
notes with conditional sales contracts to 
Fruehauf Trailer Co., for purchase of addi- 
tional equipment. 

a * 

Finance No. 17562, Roadway Express, Inc., 
Akron, O., asks authority to issue 5,000 
shares Class E preferred capital stock for 
the purpose of contributing such shares to 
the respective trustees of the applicant’s 
profit-sharing stock trust and stock bonus 
trust. The applicant said that cash in an 
amount equal to the aggregate fair market 
value of the shares contributed under both 
trusts, approximately $500,000, would be ap- 
propriated for investment in working cap- 
ital and in acquisition or construction of 
carrier operating property and facilities. 

* ok bo 


Finance No. 17563, Texas & Pacific Rail- 
way Co. asks authority to issue $2,900,000 
equipment trust certificates, series N, to 
be sold at competitive bidding for the pur- 
pose of paying in part the cost of 13 diesel- 
electric locomotives and 250 all-steel gon- 
dola cars. 


MC-F-5080, St. 
Inc., St. Johnsbury, 


co * % 


Johnsbury Trucking Co., 
Vt., asks authority to 
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purchase operating rights of Hinsch Trans. 
portation Co., Inc., New York, N.Y., ang 
temporarily to operate. ‘ 

ok OK 


MC-F-5081, Pacific Freight Lines, Los 
Angeles, Calif., asks authority to purchase 
certain operating rights of Everett C. Griffin 
dba Griffin Transportation, Phoenix, Ariz. 
and temporarily to operate. ; 

oe * * 

MC-F-5082, St. Louis-Nashville Freight 
Lines, Inc., St. Louis, Mo., asks authority to 
purchase certain operating rights of Ziffrip 
Truck Lines, Inc., Indianapolis, Ind., and 
F. Joe Wieck, Leo J. Wieck, and Jos. B, 
Folladori, Jr., stockholders of St. Louis. 
Nashville, ask to join application. 

ok aK * 


MC-F-5083, Orange Transportation (Co, 
Inc., Salt Lake City, Utah, asks authority to 
purchase certain operating rights of S. &§, 
Trucklines, Inc., Salmon, Idaho, and tem. 
porarily to operate. 

* * * 
Beaumont-Port Arthur Bus 
Line, Inc., McAllen, Tex., asks authority 
to purchase certain operating rights of 
Continental Bus System, Inc., Dallas, Tex. 

a ae a 

MC-F-5085, Consolidated Freightways, Inc. 
Portland, Ore., asks authority to purchase 
certain operating rights of Arrowhead 
Freight Lines, Ltd., Los Angeles, Calif. 
Peerless, Inc., Portland, Ore., joins in the 
application. 


MC-F-5084, 


* * * 


MC-F-5086, Kansas Trails, Inc., Coffey- 
ville, Kan., asks authority to acquire cer. 
tain rights and property of Union Electric 
Railway Co., and Bradley Transportation 
Co., of Coffeyville. R. P. Johnson, Martha 
M. Johnson, Hazel P. Johnson, and H. F. 


PROPOSED REPORTS 





1.C.C. Official Proposes 
Four Per Cent Rise for 


Northwest Motor Carriers 


Paul Coyle, chief of the complaint 
section of the Commission’s Bureau 
of Motor Carriers, has recommended 
that the Commission approve a four 
per cent increase in motor carrier 
rates in the Pacific northwest area 
in place of a general six per cent 
increase requested by the carriers. 


By a recommended report in I. and S. 
M-3866, Increases—Pacific Northwest, 
Mr. Coyle said that in his judgment an 
operating ratio of 95 per cent would 
result if the respondent carriers’ rates 
were increased by four per cent and that 
the resulting rates would be just and 
reasonable. 

He recommended that the Commission 
find unjust and unreasonable, schedules 
filed to become effective August 30, 1951, 
and later, by motor common carriers 
parties to tariffs of the Pacific Inland 
Tariff Bureau, Inc., in which were pro- 
posed general increases in their class 
and commodity rates, minimum charges 
a shipment, and accessorial charges. 

Mr. Coyle, designated Examiner Coyle 
in the report, proposed that the sched- 
ules should be ordered canceled and the 
proceeding discontinued, without preju- 
dice to establishment of rates increased 
by four per cent over the present rates. 

On protest of the Portland (Ore.) 
Freight Traffic Association, and other 
associations of shippers, and individual 
shippers, he said, operation of the pro- 
posed schedules had been suspended un- 
til March 29, 1952, and later. 


Generally, he said, a six per cent 
increase was proposed between points in 


Johnson, of Independence, Kan., join in 
the application. 

Oregon, Washington, and _  northen 
Idaho; between points in Oregon, 


Washington and northern Idaho, and 
points in California, western Montana, 
and Utah; between points in Oregon, 
Washington, northern Idaho, and Mon- 
tana, and points in southern Idaho; be- 
tween points in western Montana and 
points in California; and between a few 
points in northern California. He said 
no change was proposed between cer- 
tain points in Washington. 

“It is the general policy of the re- 
spondents to maintain their interstate 
and intrastate rates on the same levé]; 
and applications to the state regulatory 
bodies have been made by the respond- 
ents for general increases in their intra- 
state rates within Oregon, Washington, 
Idaho, and Montana,” said Examiner 
Coyle. 

Effective March 30, 1949, he said, the 
respondent carriers’ rates were subjected 
to a general increase of four per cent 
and the increased rates were found just 
and reasonable in Increases, Calif., Ariz. 
Colo., N.M., and Tex., 51 M.C.C. Ti. 
He said that effective August 28, 1950, 
the rates were increased generally by 
3.8 per cent. This was accomplished by 
increasing by eight per cent the rates in 
effect prior to March 30, 1949, he said. 

“There are approximately 250 respond- 
ents of which less than 15 per cent are 
Class I carriers of general commodities,” 
said the examiner. 


“The respondents’ evidence relates 
principally to their volume of trafic. 
revenues, expenses, and the extent 
which various items of expense have 
been increased during the recent past. 
They contend that unless the prop 
increase is approved, their ability to cot 
tinue the performance of service essen 
tial to the civilian economy and thé 
defense needs of the country will & 
impaired.” 

Labor constituted the main expense 
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the respondent carriers, he said, and 
added that for some it amounted to as 
much as 60 per cent of all operating ex- 
penses. 

“The general increase of six per cent 
in rail rates in the area became effective 
August 28, 1951,” he said. “This gave 
the motor carriers a competitive advan- 
tage and resulted in a diversion of con- 
siderable traffic to some of the respond- 
ents. These respondents are of the 
opinion that the traffic will revert to the 
railroads if the proposed increase in 
truck rates becomes effective. If the 
proposed increase does not become ef- 
fective the respondents do not believe 
they will long retain their competitive 
advantage in view of the probability that 
the railroads will reduce their rates on 
desirable traffic to meet the present 
truck rates. Some motor carriers did not 
notice any appreciable increase in their 
truckload traffic subsequent to the gen- 
eral increase in railroad rates. 

“Other than the traffic diverted to the 
motor carriers by reason of the present 
difference between the rail and motor 
carrier rates, the respondents do not 
anticipate that they would lose any ap- 
preciable amount of traffic if their pro- 
posed general increase becomes effective. 
They predicate this view upon the fact 
that no substantial loss of traffic was 
experienced as a result of previous gen- 
eral increases. 

“The protestants contend that the 
respondents have failed to show that a 
general increase in the level of their 
rates has been justified.. Most of the 
shippers are subject to price control 
regulations and could not pass on to the 
consumers any increase in their trans- 
portation costs. 

“The Office of Price Stabilization does 
not oppose any increase which may be 
found justified. It points out, however, 
that increases in transportation charges 
on some commodities are pyramided by 
the time they reach the consumer be- 
cause wholesalers and retailers are per- 
mitted established markups over cost. 












































Private Carrier Operations 


Examiner Coyle said private carrier 
operations in the Pacific Northwest had 
increased and the respondents antici- 
pated that there would be further in- 
creases. If the rate boost sought was 
allowed, he said, some of the protestants 
that were private carriers planned to 
expand their private carrier operations, 
and others which did not now own any 
motor vehicles planned to begin private 
operations. 

He said that in Increased Common 
Carrier Truck Rates in the East, 42 
MC.C. 633, division 2 found that a rate 
level that would produce an operating 
ratio of approximately 93 per cent would 
be just and reasonable. 

“In the examiner’s opinion,” he said, 
“the respondents have demonstrated 
that a general increase in their rates is 
necessary. The question is: How much 
of an increase is justified? 


_“The examiner is cognizant of the, 
importance, in the interest of preserving 
the present economy, to prevent un- 
hecessary increases in prices including 
the price of transportation. On the 
other hand, he must recognize the 
hecessity for preserving motor carrier 
Properties to the end that essential 
transportation of defense and civilian 
8oods can continue. Motor carrier 
equipment must be replaced constantly 
and depreciation reserves, accumulated 



































on the basis of comparative low prices 
of equipment being retired, are insuffi- 
cient to cover the cost of new equip- 
ment. Outside financing cannot be ob- 
tained unless the motor carrier bor- 
rowers can present a favorable financial 
prospect. 


“The operating revenues and expenses 
for the year prior to September 30, 1951, 
are not the sole criteria upon which a 
decision can be based. Many of re- 
spondents’ costs for labor, materials, and 
other items have risen during that 
period, and the total operating expenses 
for the year only partially reflect those 
increased expenses. The increased ex- 
pense represented by the federal tax 
on diesel fuels and increased gasoline 
tax are not included in those data.” 


The report said any exceptions to the 
examiner’s findings were to be filed with 
the Commission’s Secretary in Washing- 
ton, D.C., within 25 days from De- 
cember 4. 





Examiner Proposes Plan to 
Protect Employes in Depot 


Project at New Orleans 


By a supplement proposed report 
in Finance No. 15920, New Orleans 
Union Passenger Terminal Case, Ex- 
aminer Jerome K. Lyle has recom- 
mended that the Commission find 
that a fair and equitable arrange- 
ment for protecting the interests of 
employes adversely affected by the 
New Orleans terminal project will 
be provided by applying the terms 
of the “Washington Agreement” of 
May 21, 1936, subject to suggested 
limitations or restrictions. 


Examiner Lyle said he based his rec- 
ommendations on conclusions stated in 
his report and that they were consistent 
with the circumstances in this proceed- 
ing and in conformity with a decision of 
the Supreme Court of the United States 
in Railway Labor Association v. U.S., 339 
USS. 142. 

After detailing the limitations or re- 
strictions he proposed, Examiner Lyle 
said the intent and effect of his recom- 
mendations were that all employes ad- 
versely affected by the New Orleans 
transaction should receive the protection 
afforded by the Washington Agreement, 
reduced as to dismissed employes to the 
extent that they received compensation 
in other employment or under employ- 
ment insurance laws. 

He said further that the intent and 
effect of his proposal was that employes 
adversely affected prior to May 17, 1952 
(four years from the effective date of 
the Commission’s order of approval of 
the New Orleans terminal transaction) 
were to receive as a minimum the pro- 
tection afforded by the “Oklahoma con- 
ditions” (Oklahoma Railway Co. Trustees 
Abandonment, 257 I.C.C. 177, 197-201) 
as prescribed in the report of division 4 
(267 I.C.C. 763) approving the trans- 
action, for the period they were adversely 
affected prior to May 17, 1952, but that 
if the total amount of such compensation 
was less than they would receive under 
the Washington Agreement, as limited, 
applied from the date of the adverse 
effect, then they were entitled to the 





39 


| ICC NEWS 


remaining benefits that they would have 
enjoyed under the latter. 

“While it is unlikely under the exist- 
ing circumstances that the situation will 
arise,” continued the examiner, “should 
the amount of compensation to which 
an employe is entitled under the original 
Oklahoma conditions applied to May 17, 
1952, equal or exceed the amount to 
which he would be entitled under the 
Washington Agreement, as limited, then 
he would be entitled to nothing under 
the latter.” 


Examiner Lyle said that after service 
of the report and order of division 4 
in the New Orleans: case in April, 1948, 
the Railway Labor Executives Associa- 
tion requested reopening, reconsidera- 
tion, and modification of so much of 
the report and order as found and pro- 
vided that the period of protection for 
the employes adversely affected was lim- 
ited to four years from the effective date 
of the order. 

He said the modification sought was 
that such protective period for each em- 
ploye continue for four years from and 
after the date when he was affected by 
the transaction. 

With the applicant railroads’ consent, 
he said, the case was reopened for the 
aforementioned limited purposes, and, on 
reconsideration, the entire Commission, 
by order of July 6, 1948, denied the peti- 
tion. 


Case Taken to Court 


Failing to obtain the modification, 
said the examiner, the labor organiza- 
tion sued the United States and the 
Commission in the District of Columbia 
federal district court and asked that the 
objectionable portion of the order be set 
aside. He said a three-judge statutory 
court dismissed the complaint and an 
appeal was taken to the Supreme Court. 
That court, he said, reversed the district 
court’s judgment and remanded the case 
to the latter with instructions to remand 
it to the Commission for further pro- 
ceedings in conformity with the opinion. 

The district court, on May 26, 1950, 
he said, remanded the case to-the Com- 
mission and ordered set aside as con- 
trary to law that part of the I.C.C.’s 
report and order holding that it had no 
statutory power under section 5(2)(f) 
of the interstate commerce act to pro- 
vide employe protection beyond four 
years from the date of the order au- 
thorizing the transaction. 

Examiner Lyle said the Commission 
was directed to take such further action 
as, in its discretion, would provide a fair 
and equitable arrangement for employe 
protection consistent with the circum- 
stances of the New Orleans terminal 
project and compatible with the Su- 
preme Court’s opinion. He said the 
Commission reopened the case for re- 
consideration and such further action 
as would permit it to comply with the 
mandate. 

The railroads’ Washington Agreement 
of May 21, 1936, said the examiner, pro- 
vided specific protection for employes 
thereafter adversely affected by any 
“joint action by two or more carriers 
whereby they unify, consolidate, merge, 
or pool, in whole or in part, their sep- 
arate railroad facilities or any of the 
operations or services previously per- 
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formed by them through such separate 
facilities.” 

With respect to displaced employes, 
he said, such protection applied from 
the date of adverse effect. He said 
these employes were those who lost 
their positions but were continued in 
service in other positions. 





Price for Motor Rights 


Purchase Held Excessive 


On the ground that the price of $5,000 
to be paid for the involved rights was 
excessive, Examiner Nathan Klitenic has 
recommended that the Commission deny 
an application of Merit Dress Delivery, 
Inc., of New York, N.Y., for authority to 
purchase the operating rights of Burton 
D. Chait, doing business as Burton 
Transportation Co., also of New York. 
His recommendation was contained in a 
report issued in MC-F-5042, Merit Dress 
Delivery, Inc.—Purchase—Burton D. 
Chait. 

Under terms of an agreement, accord- 
ing to the report, Merit Dress Delivery 
would purchase for $5,000 in cash the 
operating rights of Burton Transporta- 
tion involving transportation of unfin- 
ished ladies’ garments from New York to 
Manchester and New Britain, Conn., and 
of finished ladies’ garments in the re- 
verse direction, over irregular routes. 
It said Burton’s operating authority be- 
tween New York and Manchester had 
been under continuous lease to Merit 
Dress Delivery since 1946, that since ap- 
proval of the lease approximately $3,000 
had been paid for rental, and that con- 
tinued payment of rental over an addi- 
tional 9-year period would exceed the 
purchase price for the rights. 

The examiner said Burton Transporta- 
tion had never conducted any operations 
under the involved rights and the rental 
received under the lease had been in the 
“nature of a toll” for the use of the 
public highways in the rendition of a 
. service that Merit Dress Delivery over a 
long period of time had established and 
maintained. 

“Approval of the proposed purchase 
would further enrich vendor by an ad- 
ditional $5,000,” said the examiner. “The 
holders of operating rights should not 
be permitted to profit merely from the 
ownership of rights granted by this Com- 
mission without regard to _ service 
rendered by them.” 

Under the circumstances, the examiner 
said he was of the opinion that the price 
to be paid was excessive, and that appli- 
cant had failed to show that the trans- 
action proposed would be consistent with 
the public interest. 





Reduced Truck Rate on Drugs, 
New York to Florida, Upheld 


A recommendation that the Commis- 
sion uphold, notwithstanding opposition 
of several railroads, a proposed reduc- 
tion in the motor carrier rate, from 
$1.82 to $1.58 a hundred pounds, on 
drugs, medicines, chemicals or toilet 
preparations, minimum 25,000 pounds, 
from Clinton, Conn., to Jacksonville, 
Fla., has been made by Examiner L. J. 


Kassel in a report in I. and S. M-3782, 
Drugs and Coffee—To and From Jack- 
sonville, Fla. 


The examiner said the reduced rate, 
initiated by the Carolina Freight Car- 
riers Corporation on behalf of motor 
common carriers parties to a tariff of 
R. S. Cooper, agent, should be found 
just and reasonable, that the Commis- 
sion’s order suspending the effective 
date of the schedules from June 19 
until January 18, 1952, be vacated, and 
the proceeding discontinued. 


“Tf this rate is established,” said the 
examiner, “it will divide the traffic be- 
tween motor-water and all-motor routes 
using Carolina Freight Carriers which 
appears to have the only single-line 
motor service from Clinton to Jackson- 
ville.” 


The rate was suspended on a joint 
protest of the Atlantic Coast Line Rail- 
road Co., Seaboard Airline Railroad Co., 
and the Southern Railway System, ac- 
cording to the report. The witness for 
the protestants, the examiner said, 
implied that the proposed rate, if it be- 
came effective, would have to be met 
by the railroads, but “they deplored the 
idea” of the respondents making a re- 
duction in their rate to meet the motor- 
water rate when the water service was 
under suspension. According to the re- 
port, Pan-Atlantic Steamship Corpora- 
tion embargoed or temporarily sus- 
pended its service from New York City 
to Jacksonville in May, 1951, and the 
shipper then used the all-motor service 
at the rate of $1.82. 


The suspension of Pan-Atlantic 
Steamship’s service was only temporary, 
said the examiner. But aside from that, 
he said, it was clear that the principal 
reason for the proposed rate was that 
it was on the same basis, namely, about 
39 per cent of the first-class rates, as 
the motor carrier rates on drugs from 
Bridgeport, Conn., and other points 
taking the same rates as Stamford, 
Conn., to Jacksonville and certain other 
points in Florida. And in this connec- 
tion, the examiner added, it was shown 
that the railroad rates on drugs, mini- 
mum 50,000 pounds, to Atlanta, Ga., 
from Boston, Mass., and Norwich, Conn., 
were about 33 per cent of the railroads’ 
first class rates applying in connection 
with exceptions ratings, and from and 
to the same points the motor carrier 
rates, minimum 30,000 pounds, were 
approximately 36 per cent of their cor- 
responding first class rates. He said the 
protestants conceded that the present 
motor carrier rate of $1.82 from Clin- 
ton was not just in relation to the mo- 
tor carrier rate of $1.58 from Bridgeport. 


The examiner said he concluded that 
the proposed rate appeared to be com- 
pensatory and that it would accord the 
shipper at Clinton equality of rate treat- 
ment with the shipper at Bridgeport and 
other eastern origins on shipments to the 
southern region. 


Examiner Would Deny Motor 
Right Sale at Portland 


Examiner O. F. Lehnert has recom- 
mended that the Commission deny an 
application of Risberg’s Rand Truck Line, 
Portland, Ore., a corporation, for author- 
ity to purchase the motor-carrier operat- 
ing rights and property of Clem Risberg, 
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doing business as Risberg Truck Service, 
Portland, for $2,175. He also proposed 


denial of authority for acquisition ang 
control of the rights by Clem Risberg, 
of Portland, through the purchase. 













































































A proposed report was issued in MC-F-. 
5009, Clem Risberg—Control; Risberg’s a he 
Rand Truck Line—Purchase—Clem Ris- sche 
berg. to ré 

The examiner said that on the basis class 
of financial data on record, it was not local 
clear that Risberg’s Rand Truck Line of N 
would be in a position to pay the pur- exan 
chase price. The Commission, he said, port 
should find that the transaction would than 
not be consistent with the public interest, the 
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Woolen Piece Goods 14 of 

MC-C-1184, Glen Woolen Mills, Ine. v. J Posed 
Brown & Pollack Motor Lines, Inc. By 
Examiner Henry C. Lawton. Recom- D 
mends finding that rate of $1.12 a 100 res 
pounds charged on shipments of woolen L ¢ 
piece goods, transported from Norwich, Pa., t 
Conn., to New York, N.Y., between April amine 
15, 1947, and November 4, 1948, was in- mend 
applicable, and that the applicable rates and 
during the period of movement were 72 dresse 
cents, plus 7 cents surcharge, from April rates 
15 to May 4, 1947, inclusive; 77 cents, than 
plus 7 cents surcharge, from May 5, 1947, that 
to May 24, 1948, inclusive; 87 cents from Inc., | 
May 25, 1948, to November 3, 1948, in- the e: 
clusive, and $1.12 from November 4 to notice 
December 1, 1948, inclusive. The exam- becor 
iner proposed that an order be entered the es 
closing the proceeding. No appearance tive J 
was made by or on behalf of the com- on lac 
plainant at the hearing held on March parel 
30 in New York, N.Y., and the defend- Easto1 
ant introduced evidence on the issue of the p1 
the applicability of the rate charged, said rates, 
the examiner. A possible explanation of parel 
the failure of the complainant to appear @ ing su 
and prosecute the complaint, said he, not h 
was the “fact that prior to the hearing portec 
it petitioned for leave to withdraw the dresse 
complaint, which petition was denied, posed 
because the complaint alleged that de- § plied | 
fendant charged an inapplicable rate, on he 
which is a violation of the act.” _ 

ul. 
Rate Restrictions am 

I. and S. M-3810, Rate Restrictions— te 
Middle Atlantic Territory. By Examiner tion « 
Thomas F. Kilroy. Recommended that until . 
the Commission find not shown just and 
reasonable, proposed new individual min- Mui 
imum class-rate restrictions, some only uit. 
on local traffic, others only on joint-line lL ¢ 
traffic, and still others on local and joint- Lines, 
line traffic, between points in Trunk Lin¢ @ Exam; 
Territory. Cancelation of the schedules mend, 
and discontinuance of the proceeding and r 
should be ordered, said the examinel. son T} 
The New York & Pennsylvania Moto lishme 
Express, Inc., he said, presented evidence and 5¢ 
in support of its proposed’ individual York, 
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minimum class-rate restriction on local 
truckload traffic, but abandoned any de- 
fense of its proposed minimum class-rate 
restriction on joint-line truckload traffic. 
He said none of the remaining motor 
common carrier respondents appeared at 
a hearing in the case. The suspended 
schedules were published in an attempt 
to restore previously effective minimum 
class rate restrictions of fifth class on 
local truckload traffic for the account 
of New York & Pennsylvania, said the 
examiner. Assuming, he said, that trans- 
portation of traffic at class rates lower 
than fifth class was not profitable for 
the named carrier, the proper remedy 
was not a minimum class-rate restric- 
tion but rather an upward revision of 
its present class rates or classification 
ratings or perhaps both. Until this was 
accomplished, he said, the carrier should 
not be permitted to increase its present 
class rates and classification or excep- 
tions ratings which ranged downward 
from fifth through sixth class, in the 
absence of convincing justification which 
was not found in the evidence presented. 
He said the schedules, filed to become 
effective July 9 and later by 24 members 
of the Middle Atlantic States Motor 
Conference, Inc., were protested by the 
Lynchburg (Va.) Traffic Bureau. Oper- 
ation of the proposed schedules, he said, 
was suspended until February 8, 1952. 
The examiner said that prior to the 
hearing the conference, at the request of 
14 of the carriers, canceled their pro- 
posed individual minimum restrictions 
under special permission. 






































Dresses 


I. and S. M-3775, Dresses, Etc.—From 
Pa., to Newark and New York. By Ex- 
aminer George A. Dahan. Recom- 
mended that the Commission find just 
and reasonable, proposed schedules on 
dresses, on hangers, and that proposed 
rates on ladies’ wearing apparel other 
than dresses are unlawful. Proposed 
that respondent, S.D.G. Dress Delivery, 
Inc., be required to cancel schedules to 
the extent found unlawful, on one day’s 
notice, within 30 days from date order 
becomes effective. The schedules, said 
the examiner, were filed to become effec- 
tive June 16, proposing increased rates 
on ladies’ dresses and other wearing ap- 
parel from Allentown, Bethlehem, and 
Easton, Pa., to New York, N.Y. He said 
the proposed rates, as well as the present 
rates, also applied on ladies’ wearing ap- 
parel other than dresses, such as bath- 
ing suits. The respondents, he said, did 
not hold authority and had not trans- 
ported finished garments other than 
dresses on hangers. He said the pro- 
posed rates to the extent that they ap- 
plied on commodities other than dresses 
on hangers exceeded the scope of the 
respondent’s authority and were unlaw- 
ful. He said that on protest of the 
Popular Priced Dress Manufacturers’ 
Group, Inc., and the National Dress 
Manufacturers’ Association, Inc., opera- 
tion of the schedules was suspended 
until January 15, 1952. 


























Muitiple Ride Fares 


I. and .S. M-3795, Hudson Transit 
Lines, Inc.—Multiple Ride Fares. By 
Examiner George A. Dahan. Recom- 
mended that the Commission find just 
and reasonable, schedules filed by Hud- 
Son ‘Transit Lines, Inc., proposing estab- 
lishment of increased 10-trip, 46-trip, 
and 50-trip passenger fares, between New 
York, N.Y., and certain points in New 


















York and New Jersey. Vacation of order 
of suspension and discontinuance of 
proceeding proposed. The examiner said 
the proposed adjustment resulted in in- 
creases in the present multiple ride fares 
ranging from 8.5 to 11.8 per cent, and 
averaging 10 per cent. The schedules, 
he said, were filed to become effective 
June 29, and, on the Commission’s own 
motion, their operation was suspended 
until January 27, 1952. 


Lift Trucks 


I. and S. M-3748, Lift Trucks and 
Parts—Thomas Motor Freight, Inc. By 
Examiner Levi M. Pettis. Discontinu- 
ance of proceeding recommended on 
finding just and reasonable, schedules 
filed to become effective May 18, by 
Thomas Motor Freight, Inc., proposing 
commodity rates on lift trucks and lift 
truck parts, minimum 16,000 pounds, 
between Danville, Ill, and Oklahoma 
City, Okla, and Dallas and Houston, 
Tex. The schedules had been suspended 
until December 17 on protest of certain 
railroads, said the examiner. He said 
the proposed rates reflected substantial 
necessary increases over the present 
rates and appeared to be not only rea- 
sonably compensatory but necessary in 
order for the respondent to conduct 
successful operations. 


Auto Body Sealer 


I. and S. M-3784, Compounds—Le- 
monts, Ill., to Detroit, Mich. By Ex- 
aminer James J. Williams. Discontin- 
uance of proceeding recommended on 
finding not shown just and reasonable, 
proposal of Darling Freight, Inc., to es- 
tablish for application over its route, a 
commodity rate of 34 cents a 100 pounds, 
minimum 23,000 pounds, on automobile 
body sealer, or sound deadener com- 
pound, from Lemonts, Ill., to Detroit, 
Mich., and points taking the same rates. 
The examiner said the schedules should 
be ordered canceled without prejudice 
to filing of new schedules in accordance 
with the views expressed in his report. 
He concluded that the proposed sched- 
ules, if amended to establish a rate of 
36 cents, minimum 28,000 pounds, would 
be compensatory and would be just and 
reasonable. The schedules, he said, were 
filed to become effective June 21, and, 
on protest of Central States Motor 
Freight Bureau, Inc., operation of the 
schedules was postponed until January 
20, 1952. 


Certificates—Licenses—Permits 


Florida (Delray Beach) — MC-105636, 
Sub. 9, Refrigerated Food Delivery, Inc., 
Extension—Chicago, Ill. Denial of cer- 
tificate proposed. General commodities, 
with exceptions, between points in the 
Chicago, Ill., commercial zone, on one 
hand, and, on other, Miami and West 
Palm Beach, Fla., and points within 25 
miles of each, with service limited to 
shipments which have an immediately 
prior or immediately subsequent move- 
ment by air; over irregular routes. 

Illinois (Chicago) — MC-72997, Sub. 9. 
Liberty Trucking Co., Extension—Tiffany. 
Certificate proposed. (a) General com- 
modities, with exceptions, (1) serving 
Camp Grant, Pecatonica, and Winne- 
bago, Ill., in connection with regular 
route operations between Rockford ahd 
Freeport, Ill., over U.S. highway 20; (2) 
serving Shopiere and Tiffany, Wis., as 
off-route points in connection with regu- 


: 
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lar route operations between Janesville, 
Wis., and junction U.S. highway 14 and 
Wis. highway 140, over U.S. highway 14, 
and between Beloit and Clinton, Wis., 
over Wis. highway 15; (b) general com- 
modities, with exceptions, over described 
routes, serving specified points in IIl., 
serving specified intermediate and off- 
route points; and over described alter- 
nate route in IIl., serving no intermediate 
points. 

Kansas (Jetmore) — MC-107799, Sub. 
2, J. O. Ringgenberg, Extension—West- 
ern Kansas. Certificate proposed. Lique- 
fied petroleum gases, bulk, in tank ve- 
hicles, from Borger, Tex., and Hooker 
and Tyrone, Okla., to points in a de- 
scribed Kan. area, over irregular routes. 

Maryland (Friendsville) — MC-113035, 
Wilbur Lowdermilk, Contract Carrier Ap- 
plication. Permit proposed. Clay from 


- Ohiopyle, Pa., and points within 10 miles 


thereof, to Jennings, Md., and points 
within 10 miles thereof, over irregulat 
routes. 

Michigan (Detroit) —MC-59336, Sub. 9, 
U.S. Truck Co., Inc., Extension—Alter- 
nate Routes (corrected report). Cer- 
tificate proposed. General commodities, 
with exceptions, (1) between Toledo, O.. 
and junction U.S. highway 23 and Mich. 
highway 17, near Ann Arbor, Mich., over 
U.S. highway 23; (2) between Ann 
Arbor and junction U.S. highways 23 
and 16 near Brighton, Mich., over US. 
highway 23, both as alternate routes in 
connection with regular route opera- 
tions, with no service at intermediate 
points. 

Missouri (Cape Girardeau)—L. A. 
Tucker Truck Lines, Inc., Extension— 
Belleville, Ill. Certificate proposed. Gen- 
eral commodities, with exceptions, serv- 
ing the site of the St. Joseph Lead Co., 
located about four miles west of Lead- 
wood, Mo., as an off-route point in con- 
nection with applicant’s presently-au- 
thorized regular route operations, and 
between East St. Louis, Ill., and Belle- 
ville, Ill., over U.S. highway 460, as an 
alternate route for operating conven- 
ience only, serving no _ intermediate 
points. 

Missouri (Moberly) — MC-49387, Sub. 
7, Orscheln Bros. Truck Lines, Inc., Ex- 
tension—Alternate Route. Certificate 
proposed. General commodities, with ex- 
ceptions, between junction U.S. highway 
24 and Ill. highway 103 near Ripley, IIl., 
and junction Ill. highways 100 and 10, 
over an alternate route for operating 
convenience only in connection with ap- 
plicant’s otherwise authorized regular- 
route operations to and from Chicago. 
Ill., serving no intermediate points, and 
with service at the junction of Ill. high- 
ways 100 and 10 for the purpose of 
joinder only. 


Missouri (North Kansas City)—MC- 
200, Sub. 128, Riss and Co., Inc., Exten- 
sion—U.S. highway 64. Certificate pro- 
posed. General commodities, except 
livestock, between Tulsa and Buffalo, 
Okla., over U.S: highway 64, serving no 
intermediate points, and serving Buffalo 
for the purpose of joinder only, as an 
alternate route for operating conven- 
ience only, in connection with applicant’s 
presently authorized regular-route oper- 
ations between Tulsa and Denver, Colo., 
via Oklahoma City, Okla. Applicant, ac- 
cording to the report, also requested au- 
thority to transport general commodities, 
including dangerous explosives, over an 








S|). says J. L. PATTERSON, 
\ T.P.&W. General Agent at Cincinnati 
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“For two years or more, our advertisements have talked about ourselves,” says 
J.L.Patterson. “That's all right, because that’s what advertising is supposed to 
do. But at Christmastime, I think we ought to change the subject and 

pay a little tribute to the fellows with whom we do business. 


“I don’t mean to hand out any flattery, and I am sure no one will 
mistake my words as such when I say that traffic men are a friendly 
bunch. I know that whenever I| or another T.P.& W. traffic repre- 
sentative pays a call, we get a warm reception—even if we’re meet- 
ing a traffic man for the first time. This friendliness carries 
over after office hours too, at transportation club meetings and 
other events and gatherings where we run into each other. 


“And another thing-once in a while shippers don’t get the 
kind of service that we are always so anxious to give. 
Even though that happens rarely, traffic men are understand- 
ing and reasonable in their requests. 


“I can truthfully say that one of the reasons I enjoy representing 
T.P.&W. is the high caliber of men I contact. To these men, and 
to shippers and traffic men everywhere, I offer the sincere 
wishes of the entire T.P.&W. traffic department for a merry 
Christmas and a happy, prosperous New Year.” 


You don't do business with a TRAIN... 


...you do business with people, so meet J. L. Patterson, 
T.P.&W. General Agent at Cincinnati and originator 
of this month’s TRAFFIC WORLD advertisement. 


Mr. Patterson has served over 20 years with T. P.& W. — 
in Pittsburgh from 1926 to 1929, and in Cincinnati since 1931. 
Before joining T.P.& W. he was associated with the 
Wheeling and Lake Erie Railroad at Pittsburgh. 

He and Mrs.Patterson enjoy music and fishing. 

They have a son and daughter, both married, 

and one granddaughter. 
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alternate route between McAlester and 
Calvin, Okla. It said applicant, ad- 
mittedly, transported very little, if any, 
general traffic, over its present circuitous 
route, via Atoka, to Oklahoma City from 
McAlester or points immediately north 
or east thereof, and that the only freight 
it now hauled over this route was dan- 
gerous explosives. It seemed, said the 
report, that applicant would not only be 
able to inaugurate a new general opera- 
tion from and to McAlester, which it did 
not now perform, but also improve its 
competitive situation with respect to the 
movement of the dangerous explosives. 
Without a proper showing that there 
was a direct public need for the proposed 
service over the alternate route between 
McAlester and Calvin, the report said, 
“it cannot be approved.” 

Missouri (St. Louis) — MC-61616, Sub. 
49, The Missouri Pacific Transportation 
Co., Extension—Knobel, Ark. Certificate 
proposed. Passengers, baggage, express, 
mail and newspapers between junction 
Arkansas highways 1W and 90 and Kno- 
bel, Ark., over Arkansas highway 90, 
serving all intermediate points. 

Nebraska (Omaha) — MC-40223, Sub. 
27, Interstate Transit Lines, Extension— 
Relocated Highway. Certificate proposed. 
Passengers and their baggage, express, 
mail, newspapers, between junction U.S. 
highway 30 and relocated U.S. highway 
30 near Medicine Bow, Wyo., and junc- 
tion relocated U.S. highway 30 and U.S. 
highway 30 near Walcott, Wyo., over re- 
located U.S. highway 30; serving all in- 
termediate points; applicant to request 
cancellation of present rights between 
same termini over U.S. highway 30. 

New Jersey (Paterson)—MC-668, Sub. 
48, Inter-City Transportation Co., Inc., 
Extension—New York Highway 17. Cer- 
tificate proposed. Passengers, baggage, 
and express between Goshen, N.Y., and 
Fair Oaks, N.Y., over N.Y. highway 17, 
serving all intermediate points. 

New Mexico (Albuquerque) — MC- 
110264, Sub. 3, Duncan A. McLeod, dba 
Albuquerque Phoenix Express, Extension 
—Reserve, N.M. Certificate proposed. 
General commodities, with exceptions, 
between Datil, N.M., and Reserve, N.M., 
over N.M. highway 12, and between junc- 
tion U.S. highway 60 and N.M. highway 
32 and junction N.M. highway 32 and 
N.M. highway 12, over N.M. highway 32, 
serving all intermediate points on both 
routes. 

New York (New York) — MC-66562, 
Sub. 1086, Railway Express Agency, Inc., 
Extension—Coalwood, W.Va. (Corrected). 
Certificate proposed. General commodi- 
ties moving in express service, serving 
Coalwood, W.Va., as an off-route point 
in connection with applicant’s otherwise 
authorized regular-route operations be- 
tween Welch and Berwind, W.Va., and 
subject to the same conditions as set 
forth in applicant’s certificate in MC- 
66562, Sub. 1030. 

Oklahoma (Yukon)—MC-97756, Sub. 
3, Yukon Truck Lines, Inc., Extension 
—Fertilizer: Denial of certificate pro- 
posed. Over irregular routes, (1) cotton- 
seed meal, seed cake and pellets, soy- 
bean meal, soybean cake, from specified 
Ark. points to points in Okla.; (2) 
fertilizer, from specified Ark. and Tex. 
points to points in Okla. 

Pennsylvania (Danville) — MC-33520, 
Sub. 7, Follmer Trucking Co., Extension— 
Red Rock, Pa. Certificate proposed. Iron 


castings, serving Red Rock, Pa., as an 
off-route point in connection with appli- 
cant’s presently-authorized regular-route 
operations between Philadelphia and 
Benton, Pa. 

Texas (Dallas) — MC-2229, Sub. 45, 
Red Ball Motor Freight, Inc., Extension 
—Majors Field, Tex. Certificate proposed. 
General commodities, with exceptions, 
serving Majors Field, Tex., as an off- 
route point in connection with regular 
route operations to and from Green- 
ville, Tex. 

Texas (Paris) — MC-29812, Sub. 22, 
North East Texas Motor Lines, Inc., Ex- 
tension—Majors Field, Tex. Certificate 
proposed. General commodities, with 
exceptions, serving Majors Field, Tex., as 
an off-route point in connection with 
regular route operations to and from 
Greenville, Tex. 

Virginia (Arlington)—MC-68167, Sub. 
25, Washington, Virginia & Maryland 
Coach Co., Inc., Extension—Arlington 
County, Va. Certificate proposed. Pas- 
sengers and their baggage, newspapers, 
Express, mail, over described routes be- 
tween specified points in Arlington 
county, Va., serving all intermediate 
points. 

Virginia (Richmond)—MC-29964, Sub. 
5, Cochrane Transportation Co., Exten- 
sion—Alternate Routes. Certificate pro- 
posed. General commodities, with ex- 
ceptions, between specified points in Va., 
over alternate routes, for operating con- 
venience only, serving no intermediate 
points, in connection with applicant’s 
otherwise authorized regular-route op- 
erations between Richmond, Va., and 
Washington, D.C. 


No. 30939, United States of America v. 
— & Rockfish Railroad Co. 
et al. 

Alleges that failure, neglect, and re- 
fusal of defendants to grant allowance 
to the United States or its agent, or 
otherwise to absorb the cost of wharfage 
and handling on export, import, inter- 
coastal and coastwise traffic of the United 
States moving over Army Base Piers 
Nos. 1 and 2 at Norfolk, Va., departs 
from general practice and custom of de- 
fendants and complainant is required 
to pay rates that include the cost of 
such wharfage and handling but at the 


same time provide its own facilities and 
services, in violation of sections 1, 2, 3, 
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and 6. Asks cease and desist order and 
finding of law violation. (E. M. Bran- 
non, Major General, U.S.A., the Judge 
Advocate General for the Secretary of 
the Army, by Robert W. Brown, Briga- 
dier General, U.S.A., Assistant Jucze 
Advocate General, Rm. 3-E-336, The 
Pentagon, Washington 25, D.C.) 


ae a of 


No. 30940, Status of Parmelee Trazis- 
portation Co., Chicago, Ill. 


Proceeding of investigation and in- 
quiry instituted by the Commission, on 
its own motion, to determine whether 
Parmelee Transportation Co., and the 
services performed by it, are subject to 
part I of the interstate commerce act. 
Proceeding assigned to division 3 for 
handling and disposition. 


No. 30942, S. Wilkoff & Sons Co., Cleve- 
land, O. v. C. & O. et al. 

Alleges rates'on 84 carloads of scrap 
iron and steel from North Flint, Mich, 
to Cleveland, O., in 1949, 1950, and 1951, 
in violation of sections 1 and 6. Asks 
cease and desist order, rates, and repara- 
tion of $1,500. (F. B. Stephen, 19 S. 
Wells St., Chicago, Il.) 

* * & 


No. 30943, Booth & Olson, Inc., Sioux 
City, Ia., v. Milwaukee et al. 

Alleges in violation of sections 1 and 
6 rates on carloads of steel road forms, 
September 8, and 9, 1949, from Blaw- 
nox, Pa., to Rock Valley, Ia. Asks cease 
and desist order and finding as to rate. 
(P. R. Wigton, 1221 Baderow Bldg, 
Sioux City, Ia.) 

a * 
No. 30944, Hilton-Davis Chemical Co., 
Cincinnati, O., v. Pennsylvania. 

Alleges rate on 9 carloads of waste 
product, obtained in the production of 
aspirin, shipped between January 24 and 
June 1, 1950, from Trenton, N.J., to Cin- 
cinnati, in violation of section 1. Asks 
reparation of $1,156.59. (Lester E. Bar- 
ber, Cincinnati 26, O.) 

ae So ne 
MC-C-1347, Omaha (Neb.) Chamber of 
Commerce v. Ward L. Adrian et al. 

Alleges rates on shipments less than 
1500 pounds, applying from Omaha, 10 
cents a 100 pounds higher than rates 
on shipments of over 1500 pounds, Iowa 
intrastate, in violation of section 216 (d). 
Asks cease and desist order and rates. 
(R. H. Heinecamp, Manager of Trans- 
portation Dept., Omaha Chamber of 
Commerce, 108 South 18th Street, 
Omaha, Neb.) 


M.P. Reorganization Hearing Ends; Board 
Chairman Asks ‘Mahaffie Act’ Adjustment 


T. C. Davis, M.P. Board Chairman, Robert R. Young, Alleghany Corpora- 


tion Board Chairman, Others, Say Road’s Capital Structure Could Be 


Adjusted and Reorganization Ended. Briefs Due January 28, 1952. 


Six days of hearing at Washington 
in No. 9918, Missouri Pacific Reor- 
ganization, to bring up to date the 
record of changes and developments 
since the Commission approved a 
plan of reorganization in 1949, to 


determine whether or not the plan 
should be revised, came to an end 
in the evening hours of December 3 
(T.W., Dee. 1, p. 19). 


R. T. Boyden, assistant director of the 
Commission’s Bureau of Finance, who, 
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December 8, 1951 


with Examiner Vernon Baker, conducted 
the hearing, announced that there would 
be a proposed report in the proceeding. 
After discussion with counsel, he said that 
priefs would be due January 28, 1952. 

The final days of the hearing, which, on 
the first day, brought the dismissal of 
Pp. J. Neff as president of the debtor rail- 
road (he remained as chief operating 
officer for the trustee), heard Robert R. 
Young, chairman of the board of Alle- 
ghany Corporation, say it was a “national 
disgrace” that M.P. bonds carried a rate 
as high as 5 percent. Mr. Neff’s resigna- 
tion as M.P. president was asked by T. C. 
Davis, M.P. board chairman, for testi- 
mony the latter thought “detrimental” 
to the railroad. 

Edward K. Wheeler who, with former 
Senator Burton K. Wheeler, represented 
the debtor railroad, pursued the line 
of questioning he had followed earlier 
as to declining traffic Mr. Neff said had 
been shown for certain commodities, and 
as to a statement by Mr. Neff that tem- 
porary factors, such as exports under 
the European aid program, and the 
Korean conflict, had reversed a down- 
ward trend in railroad traffic. 

Among other things, Mr. Wheeler at- 
tempted, but failed, to obtain agreement 
by Mr. Neff that M.P. traffic showed a 
close correlation with total production 
and business indices. 

After discussion of a request by Mr. 
Wheeler that correspondence between 
Mr. Neff and his railroad managers, 
which had formed material for decisions 
concerning management of the railroad, 
Mr. Boyden directed that the method 
by which the information got into the 
record should be worked out between the 
parties. 

A little later Mr. Neff took exception 
to Mr. Wheeler’s description of him as 
“pessimistic” and asserted that he had 
never expressed pessimism. 

Lucien Hilmer, for the independent 
directors of the M.P. asked questions 
which showed the difference between 
the gross freight revenues reported to 
the Commission in accordance with its 
form, and the freight revenue as con- 
tained in exhibits Mr. Neff had offered, 
the latter explaining the deductions 
which accounted for some of the dif- 
ference. He said that, for the last 
three months of the year, if there was 
any difference in the monthly traffic 
totals, it would be in favor of October. 

In answer to questions as to whether 
or not he, or the trustee, had “the final 
word,” Mr. Neff said that the trustee 
was his superior officer, but that he had 
a “fairly free hand” in management 
decisions. 

Mr. Hilmer, referring to the fact that 
the illness of the wife of the trustee, 
Guy R. Thompson, had prevented the 
latter from attending the hearings, 
asked that the record be held open until 
such time as Mr. Thompson would be 
available to testify. Mr. Boyden said 
the request would be taken under ad- 
visement. 


The attorney also read a series of 
questions he had put to Mr. Neff at a 
court hearing November 9 on the latter’s 
motion to proceed with a track relaying 
program in 1952 and in each instance, 
Mr. Neff said that his reply was un- 
changed. 

‘ames J. Lewis, for the protective com- 
mittee for holders of common stock, in 
the course of questioning Mr. Neff, 
handed him a three-part chart on plain 
White paper, showing a line plotted in 
billions of dollars for the gross national 


product, a line plotted in millions of 
dollars for M.P. railroad operating reve- 
nues only, and another line plotted in 
millions of dollars showing the net in- 
come available for fixed charges. Mr. 
Neff replied that “this is not much of 
a chart” in his opinion, adding that he 
could not tell much by merely looking 
at it. 

R. D. Smith, for M.P. preferred stock- 
holders, asked a series of questions in 
which he sought to determine whether, 
in the minds of the country’s military 
authorities, there was greater likelihood 
of World War III, as there was in their 
minds a likelihood of World War II in 
1937. Mr. Neff admitted that there was 
a definite defense program and that 
Mr. Smith’s idea about the opinion of 
the military authorities might be a fair 
statement. 


Young Testifies 


Mr. Young repeated many of the 
charges about the “New York financial 
group” which had appeared in a full 
page advertisement in a Washington 
morning paper the day the hearing 
opened and which he had made at a 
press conference the evening before the 
hearing opened (T.W., Dec. 1, p. 21). 

In the course of opening questions by 
John L. J. Mart, counsel for Alleghany 
Corporation, in which the attorney said 
he was qualifying Mr. Young as an 
expert in the reduction of railroad debt, 
Kenneth McEwen, counsel for the In- 
ternational-Great Northern bondholders, 
arose to say that there was, according 
to law, no such thing as “a debt reduc- 
tion specialist.” 

In detailing the steps taken to reduce 
the debt of the Nickel Plate and the 
Pere Marquette, when the Alleghany 
Corporation gained control of those rail- 
roads in 1937, Mr. Young said he had 
acted practically as “a committee of 
one.” 

He asserted he could have “made 
clover” in a situation in 1937 when, he 
said, the M.P. first mortgage refunding 
bonds were selling at 12, and some of 
the other bonds of the system were sell- 
ing “at less than 1.” He said it was 
“a national disgrace where refunding 
bonds have paid 5 per cent over all 
these years when a little application of 
energy could have reduced them to a 
2.9 per cent basis.” He added that the 
insurance companies by “running down” 
the properties of the M.P. were doing 
a disservice to the national interest. 
Mr. McEwen moved that the remark be 
stricken as “scandalous,” and Mr. Boy- 
den said that the witness should stay 
within the terms of the notice of hear- 
ing. 

After the terms of the notice had been 
read, Mr. Young said that the MP. first 
and refunding bonds should be selling 
at their call price of 150 and that that 
would be true of bonds of the I.-G.N. 
and the New Orleans, Texas & Mexico. 
After referring to the situation of junior 
bonds, he said there was a better op- 
portunity for an immediate return to 
the M.P. owners of ownership and ad- 
ministration of their property than was 
presented when “we bought into the 
Pere Marquette in 1937.” In five or 
six years, he added, “we could do equally 
startling things.” He said if the own- 


ers were given the facts the bonds would 
be selling at par plus accrued interest 
and a 5 per cent premium within six 
months. Within five years, he said, the 
fixed charges would be substantially be- 
low the $17,000,000 provided in the Com- 
mission’s plan. 


He asserted that “the 
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values are there and all that is needed 
is that they be given a chance to assert 
themselves.” 

Later Mr. Young said that applica- 
tion of cash on hand and earnings to 
the rehabilitation of the M.P. credit 
would mean that, in five years, all of its 
bonds would be selling on a low interest 
basis, the preferred would make “marked 
progress,” and the common stock would 
be selling from $50 to $100 a share. 

Asked what he thought about the 
prospects for the M.P. properties, Mr. 
Young said he thought they had “a 
brilliant future.” 


Mr. Young also said he knew of no 
railroads expecting lower traffic, but that 
“bigger business” was expected in 1952 
and 1953. 


Bond Purchases 


Leonard Moore, counsel for the trustee 
under the first and refunding mortgage, 
asked if Mr. Young favored the purchase 
of bonds at discount, and whether, in 
such purchases, some of the holders did 
not receive less than others. Mr. Young 
replied that the holders would have been 
selling “voluntarily and eagerly,” and 
that he would not have solicited the 
sale of bonds at discount. He said he 
had, in fact, advised bondholders to 
keep their bonds. Mr. Yodung asserted 
that such purchases did a favor for the 
holder, as well as benefitting the rail- 
road, since, if the offer of 12 was not 
accepted, some one else would offer only 
1. 


Young said he had written most of 
the advertisement which appeared in the 
Washington newspaper, and asserted, 
after Mr. Moore had read passages to 
the effect that bondholders were en- 
titled to their full claim, that that had 
always been his feeling, and still was 
his feeling. 

In connection with certain portions of 
what Mr. Moore said was called the “Al- 
leghany plan” in the Commission’s 1949 
report, Mr. Young said that he had 
agreed to a $619,000,000 capitalization 
“under duress.” He said he had seen the 
plan in several drafts, but again repeated 
that he had “agreed to it under duress.” 
Mr. Moore remarked that “that is a 
phase of your life into which I do not 
wish to pry.” 


Bondholder Testifies 


John M. Balliet, of Appleton, Wis., 
holder of Missouri Pacific bonds and 
common stock, after asking to appear 
as the chairman of a protective com- 
mittee of holders of first and refunding 
bonds which he had formed, was per- 
mitted to appear for simself, since he 
had not as yet filed a formal petition 
for the committee for permission to 
intervene. 

He said that, in view of the earnings 
position of the M. P., there was no 
reason why it should expect its first 
mortgage bondholders to accept any- 
thing less than the full claim on their 
bonds. In that respect, he said: 

“The Missouri Pacific, during the past 
ten years, has earned not only the full 
interest on the $223,000,000 of first mort- 
gage bonds outstanding, but also the 
full interest on $10,000,000 of 5% serials, 
$50,000,000 of general 4s, $45,000,000 of 
5% convertibles, the full $5 dividend on 
70,000 shares of preferred stock and ap- 
proximately $16 per share on 810,000 
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shares of common stock. Understand 
me clearly now, this means full cover- 
age of its fixed interest bearing debt 
plus a total of $50 per share earned on 
its preferred stock and over $160 per 
share on the common stock during the 
past ten years. During the post-war 
years to 1950, the average net earnings 
of the road have been $35,708,891. In 
view of this, is there any sound or 
sensible reason why a railroad with this 
earning capacity should expect its first 
mortgage bondholders to accept any- 
thing: less than the full claim on their 
bonds?” 

Among other things, Mr. Balliet as- 
serted that “a debtor in the present 
financial condition of the Missouri Pa- 
cific is surely giving its first mortgage 
bondholders pretty shabby treatment 
when it asks them to accept a general 
mortgage security for 42 per cent of 
their claim when ... the preponderance 
of the evidence indicates they are well 
able to satisfy the first mortgage claim 
in full.” 

Although he had not been permitted 
to appear as a witness for the com- 
mittee he had formed, under cross- 
examination Mr. Balliet was asked a 
number of questions about it. He said 
he had paid all the expenses of mailing 
analyses of the condition of the MP., 
that he had received a number of offers 
of financial assistance but had, at the 
advice of counsel, refused to accept 
them. He said he was preparing to file 
a petition of intervention on behalf of 
the committee, of which, he said, he was 
the self-appointed chairman. 

Asked whether or not he had the as- 
sistance of a lawyer in connection with 
the committee and the analyses, Mr. Bal- 
liet raised a laugh and a scattering of 
applause in a hearing room largely filled 
with attorneys, when he replied that he 
had found it would cost more to employ 
counsel than to send out the analyses 
he had prepared, a cost which he esti- 
mated at $7,500. 

After it had been developed that Mr. 
Balliet had, a few weeks before the 
hearing, discussed the matter with Rob- 
ert R. Young, and had received a list 
of security holders from someone in the 
Alleghany Corporation organization, Mr. 
Balliet was asked if he knew that the 
so-called “Alleghany plan,” and _ the 
debtor’s plan, did not give the bond- 
holders the full value of their claim. 
Mr. Balliet replied that the M.P. had 
a lot of securities it had no business 
having in its portfolio, and that he was 
trying to say that he wanted the MP. 
to pay out all its cash. A little later 
he said his name was not on a list show- 
ing millions of dollars of allowances to 
attorneys and others, and that all he 
had received was about $20 a year for 
appearing as a director of the MP. at 
meetings. 


Yale Economist Testifies 


Professor Eugene V. Rostow, a mem- 
ber of the graduate faculty and of the 
law school faculty of Yale University, 
and a writer on economic and legal sub- 
jects, was offered as a witness by John 
L. J. Hart, representing the Alleghany 
Corporation. 


The first three hours, approximately, 
of Mr. Rostow’s direct testimony, con- 
sisted of a general statement of the 
economic situation of the United States 


and the factors explaining that situa- 
tion: He then turned to the situation 
of the railroads in relation to the gen- 
eral economic situation, to the situation 
of the southwestern railroads, and to 
the situation of the Missouri Pacific 
system. 

Professor Rostow said that the earn- 
ings of the M.P. system could hardly 
drop materially below present levels in 
the foreseeable future, and would prob- 
ably exceed those levels. Among the 
reasons given for his opinion, Professor 
Rostow said that “emergency has be- 
come the normal condition of the 
economy.” 

He also asserted that, apart from the 
effects of present and prospective mili- 
tary spending, changes in basic govern- 
ment policies toward employment would 
prevent extended depressions in peace- 
time. He spoke of deficit government 
financing as a “positive” measure assur- 
ing continued high levels of economic 
activity. 

Professor Rostow said that the general 
level of business activity, especially heavy 
industry activity, was the decisive factor 
governing the volume and profitability 
of railroad operations. He introduced 
charts to indicate that the traffic and 
revenues of the M.P. and other railroads 
varied with the level of the gross na- 
tional product. 

Turning to the reorganization of the 
M.P., Professor Rostow said that its re- 
organization should adapt the financia! 
structure of the system to its actual 
economic prospects, and thereby facili- 
tate the flow of investment, particularly 
risk investment. That principle implied, 
he said, that reorganization should min- 
imize the possibility of future default. 
and protect investors by assuring them 
the substance of their investment con- 
tracts. 


‘Normal Year’ Earnings 

The witness said that the “normal 
year” earnings figure used by the Com- 
mission at previous stages of the M.P. 
reorganization would be “unsound eco- 
nomically” if applied to the present sit- 
uation of the road. This was true, he 
asserted, because it dealt with traffic con- 
ditions in 1934, excluded so-called “emer- 
gency factors,” and assumed that the 
economy would suffer periodically from 
extended depressions. 

In view of his opinion that future M. 
P. earnings could hardly fall substantially 
below present levels and would probably 
rise above them, said Professor Rostow, 
“economic factors would require consid- 
eration of the possibility of solving the 
financial problems of the system within 
the framework of the existing capital 
structure, with interest and principal in 
default paid off or refinanced, and fixed 
charges maintained.” 

Professor Rostow’s direct testimony 
and cross-examination ran into an 
evening session, followed by a portion of 
a Saturday session. It had been hoped 
to complete the hearing on Saturday, 
December 1, but that turned out to be 
impossible and the hearing was ad- 
journed to Monday, December 3. 

In a lengthy cross-examination, and 
under questioning by Mr. Boyden, Pro- 
fessor Rostow reasserted the views stated 
in his direct testimony, repeating the 
thought that there should rather be a 
simplification rather than a reorganiza- 
tion of the capital structure, and that 
“present contracts” should be preserved. 
It was the opinion of some that this was 
a reference to suggestions previously 
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made that a so-called “Mahaffie act” 
modification of the M.P. securities could 
now be achieved. That act, now section 
20b of the interstate commerce act, per- 
mits a modification of the outstanding 
securities of a railroad with the consent 
of 75 per cent of those securities. 


Accounting Officer Called 


C. D. Peet, chief accounting and 
financial officer to Guy ‘Thompson, 
trustee for the M.P., was recalled to the 
stand to put in a long series of exhibits 
prepared by the trustee’s staff showing 
transportation and financial statistics. 

Among them was one showing the 
application of available net income for 
1948, 1949, 1950, and estimated net for 
1951, as provided in section “O” of the 
Commission’s plan, with an effective date 
of January 1, 1948. The total income 
available for interest of the companies 
in reorganization and other wholly- 
owned railway companies was shown as 
$40,797,650 for 1948; as $28,860,919 for 
1949; as $44,704,764 for 1950, and esti- 
mated as $35,683,000 for 1951. 

After interest, sinking fund charges 
and dividends on preferred stock, the 
remaining available net income _ was 
shown as $13,729,694 for 1948; $3,541,743 
for 1949; as $17,233,377 for 1950, and an 
estimated $7,832,550 for 1951. 

On the basis of that exhibit, Edward 
K. Wheeler, for the debtor railroad, 
asked Mr. Peet what the average earn- 
ings for common stock, as computed by 
the Commission in its fourth supple- 
mental report in the proceedings, would 
be for 1948 through 1951. The witness 
agreed to a figure of $14.03. 

Lucien Hilmer, representing the inde- 
pendent directors of the railroad, asked 
Mr. Peet, as he had asked Mr. Neff, to 
account for a difference in the gross 
freignt revenue as reported on the Com- 
mission’s “Form A,” and the operating 
revenue shown in the exhibits offered by 
Mr. Neff, that difference, Mr. Hilmer 
said, amounting to $15,062,390. Certain 
footnotes of the Commission’s form were 
involved in the discussion, and Mr. Boy- 
den called for an exhibit to show how 
the difference was accounted for. 


I.-G.N. Bondholder Witness 


Mr. Lucien also offered Henry N. Ro- 
denbaugh, appearing for the protective 
committee for the first mortgage bond- 
holders of the Internationa I-Great 
Northern. The witness testified as to 
certain monies: he said were carried to 
the surplus account from the end of 1946 
to the end of 1950, which had not ap- 
peared in the company’s operating state- 
ment, items described as discounts, credit 
for cancellation of interest, or cancella- 
tion of reserve. 

Mr. Rodenbaugh also said that the 
average annual net income of the MP. 
Railroad alone, available for fixed 
charges and federal income taxes in the 
33%-year period since June 1, 1917, was 
$24,706,348. In the 16 years prior to the 
1949 plan, he said, the M.P. average an- 
nual income available for fixed charges 
was $29,625,717. He also said that that 
figure, compared with the “normal year” 
earnings as in the Commission’s fourth 
supplemental report, exceeded the nor- 
mal year figure by $10,625,717 before 
provisions for federal income taxes, and 
that he had not been able to find in the 
fourth and fifth supplemental reports of 
the Commission a basis on which federal 
income taxes were computed in the fore- 
casts of income after taxes. 


When Mr. Hilmer, after having the 
witness testify as to maintenance figures 
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for the M.P., sought to compare the 
ratio of such expenditures with those of 
the Cotton Belt, the testimony was ruled 
out by Mr. Boyden on objection of op- 
posing counsel. Mr. Hilmer noted an 
exception to the ruling, asserting that 
he was Satisfied that the two railroads 
were comparable, and that he was sur- 
prised “they are not so received.” 


Neff Returns to Stand 


Edward K. Wheeler, for the debtor 
railroad, recalled to the stand P. J. Neff, 
chief executive officer to the M.P. trustee. 

Mr. Wheeler recalled that he had 
asked Mr. Neff to furnish the back- 
ground of the decisions reached in con- 
nection with the additions and better- 
ment program between January 1, 1948. 
and September 30, 1951. 

He then asked Mr. Neff if the addi- 
tions and betterments, totaling $154,340,- 
262. made in that period had been made 
in expectation of obtaining new traffic, 
and more traffic from industries already 
served by the railroad. Mr. Neff replied 
in the affirmative. 


Former C. & O. Official Testifies 


R. S. Marshall, of Shaker Heights, O., 
who retired in 1949 as senior vice-presi- 
dent of the Chesapeake & Ohio and 
has continued since then with the C. 
& O. aS a consultant, working on special 
assignments for the president, chiefly, 
he said, “in the area of general economic 
conditions and their effect on the rail- 
road industry,” asserted that the traffic 
of the M.P. in the years 1946-51 had 
been “fairly uniform.” He said it was 
closely in line with the traffic experience 
of the Class I railroads and with neigh- 
boring railroads. 

M.P. traffic, he said, was slightly 
higher in 1947 and 1948, than in 1946. 
He said the tonnage of freight carried 
dropped from 55,431,000 in 1948 to 50,- 
750,000 in 1950, or about 8 per cent. 
Examination of the details, he added, 
“shows rather substantial declines in 
the tonnage of wheat, flour, soft coal, 
fuel, road and other oils, and manu- 
factured iron and steel, but there were 
moderate increases in a number of other 
items, particularly in chemicals and 
vehicle parts.” 


Mr. Marshall said that in a period of 
rapidly rising prices and wages such as 
had prevailed in this country during the 
past 11 or 12 years, “railroad net earn- 
ings are certain to decline unless the 
rate regulation process can be speeded 
up so as to maintain the rate level in 
proper relation to the cost level.” In 
the past 10 years, he added, rail earnings 
had been depressed because of inability 
to establish increased rates and charges 
as soon as they were needed to cover 
increased costs. From August 1, 1937, to 
July 1, 1951, the witness said, there had 
been 17 proceedings in which the com- 
pensation of rail employes had been in- 
creased, with retroactive features, while 
there had been only five major rate 
proceedings since 1946. In those cases, he 
Said, there had been a substantial time 
interval between the time when the need 
for the increase was evident and the time 
when the increase was granted. 


Tracing the “time lag” of the general 
rate cases, Mr. Marshall asserted that 
the following was a rough estimate of 
what had been the loss of freight revenue 
to the Missouri Pacific: Ex Parte 162, 
$16,229,000; Ex Parte 166 and 168, $25.- 
807,000. 

After comparing the operating ratio of 
the M.P. to Class I railroads, Mr. Mar- 
Shall said that the M.P. had improved 


since 1925-29 to a greater extent than 
that of the Class I railroads. 

He said that changes in recent years 
which should add to the 1948-1950 earn- 
ings included substantial expenditures 
for improvements, dieselization, and 
added earnings in per diem charges from 
an increased fleet of freight cars. 

Mr. Marshall asserted there was good 
reason to believe that the future busi- 
ness volume of the railroad would in- 
crease rather than decrease and that, 
consequently, there was reason to believe 
that earnings available for charges would 
likewise increase, unless there was in- 
ability to maintain the freight and pas- 
senger rates at a level consistent with 
the level of wages and prices, i.e., the 
cost of doing business. 

A great part of the hearing on Monday, 
December 3, in the M.P. reorganization 
case, was taken up by testimony of Eldon 
S. Olson, a member of the law staff of 
Wheeler & Wheeler. 

On the basis of studies he had been 
asked to make he presented 26 num- 
bered exhibits and, over objections to his 
competency to testify as an expert, his 
testimony was given with an accompany- 
ing offer of proof. At the close of his 
testimony, Edward K. Wheeler asked the 
witness if he had been offered positions 
teaching business administration, and 
after he replied that he had, Mr. Wheeler 
asked reconsideration of Mr. Boyden’s 
“exclusion of testimony tendered under 
offer of proof.” Mr. Boyden denied the 
request. 

Mr. Olson’s exhibits and testimony 
traversed much of the ground of Pro- 
fessor Rostow, dealing with the general 
economic condition of the country, of the 
region served by the M.P., and of the 
M.P. 


M.P. Board Director 


T. C. Davis, director of the board of 
the M.P. Railroad read a statement in 
which he asserted that “there is no 
reason for bondholders or stockholders 
to be sacrificed.” 

He said that the plan approved by 
the Commission 1949 should “be re- 
called at once and if the debtor were 
permitted to sit down with this Commis- 
sion, a realistic reorganization of these 
properties could be worked out quickly.” 
He added that, “we are no longer in 
need of section 77.” Mr. Davis con- 
tinued: 

“The New Orleans, Texas & Mexico 
Railway is solvent. The Missouri Pa- 
cific Railroad is solvent. The Interna- 
tional-Great Northern Railroad can be 
reorganized separately. 

“What we do need and require is a 
‘straight from the shoulder’ solution 
through the application of the Mahaffie 
act. 

“The real assets of the Missouri Pa- 
cific, revealed here today for the first 
time, clearly show that the Missouri Pa- 
cific stock is no more worthless than 
was the ‘Cotton Belt’ stock when so 
declared by the Commission in the re- 
organization plan for that railroad.” 

Mr. Davis asserted that if the balance 
sheet of the M. P., the N.O.T. & M., and 
the I.-G.N., as of December 31, 1947, 
were applied to the new company, which 
he said meant cancellation of old se- 
curities and the issuance of new as 
provided in the plan, there would re- 
main a surplus, uncapitalized, of about 
$127,082,036. He added: 


“If it is the intention of the I.C.C. 
to write off these values and restate 
them at the hypothetical value set up 
by the I.C.C. in its report, the company 
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and its security holders would suffer a 
very severe tax loss. On any sound ap- 
proach to the reorganization of the sys- 
tem and the issuance of new securities 
the old capitalization must stand.” 

He later said that, applying the is- 
suance of new securities to the December 
31, 1950, balance sheet, and including all 
accruals on securities to be issued, “we 
find a surplus of $176,903,261 uncapital- 
ized.” And a little later he said that, 
notwithstanding the “severe drain” of 
road and equipment expenditures in 
1948, 1949, and 1950, on the cash 
resources of the railroad, “the cash has 
again reached the staggering proportion 
of more than $105,000,000.” 

In a review of changes in conditions 
affecting the railroad properties, Mr. 
Davis said: 

“Missouri Pacific assets, as of Decem- 
ber 31, 1950, were carried on its books 
at $767,263,137. However, the consoli- 
dated statement of Missouri Pacific 
with its subsidiaries shows total assets 
of $1,364,273,553 before intercompany 
eliminations and total assets of $1,197,- 
128,620 after such eliminations. This 
figure has been substantially increased 
during 1951.” 

He compared those asset figures with 
the figure he said was used in formulat- 
ing the reorganization plan, which he 
said was $695,320,662. 


In commenting on the common stock 
of the M.P., Mr. Davis asserted that 
earnings accruing to that stock for 1950 
amounted to $30.40 a share. He added: 

“Yet, the Commission insists that 
Missouri Pacific common is worthless. 
I recall that the common stock of the 
St. Louis, Southwestern (Cotton Belt) 
was also considered by the Commission 
and the same court to be worthless and 
yet it is now selling around $240 per 
share.” 


Under cross-examination as to what 
were the sources of the funds of the 
debtor company, Mr. Davis said the 
debtor had borrowed money and had 
had advances from Allegany Corpora- 
tion, and had repaid part of those 
amounts by amounts advanced through 
orders of the Commission in connection 
with expenses incurred in connection 
with the reorganization. 


When Mr. Davis was asked whether 
Robert R. Young, as chairman of 
Alleghany determined the policies of 
the debtor company, he replied “not to 
any degree.” 

Requests by Mr. Hilmer that the 
record be kept open until Guy A. 
Thompson, trustee of the M.P., might 
be available for questioning, for certain 
tax data, and for data as to bank bal- 
ances, were denied. 

Mr. Boyden said that there would be 
a proposed report in the proceeding, 
that briefs would be due January 28, 
1952, and closed the hearing a little 
after 7 o’clock the evening of Decem- 
ber 3. 





N.Y. Motor Surcharge Case 
Set for Hearing Jan. 16 


The Commission, by a notice, has as- 
signed its New York state motor sur- 
charge case for hearing January 16, 1952, 
at 641 Washington Street, New York, 
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N.Y., before Examiner Stephen A. Aplin 
(T.W., Nov. 10, p. 44). 

The notice was issued by Secretary 
Bartel in I. and S. M-3929, Surcharges— 
New York State, and supplements 1 to 7, 
inclusive, and MC-C-1339, Surcharges— 
New York State. 

The Middle Atlantic States Motor Car- 
rier Conference had asked to be per- 
mitted, under the Commission’s order in 


I. and S. M-3929, to publish a new scale 
of surcharges intended to meet the 
burden of a state highway use tax that 
went into effect on October 1. 

The first scale of surcharges was sus- 
pended by the Commission in I. and S. 
M-3929. The Middle Atlantic confer- 
ence then proposed a scale of surcharges 
ranging from 1 to 4 cents a 100 pounds 
in place of the 1% cents to 5% cents 
proposed in the suspended schedules. It 
asked that the charges be permitted to 
become effective while the investigation 
continued. 


Many Witnesses Heard at I.C.C. Hearing 


On Transport of Explosives on Highways 
Shippers, Rail Brotherhood Officials, and Railroad Operating 


Men Testify. Shippers Express Fear that Diversion of Explo- 


sives Traffic Will Result in Higher Rates on Their Shipments. 


C. Rex Jeans, secretary of the Tri- 
State Warehousing & Distributing 
Co., of Joplin, Mo., in testimony he 
presented at the Commission’s hear- 
ing in Washington, D.C., in MC-200, 
Sub. 84, Riss & Co., Extension—Explo- 
sives, told of the experience of his 
company and its predecessors in the 
transportation of more than 65 mil- 
lion pounds of explosives in a little 
more than one year and in transport- 
ing explosives for about 18 years 
without, he said, having “a load blow 
up” (T.W., Dec. 1, pp. 13 and 23, and 
Nov. 24, p. 58). 


The Riss application is being heard 
by Examiner B. E. Stillwell on a record 
which will become part of a consolidated 
record in more than 50 proceedings in 
which motor carriers are seeking au- 
thority to transport explosives. 


Mr. Jeans said that from May, 1950, to 
August, 1951, his company had trans- 
ported 41,000,000 pounds of explosives on 
its own lines, and 23,500,000 pounds in 
interstate service. He said that the trans- 
portation in the company’s own line con- 
sisted of 26,000,000 pounds of government 
explosives, and 15,000,000 pounds of com- 
mercial explosives. He estimated that 
the company’s vehicles had traveled 19.5 
billion miles in performing the transpor- 
tation. 

Oppesing any further grant of au- 
thority to Riss, Mr. Jeans said his com- 
pany had equipment which could be used 
profitably for the transportation of addi- 
tional explosives. He said he did not 
know of any explosives which had failed 
to move because of lack of a carrier. 

Homer S. Carpenter, representing Un- 
ion Freightways, of Omaha, .Neb., in 
cross-examination of Mr. Jeans, de- 
veloped that his company had operated 
for 17 or 18 years into the St. Louis 
metropolitan area, and crossed the Mis- 
sissippi River bridges in that area and 
that, in that period, had never blown up 
one of the trucks. Mr. Jeans said that 
motor carriers were capable of trans- 
porting explosives safely on the high- 
ways. 

S. T. Roebuck, chairman, Mississippi 
State Highway Commission, described 


the roads of his state, and the three 
bridges crossing the Mississippi, and said 
that transportation by truck-trailer com- 
binations represented 15.26 per cent of 
the travel on the state’s main highways. 
and 7.35 per cent of the travel on all 
highways. 

He said he appeared in opposition be- 
cause he thought hauling explosives over 
the highways was “a definite hazard.” 
He said one truck had exploded and 
“blew up the pavement.” The witness 
also said that the tourist trade was im- 
portant to Mississippi, and that the 
business would not be helped by the haul- 
ing of explosives on the highways. Under 
cross-examination by A. A. Layne, Jr., 
counsel for Riss, Mr. Roebuck said that 
he would be opposed to the transporta- 
tion of explosives in any way that would 
endanger the lives of the people of 
Mississippi. He said that he would not 
oppose the highway transportation if it 
could be shown there was an “absolute 
necessity,” that there was no other way 
to haul the explosives, and if there was 
an escort and people were properly 
warned. 


Trainmen Represented 


M. B. Miller, director of the legislative 
department of the Brotherhood of Rail- 
road Trainmen, who said his duties in- 
cluded investigation of highway and 
train accidents, advanced four reasons in 
opposition to the applications. He was 
the second railroad brotherhood official 
to appear in opposition to those applica- 
tions. 


He said he was first concerned with 
the safety of railroad employes engaged 
in yard and road passenger and freight 
service, asserting in that connection that 
disregard of human welfare and safety 
would increase with the number of 
trucks hauling explosives. 

Secondly, he said, he was concerned 
with the safety of members of the union 
engaged in operating buses. He said 
increased hauling of explosives would 
increase the hazards faced by those em- 
ployes because they would be exposed 
over every mile of highway and every 
street every time the buses they drove 
met, passed, and drove before or behind 
trucks loaded with explosives. He said 
the hazards would be increased for the 
passengers in such buses also. 


TRAFFIC Wor.ip 


His third objection was grounded, ite 
said, on the safety of the union’s men:- 
bers and their families as citizens and 
residents of the several states. He said 
that many members owned and drove 
automobiles and would be subjected to 
the aforementioned hazards. 


Mr. Miller’s fourth objection was based 
on the interest of the members of the 
unions as owners of property and as tax 
payers, he said, since, as such, they 
would be subjected to the hazards of 
highway explosives transport. 

He asserted that, if the applicaticns 
were granted, police escorts would be 
necessary. He said that would take po- 
lice officers from their usual and regular 
duties and would require additional 
taxes. 


Characteristics of Traffic 


Testimony intended to establish the 
characteristics of traffic composed of am- 


*munition and explosives, and to demon- 


strate the adequacy of railroad service 
in transporting ammunition and explo- 
sives to and from government arsenals 
at Joliet, Ill., under peacetime and war- 
time conditions, was offered in MC-200, 
Sub. 84, by B. V. Bodie, chief engineer 
of the Gulf, Mobile & Ohio Railroad, 
with headquarters at Mobile, Ala. 


The witness said that, based on ex- 
hibits showing the amount of such traf- 
fic carried by the G.M.&O., it was es- 
sentially wartime traffic, moving in ex- 
tremely light volume in normal times, 
“but suddenly and abruptly increasing to 
tremendous proportions in times of war, 
and then equally as suddenly and 
abruptly dropping to the light peacetime 
volume upon termination of war.” He 
had compared 37 carloads originated on 
the railroad in 1941, 3,819 in 1942, 6,516 
in 1944, 4,807 in 1945, 288 in 1946, and 
40 in 1949. 

On the basis of his experience in World 
War II at Bloomington, Ill., Mr. Bodie 
described in detail the services performed 
in handling government traffic to and 
from government ordnance plants lo- 
cated near Joliet, asserting that he knew 
of no instance in which government 
demands had not been fully, willingly 
and adequately met. He supplemented 
that testimony with further remarks as 
to present service at those points. 

Edgar V. Hill, chairman of the freight 
traffic committee of the Central Terri- 
tory railroads, with offices at Chicago, 
appeared for all Class I railroads. Among 
other things, Mr. Hill said that he had 
attended numerous meetings of the chief 
traffic officers of all Class I railroads at 
which representatives of the military 
were present to discuss traffic matters of 
national importance. At no time during 
any of those meetings, he said, had any 
government representative complained of 
the service being rendered by the rail- 
roads. 

On the basis of a four-month study 
of explosives traffic on eastern railroads, 
Mr. Hill said that those railroads had 
terminated about 240,000 carload ship- 
ments of those commodities in the war 
years 1942 to 1945, inclusive. He said he 
estimated that eastern railroads origi- 
nated about 150,000 carload shipments 
during World War II which were des- 
tined to other territories, so that they 
had transported in the neighborhood of 
400,000 carload shipments in the war 
years, or an average of 100,000 cars 4 
year. 

Since the proceeding began, he said, 
he had studied current movements, «nd 
that traffic was being consigned to World 
War II depots where rail sidings and 
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sther facilities had been established in 
the war period and were being main- 
tained. 

On objections of counsel for Riss & Co., 
Mr. Hill’s opinion as to the impact the 
eranting the applications would have on 
yail carriers was retained in the record 
as an opinion. Mr. Hill said that the 
railroads had to retain “this particular 
kind of traffic’ so that it would con- 
tribute income for the support of the 
entire railroad plant, justify continued 
maintenance of facilities especially pro- 
vided for handling the traffic, and pro- 
vide for the training and experience of 
personnel properly to handle it. These 
were necessary in peacetime and as a 
standby preparation for any future na- 
tional emergency, he asserted. He con- 
tinued: 

“Conversely, should the railroads be 
deprived of the opportunity to handle 
this particular traffic the loss would 
unquestionably seriously impair in sev- 
eral respects the railroads’ ability to 


provide the country with adequate service 
at a time of national emergency. Any 
dimunition of the current volume can 
only have an adverse effect upon rail- 
road revenue and upon their ability to 
provide adequate transportation in the 
event of another national emergency.” 


Governors’ Conference Action 


There has been placed in the docket 
in MC-200, Sub. 84, a statement of the 
executive committee of the governors’ 
conference, adopted at the direction of 
the conference during its recent annual 
meeting at Gatlinburg, Tenn. The state- 
ment is in the “correspondence” sec- 
tion of the docket. 

According to the statement, the com- 
mittee was directed to consider care- 
fully the problems involved in the 
pending requests for authority to trans- 
port explosives on the highways and to 
present its findings to the Commission 
“along with such recommendations as 
it considered advisable and necessary.” 

The committee recommended that 

“the pending applications for permanent 
authority by approximately 50 motor 
carriers to transport dangerous. explo- 
sives on the highways be denied.” It 
said it recommended this action after 
consulting with state highway and safety 
departments, and after extensive dis- 
cussion with representatives of the 
American Association of State Highway 
Officials, the American Association of 
Motor Vehicle. Administrators, the In- 
ternational Association of Chiefs of Po- 
lice, the State and Local Officials Na- 
tional Highway Safety Committee, and 
other state groups. 
_ However, said the committee, where 
it was shown conclusively that the re- 
quirements of national defense and wel- 
fare demanded motor carrier transport, 
temporary or emergency permits should 
be granted in individual instances by 
the Commission. 

It said that it found that many serious 
Objections to the “mass granting” of 
general authority had been raised by 
State officials deeply concerned with the 
Saicty of the public and the use of high- 
way facilities. a 

In six numbered paragraphs the com- 
mittee reviewed considerations of ac- 
cidents on the highways, possibility of 
explosicns involving “irreplaceable” 
bridges, tunnels, and other highway fa- 
Cililies because of lack of materials, de- 
ter.orated condition of state highways, 
hazards of driving over rough roads in 
Msking detours, added inexperienced 
Carriers of explosives, and the “too thin” 


state of enforcement staffs in state 
highway and safety departments. 

At the same time, said the commit- 
tee, it agreed that motor carriers would 
have to transport a portion of the total 
explosives required by ordnance in- 
stallations, mining industries, and other 
elements “integral to the defense effort.” 
The basic problem, it said, was to rec- 
oncile the needs of national defense 
with important problems of _ public 
safety, after showing four considera- 
tions making motor carrier transporta- 
tion necessary. 


Recommendations Made 


In its statement of conclusions, the 
committee said it was clear that the 
Commission did not have staff or ma- 
chinery to police motor carrier opera- 
tions and that the states had only 2 
limited enforcement machinery. Its 
recommendations, in addition to saying 
no “mass grant” of authority should be 
made, and that the Commission grant 
temporary authority on a showing of 
national defense need, the committee 
said that, in granting authority, the 
Commission should adopt a procedure 
similar to that it said was followed by 
the Department of Defense with regard 
to emergency exemptions from truck 
size and weight restrictions. 


Thus, said the committee, if the 
Commission certified that a particular 
carrier was required to transport cer- 
tain explosives in the interest of na- 
tional defense or welfare, it would grant 
a temporary permit and then notify 
designated state officials in the states 
involved, who would determine the 
routes to be followed, time of delivery, 
precautions to be taken, and such other 
regulations as might be necessary. They 
would also arrange, where desirable, for 
escorts through populous areas, the 
committee added. 


It said operations of motor carriers 
transporting explosives should be care- 
fully regulated and regulations strictly 
enforced after adoption by the states. 
It suggested that the council of state 
governments in cooperation with other 
state agencies and the Commission, sub- 
mit to the states a suggested code of 
regulations for highway transport of ex- 
plosives. 


Parmelee’s Testimony 


Dr. Julius H. Parmelee, vice-president, 
and director of the Bureau of Railway 
Economics, of the Association of Amer- 
ican Railroads, testifying in opposition 
to a grant of authority in MC-200, Sub. 
84, concluded his testimony by saying: 

“In view of current unsettled condi- 
tions in world affairs, reserve trans- 
portation capacity at this time is a de- 
sirable goal in the interest of national 
security. Wartime transportation re- 
quirements differ materially from those 
experienced in peacetime, in that they 
depend more largely on‘ railroads for 
service than in peacetime. Railroads 
during the war handled 90 per cent of 
the government freight and 97 per cent 
of organized troop movements. They 
must keep themselves ready to perform 
a similar high level of service in the 
event of another national emergency. 
Traffic diversions from the rails in peace- 
time would work against a strong and 
physically fit rail system in time of war.” 

He said it was his purpose to show the 
importance of adequate railroad trans- 
portation in peacetime as well as in 
time of emergency; to develop trends in 
intercity freight traffic since the close 
of the war, particularly with respect to 
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the distribution of traffic among the 
agencies of transport; to indicate the 
effect on the railroads of the growth 
in traffic handled by highway, inland 
waterway, and air carriers, and to re- 
late the postwar expansion in transport 
facilities to the volume of traffic cur- 
rently available. 

As bearing on the transportation of 
explosives, Dr. Parmelee said that an 
exhibit he had prepared, showed that 
in the six quarters preceding the out- 
break of hostilities in Korea, rail reve- 
nue from the transportation of ammuni- 
tion and explosives ranged from a little 
less than $3,000,000 to more than $5,500,- 
000 a quarter, the average being $4,500,000 
a quarter. In the four quarterly periods 
since Korea, beginning with the third 
quarter of 1950, he said, such quarterly 
revenues had ranged from a little less 
than $19,000,000 to a little more than 
$40,000,000, averaging $30,000,000 a quar- 
ter. He added: 

“Ammunition and explosives thus rep- 
resent a very important item of traffic 
to the railroads. Furthermore, it is clear 
that the military establishment turned 
to the railroads for this service, as soon 
as the emergency came on, and that the 
railroads responded without delay.” 

At the outset of Dr. Parmelee’s testi- 
mony, H. C. Ephraim, for Riss & Co., 
asked that the record show a continuing 
objection to “this type of testimony since 
it is not directed at Riss & Co.,” and 
because he said, most of the testimony 
was general and irrelevant. Mr. Hayes 
said that testimony as to safety and the 
condition of the highways was the object 
of the continuing objection, adding that 
Dr. Parmelee’s testimony was not of 
that character. The objection was over- 
ruled. 

Throughout Dr. Parmelee’s testimony, 
objections were raised by Mr. Ephraim, 
by Drew Carraway, for Union Freight- 
ways, of Omaha, Neb., P. T. Beardsley, 
for American Trucking Associations, Inc., 
and others, to portions of the prepared 
statement. Most of the objections were 
overruled. Motor carrier counsel also 
questioned Dr. Parmelee in detail on 
statements concerning diversion of traf- 
fic and the effect of-motor carrier trans- 
portation of explosives. 


Rail Witnesses 


A. V. Bell, St. Paul, Minn., auditor of 
freight receipts for the Great Northern, 
offered exhibits showing dangerous ex- 
plosive shipments moving January, 1951, 
to May 31, inclusive, destined to points 
on the G. N., and carloads of explosives 
handled by that railroad for the years 
1939-1950, inclusive, a total of 37,612. 

He also offered an exhibit showing 
special train movements of dangerous 
explosives for the federal government 
terminating on the G.N. during World 
War II. 

He was followed by F. V. Percival, su- 
perintendent, Spokane division, Great 
Northern, who told in detail of the meth- 
ods used by the railroad in moving ex- 
plosives shipments on his division. 

C. H. Fischer, superintendent of trans- 
portation for the Chicago & Eastern Illi- 
nois, told of service at the Wabash River 
ordnance plant, near Newport, Ind. He 
said the plant had recently been reacti- 
vated and began producing explosives in 
April, 1951. He said the road had re- 
cently been called on to furnish 22 cars 
for loading explosives and that since the 
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plant was reactivated, the C. & E.I. was 
the only railroad serving it. He said the 
service the railroad was furnishing was 
ample to take care of its requirements at 
all times. In the World War II period. 
he said, the plant was served also by 
the Baltimore & Ohio, and the Milwau- 
kee. 


Shipper Witness 


Lester E. Olson, assistant director of 
traffic, Great Lakes Carbon Corporation, 
Chicago, Ill., appeared in the proceeding, 
he said, because “we fear that the amount 
of revenue which the railroads would 
lose from the diversion of substantial 
quantities of high rated traffic to motor 
carriers might make it necessary for 
them to seek still further increases in 
rail rates even beyond those contem- 
plated in the pending Ex Parte 175 pro- 
ceeding.” 

He said that the interests of the com- 
pany, shipping low rated traffic, were 
closely interwoven with the railroads, and 
that most of its traffic was of such a 
nature that it must move via rail if it 
moved at all. 

Mr. Ephraim asked the witness what 
would be the effect on his position of 
denial of permanent authority and 
withdrawal of Riss & Co. from the 
transportation of explosives. Mr. Olson 
replied that his testimony in the case 
went not only to Riss & Co., but to all 
the applicants. 


Texas Judge Testifies 


George Prowse, of Corpus Christi, 
Tex., a county judge of Nueces county, 
and president of the County Judges 
and Commissioners Association of Texas, 
presented a resolution adopted by the 
association in annual convention on 
November 3. 


After referring to the pending ap- 
plications, the resolution said: 

“If the Interstate Commerce Com- 
mission grants to these applicants the 
right to load our highways with death- 
dealing explosives, it would only be a 
matter of time until our overcrowded 
highways would be cluttered with lethal 
cargoes. .. .” 


Asserting that no emergency existed, 
the association opposed the granting of 
the applications until the emergency 
does exist. It said, in passing judgment 
on the applications, the Commission 
take into consideration the safety prob- 
lems brought about by overcrowded and 
inadequate highways; that it consider 
the fact that “their Bureau of Motor 
Carriers safety operations have been 
virtually wiped out,” and that the Com- 
mission further consider that major 
highway modernization and rebuilding 
programs were at a standstill because 
of a scarcity of materials. 


Judge Prowse was submitted to severe 
cross-examination by motor carrier 
counsel, who developed that he could 
not say what had been the matters con- 
sidered by the resolutions committee. 
He said he had heard discussion on the 
floor of the convention when the resolu- 
tion was presented, and at one point 
said he thought the carriers would find 
that sentiment was being aroused and 
that he thought “you will find more 
opposition.” His testimony was received 
over objections of counsel for the motor 
carriers. 


Capt. J. C. Whinnery, inspector of the 
police traffic division of Omaha, Neb., 
described the approaches of two bridges 
by which traffic reached or left Omaha 
and South Omaha, and Mr. Beardsley 


raised the objection that the testimony 
was irrelevant. 

The Omaha official described measures 
taken in August to route traffic around 
more densely populated districts of the 
city and to cause interchange of traffic 
between two carriers to take place at an 
outlying point. 


Shippers Testify 


R. D. Waller, office manager, Farley & 
Loetcher Manufacturing Co., Dubuque, 
Ia., and T. C. Burwell, vice-president, A. 
E. Staley Manufacturing Co., Decatur, 
Ill., put the point of view of shippers be- 
fore the hearing examiner in MC-200, 
Sub. 84. 


They took the position that if such 
high-rated traffic as ammunition and 
dangerous explosives were diverted from 
the railroads to the truck lines, it would 
mean that the railroads would have to 
charge higher rates on their traffic, as a 
part of that remaining to the railroads. 


Mr. Waller, under cross-examination 
by attorneys for the motor carriers, es- 
timated that if the railroads lost one- 
half of the explosives traffic they now 
enjoyed, it would affect the level of rates 
on the commodities shipped by his com- 
pany. He said he did not know what 
percentage of total revenue were repre- 
sented by the revenues accruing to the 
railroads from the transportation of ex- 
plosives. 


Mr. Burwell, who said he was cur- 
rently serving as general chairman of 
the Midwest Shippers Advisory Board, 
and as a vice-president of the National 
Industrial Traffic League, said it was 
his opinion that the railroads were the 
backbone of the national transportation 
system and that “without question, their 
financial plight today is due to the diver- 
sion of traffic from rail carriers to other 
modes of transportation.” He took the 
position, generally, that trucking beyond 
about 200 miles was uneconomical. He 
likened the traffic diverted from the rail- 
roads to the processing of an additional 
300,000 bushels of corn, above the 2,000,- 
000 bushels a month which he said his 
company normally handled. That addi- 
tional 300,000 bushels, he said, produced 
a far greater percentage of net than 
the first 2,000,000 bushels. 


Under cross-examination by A. A. 
Layne, Jr., for Riss & Co., Mr. Burwell 
said that it was his firm opinion that 
‘if it had not been for the diversion of 
traffic from the railroads over the years, 
we would not today be paying the rates 
we are paying.” 

Asked whether or not he thought the 
railroads were receiving adequate reve- 
nue, Mr. Burwell said he had just re- 
ceived a dividend check from the Penn- 
sylvania Railroad. He said that road 
had earned 84 cents in the first 10 
months of this year. That, he said, he 
did not consider adequate for the Penn- 
sylvania. 


In answer to another question, he said 
he thought the railroads were entitled to 
a 5 or 6 per cent return after taxes. 
Taken back to the World War I period 
by another question, Mr. Burwell said 
that William G. McAdoo, Director Gen- 
eral of Railroads, had “taken care of” 
the matter by an increase in rail rates, 
which he said was evidence that the 
railroads were previously charging too 
little. Asked if he thought the failure 
of the railroads to earn the indicated 
return before that period was due to 
mismanagement, Mr. Burwell said that 
“I never had any idea that the railroads 
were mismanaged.” Asked to what he 
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attributed their failure to earn the in- 
dicated return, he said that they did not 
have sufficient initiative to raise their 
rates and that “the I.C.C. didn’t let 
them.” 


Having said he thought competition 
was helpful generally, Mr. Burwell was 
asked about competition between the 
various forms of transportation. There, 
he indicated, it should be with some re- 
strictions. He said he firmly believed 
the trucks had a place in the transporta- 
tion picture involving short hauls of 
freight. Above the 200-mile limit, he 
said, competition “becomes cut-throat 
competition.” 


Rail Witnesses 

Floyd J. Kiernan, manager, special 
studies, Association of American Rail- 
roads, offered an exhibit comparing the 
movement of 100,000 tons of freight from 
New York to San Francisco by rail and 
motor vehicle, but Examiner Stillwell 
rejected the exhibit. He took under 
advisement whether or not the Presi- 
dent’s message on highway funds, also 
offered in evidence, should be admitted. 

Mr. Hayes, under an offer of proof, 
read the figures in the rejected exhibit 
into the record after a lengthy discussion 
among counsel as to the admissibility of 
the material. 


Other railroad witnesses who offered 
testimony as to the transportation of 
explosives on the railroads they repre- 
sented were T. J. Kane, superintendent, 
Tacoma division of the Northern Pacific: 
J. L. Barngrove, Jr., superintendent of 
freight transportation for the New Ha- 
ven; O. W. Limestall, general superin- 
tendent of transportation for the Chi- 
cago, Rock Island & Pacific; L. A. High, 
superintendent of transportation, Wa- 
bash Railroad Co.; R. F. Wiliams, assist- 
ant superintendent of transportation for 
the Texas & New Orleans Railroad Co.; 
R. A. Littrell, assistant superintendent 
of transportation, Norfolk & Western, 
and E. H. Bailey, general superintendent, 
eastern district, Union Pacific, at Chey- 
enne, Wyo. 

Each rail witness was asked a series of 
questions by counsel for the motor car- 
riers as to whether or not explosives 
moved through cities on their lines; 
where their yards were located with ref- 
erence to the principal cities served: 
whether or not their railroads were mak- 
ing a profit; the extent of additions and 
betterments on their railroads; whether 
their railroads were offering adequate 
service; what the effect on the revenues 
of their railroads might be if the applica- 
tions for authority to transport danger- 
ous explosives by motor vehicle were 
granted; and whether or not the rail- 
roads had motor carrier subsidiaries. 
The replies were made in general terms 
for the most part. 


STATE ACTION 


Milwaukee Road Modifies 


Service at Vining, lowa 


The Iowa State Commerce Commis- 
sion, by its order of November 28, has 
granted permission to the Milwaukee 
Road to discontinue its agency service 
at Vining, Ia., and to substitute there- 
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for custodian service with handling of 
accounts through the carrier’s agency at 
Elberon, Ia., four miles away. 

The railroad, at a hearing November 
15 in Cedar Rapids, had presented ex- 
hibits showing that in the first nine 
months of 1951 less than one carload 
shipment and less than 18 less-carload 
shipments a month had been received at 
Vining, that in the same period gross 
revenues totaled $342 monthly with sta- 
tion expenses totaling $161 monthly. 
Thirteen residents of Vining, a com- 
munity of approximately 100 persons, had 
objected to the railroad’s petition. 





Ex Parte 175 State Rates 


John P. Randolph, general solicitor, 
National Association of Railroad and 
Utilities Commissioners, has announced 





Railroads Asked to Boost 
Flow of Scrap in Drive to 


Prevent Steel Shut-Downs 


Administrator Knudson, of the 
Defense Transport Administration, 
announced on December 3 that he 
had appealed to the nation’s rail- 
roads to boost the flow of steel scrap. 
He emphasized the “grim prospect of 
crippling steel furnace shut-downs 
due to a critical shortage of scrap.” 


Calling attention to the fact that 
some steel mills already were down to 
less than one day’s supply, Mr. Knud- 
son, as Chairman of the Transportation 
Committee for Scrap Recovery, asked W. 
T. Faricy, President of the Association 
of American Railroads, and J. M. Hood, 
President of the American Short Line 
Railroad Association, to urge their mem- 
ber roads to unearth every available 
pound of scrap and get it moving to the 
mills. He suggested that the railroads 
give special attention to the scrapping 
of worn-out and obsolete locomotives. 


While commending the railroads on 
the fine scrap recovery job already done, 
Mr. Knudson stressed that this was an 
emergency situation and must promptly 
be met or curtailment of steel produc- 
tion would result, with serious conse- 
quences to both the defense effort and 
the civil economy. He said that more 
than 3 million tons of scrap a month 
were necessary if the mills were to meet 
their steel production goals. 


The full text of Mr. Knudson’s letter, 
Macie public by the D.T.A., follows: 

“A marked decline in scrap inventories 
has taken place; some steel mills have 
unccr one day’s supply. Unless addi- 
tional scrap is made available promptly, 
Some steel furnaces will shut-down; and 
a corresponding reduction in steel pro- 
duciion will seriously affect our defense 
effort and civilian economy. 


“T. is requested that you make a spe- 
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action taken by state commissions on 
the Ex Parte 175 cases as follows: 

“The West Virginia Commission on 
November 23 authorized the railroads 
operating in that state to increase intra- 
state freight rates and charges with cer- 
tain exceptions, to the level authorized 
interstate by the’ Interstate Commerce 
Commission in its order of August 2, 
1951 in Ex Parte 175. No increase was 
authorized on crushed and ground lime- 
stone used exclusively for agricultural 
purposes. 

“The Wyoming Commission on Octo- 
ber 4 authorized the railroads operating 
in that state to increase freight rates and 
charges to the level authorized inter- 
state by the I.C.C. in Ex Parte 175 deci- 
sion of August 2, 1951, except that no 
increase was allowed in any rates in car- 
loads on (1) coal, (2) sugar beets, and 
(3) beet sugar final molasses.” 


cial appeal to your member roads to 
make available, at this time, every 
pound of available scrap. 


“It is suggested that special considera- 
tion be given to scrapping worn-out and 
obsolete steam locomotives. ‘These 
should be converted to scrap promptly 
or sold on their own wheels to steel 
companies or scrap dealers who, in turn, 
can convert to scrap. The liberalized 
policy of the Defense Transport Admin- 
istration on scrapping of steam locomo- 
tives should assist in making available 
a considerable quantity of scrap from 
this source. Requests to Defense Trans- 
port Administration on steam locomo- 
tives over 60,000 pounds tractive effort 
and built since January 1, 1926, will be 
reviewed quickly and prompt advice fur- 
nished. 


“Every available pound of scrap is 
needed. None of us can afford to have 
furnaces shut-down due to lack of scrap. 

“The railroads are presently doing a 
fine job in the scrap program; however, 
they have always responded when emer- 
gency conditions arise and I feel sure 
they will respond to this critical scrap 


situation and make every possible pound > 


of scrap available.” 





Cramer in O.P.S. 


Loring T. Cramer has been sworn in as 
chief of the petroleum branch, trans- 
portation, Public Utilities and Fuels 
Division of the Office of Price Stabiliza- 
tion. 


“He has a broad background of ex- 
perience in the petroleum industry, hav- 
ing spent 35 years in the marketing divi- 
sion of Continental Oil Co., Ponca City, 
Okla.,” said O.P.S. “He retired from the 
position of assistant general sales man- 
ager in June, 1951, and has served as 
senior consultant for the firm since that 
time. In the early years of his career 
he was associated with jobber and non- 
integrated companies which later were 
consolidated by Continental Oil. 


“A native of Brookfield, Mo., Mr. 
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Cramer, who is 65, spent most of his life 
in the mid-west and the western states. 
His home is in Ponca City but he will 
reside in Washington while serving with 
O.P.S.” 

Mr. Cramer replaces O. D. Judd who 
left O.P.S. to accept a position with 
Sinclair Refining Co., in Washington, 
D.C. 





Wage, Salary Adjustments 
In Rail, Airline Industries 


Covered by New Regulation 


Chairman Nelson M. Bortz, of the 
Railroad and Airline Wage Board, on 
November 29 announced issuance of 
the board’s general railroad and air- 
line stabilization regulation No. 1, 
saying that thereby the application of 
the government’s cost-of-living 
policy and other wage and salary 
stabilization regulations was for- 
mally extended to “an estimated 
1,600,000 railroad and airline em- 
ployes.” . 

The new regulation, Chairman Bortz 
stated, applied “some 20 existing orders” 
of the Wage Stabilization Board and 
the Salary Stabilization Board (agencies 
set up as adjuncts to the Economic 
Stabilization Agency) to “the nation’s 
1,225 rail and air carriers.” He noted 
that legislation Congress enacted last 
summer to amend the 1950 defense pro- 
duction act provided for establishment 
of a separate board (the board now 
headed by Mr. Bortz) to administer 
wage stabilization for employes subject 
to the provisions of the railway labor 


‘act. The law provides for appointment 


of three members of the R.A.W.B., but 
the members other than Mr. Bortz have 
not yet been appointed. Until they are 
designated he is empowered, as chair- 
man, to transact the business of the 
board. 

Formal incorporation of the W.S.B. 
and S.S.B. policies in a single regulation 
applicable to railroads and airlines was 
required, Chairman Bortz said, for the 
following reasons: 

“(1) To provide a definite policy 
which may be applied to the approxi- 
mately 300 railroad and airline cases 
currently pending before the R.A.W.B. 
and to petitions, inquiries and requests 
for rulings which may be submitted in 
the future; (2) to clarify the status of 
wage and salary adjustments which the 
carriers may have put into effect under 
existing W.S.B. and S.S.B. regulations 
since the passage of the 1951 amend- 
ments to the defense production act re- 
quiring separate treatment for rail-air 
cases.” 

Chairman Bortz said it was contem- 
plated that regulation No. 1 of the 
R.A.W.B. would be supplemented and 
modified or amended, as the board de- 
veloped its stabilization policy. He in- 
dicated that in the near future the board 
would review its regulation No. 1 and 
study the question of its possible revi- 
sion. 

“R.A.W.B. regulation No. 1,” he said, 
“adopts the bonus, merit-increase, stock 
option and stock purchase plan, cost-of- 
living, interplant inequity and certain 
other policies of the S.S.B. for applica- 
tion to railroad and airline workers who 
are employed in bona fide executive, ad- 
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ministrative, professional or outside 
salesmen capacities and are not repre- 
sented by unions. 

“To all other employes of the carriers, 
including those represented by railroad 
and airline labor organizations, the reg- 
ulation applies W.S.B. policies on merit 
increases, the 10 per cent ‘catch-up’ for- 
mula, cost-of-living increases, tandem 
adjustments, fringe benefits, bonuses, in- 
centive or piece work plans and inter- 
plant inequities.” 

More than 100 rulings have been is- 
sued by the R.A.W.B. since the beginning 
of its operations last October, according 
to Chairman Bortz. He said that all re- 
ports and petitions required to be filed 
in connection with wage adjustments for 
rail or airline employes should be sent 
directly to the Railroad and Airline Wage 
Board, 101 Indiana Ave., N.W., Washing- 
ton 25, D.C. 


N.S.A. Reviews General 
Agency Ship Operations 


Eighty-three government-owned ships 
sailed with 792,245 tons of bulk cargoes 
during the first half of November, ac- 
cording to the semi-monthly report of 
the National Shipping Authority. 

The total amount of cargo handled 
for E.C.A. account since the N.S.A. was 
established in March of this year now 
totaled 6,579,203 tons, the agency said. 
Coal cargoes accounted for 4,652,567 tons, 
grain 1,845,962 tons, and other cargoes of 
coke, sugar, sulphur and phosphates 
made up the balance of 380,674 tons, it 
said, adding: 

“Shipments of grain to India jumped 
from a total of 120 full cargoes on Octo- 
ber 31 to 143 cargoes on November 15. 
These were the only grain shipments 
during the period of the report. The ac- 
tivity in coal continued at a high level 
although there were reductions’ to: some 
areas. One such decrease was in the 
consignments for French discharge with 
fourteen sailings during the period. The 
total tonnage of coal to French ports was 
just 24 tons short of the 2,000,000 ton 
mark on November 15. Shipments of coal 
to Germany passed the half million mark 
with 17 ship sailings with 163,440 tons 
to bring the total to 504,962 tons. Other 
sailings were made to Italy and Den- 
mark, nine ships each; Austria and Bel- 
gium, four ships each; Eire and the 
Netherlands, one ship each. All these 
were with coal cargoes. In addition one 
ship sailed for Yugoslavia with a cargo 
of coke. 

“The total number of sailings of N.S.A. 
vessels stood at 679 at the end of the 
period with 475 with coal, 194 with grain, 
six with coke, two with phosphate and 
one each with sulphur and sugar with 
the latter originating in Cuba for dis- 
charge in Greece. ; 

“It has been announced officially that 
the United Kingdom will buy 750,000 
tons of coal in the United States, and 
five N.S.A. ships have been allocated to 
load part of this amount during Decem- 
ber. 

“The congestion at Hampton Roads has 
been alleviated to the extent that load- 
ing operations there are approximately 
normal. 

“During the period covered by the re- 
port one new general agent was ap- 
pointed, W. R. Chamberlain & Company, 
of San Francisco.” 


The N.S.A. also reported that 17 ships 
had been assigned to as many general 

















agents, bringing the number of ships be- 
ing operated under general agency agree- 
ments to 452. 


N.S.A. Sets Coal Rates 


The National Shipping Authority, ef- 
fective December 1, has issued the fol- 
lowing orders establishing rates on bulk 
coal: 

No. 52 (D.R.O.-35), establishes rates on 
coal shipments from Hampton Roads, 
Baltimore, Philadelphia and Charleston 
to Sweden at $11.70 a ton in the Gothen- 
burg/Malmo range, and $12.60 to the 
east coast of Sweden, not north of Stock- 
holm. On shipments from Mobile the 
rate is $13.20 for the Gothenburg/Malmo 
range, and $14.10 to the east coast of 
Sweden, not north of Stockholm. 
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C.A.B. ‘Secret Conclave’ 
Scored by Spokesman for 


Independent Air Lines 


Charging the Civil Aeronautics 
Board with seeking “regulation of 
American air transportation by se- 
cret conclave’, Amos W. Heacock, 
spokesman for the independent non- 
subsidized air carriers called on Don- 
ald W. Nyrop, C.A.B. chairman, to 
cancel a scheduled. .closed . meeting 
with the presidents of the certifi- 
cated airlines. Mr. Heacock, presi- 
dent of the Aircoach Transport 
Association, asked that any such 
conference include representatives 
of the independent carriers and the 
public. 

“If the public is to be benefited by 
your meeting, why are they excluded?” 
asked Mr. Heacock. “What can be 
secret about mass air transportation?” 

The text of Mr. Heacock’s wire to 
Chairman Nyrop and all members of 
the C.A.B., was made public as follows: 

“TI have just been advised of the 
closed meeting which the C.A.B. has 
called with the presidents of the cer- 
tificated carriers for the purpose of dis- 
cussing the air coach problem. This 
step was to be expected as one com- 
pleting the board’s current policy de- 
signed to eliminate all independent non- 
subsidized carriers. 

“Since Congress adjourned, the C.A.B. 
has taken these steps: 

“First, instituted an investigation of 
non-certificated carriers confined to 
supplemental and additional service. 

“Second, denied applications for un- 
limited air coach service which four 
independents are able and willing to 
provide now. 

“Third, has by its statements in this 
opinion and in the public press adopted 
as its own the entire philosophy of the 
independent airline industry. 
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No. 53 (D.R.O.-36) cancels order No. 
41 (D.R.O.-31) and sets rates on bulk 
coal from Hampton Roads, Baltimore, 
Philadelphia and Charleston at $10.70 a 
ton for the west coast of the United 
Kingdom, at $11.15 for the east coast, 
including London and the Thames estu- 
ary, and at $11.25 for the south coast. 
On shipments loaded at Mobile, $1.50 a 
ton is added to those rates. 


No. 54 (D.R.O.-37) established rates on 
coal in bulk from Hampton Roads, Bal- 
timore, Philadelphia, Charleston or Mo- 
bile to Eire and Northern Ireland. From 
all those ports, except Mobile, the rate 
to Eire was set at $10.70 a ton and to 
northern Ireland at $10.95 a ton. On 
vessels loading at Mobile, $1.50 a ton to 
2,240 pounds is to be added to the afore- 
mentioned rates. 
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“Fourth, indicated that the certificated 
carriers will expand aircoach sufficiently 
to take care of the public’s requirements. 

“Fifth, called a secret meeting with 
the presidents of the certificated carriers 
on Friday, November 30, to discuss a 
solution to the air coach problem. Ex- 
cluded from this meeting is the public 
and the entire independent airline in- 
dustry which originated, fostered and 
developed low-cost air transportation, in 
spite of unremitting C.A.B. opposition 
and constant harassment by both the 
board and the subsidized carriers. 


“The holding of this secret meeting is 
positive proof that either the board is 
dictated to by subsidized carriers or that 
at best it must receive the stamp of 
approval of these carriers. Regulation 
of American air transportation by secret 
conclave between the regulatory agency 
and the favored segment of the industry 
is contrary to the statement of ethics of 
the C.A.B., to the public interest, and 
our national defense, and hardly con- 
sistent with the board’s lofty judicial 
functions so eloquently proclaimed in its 
recent air coach decision. 


“Please answer this question: If the 
public is to be benefited by your meeting 
why are they excluded? What can be 
secret about mass air transportation? 

“In behalf of the independent carriers 
and the public I request that this secret 
meeting be called off and that at any 
future conference representatives of the 
independent non-subsidized segment of 
the industry as well as the public be 
invited to attend.” 





C.A.B. Rules on Seniority 


In Merger of Airlines 


The Civil Aeronautics Board has is- 
sued a supplemental opinion dealing with 
the problem of employe seniority which 
arose out of the consolidation of the 9p- 
erations of American Overseas Airlines, 
Inc., with the transatlantic operations of 
Pan American World Airways, Inc., «nd 
the transfer to Pan American of all 
A.O.A. employes and about 200 empl«yes 
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ci American Airlines, Inc., engaged in 
A.O.A. work. 

The board summed up its action, as 
follows: 

‘The board directed Pan American to 
provide for the integration of employes 
taken over from American Overseas and 
American into the Pan American organ- 
ization in accordance with a formula by 
which the seniority of the employes con- 
cerned is to be determined basically by 
their length of service in Pan American, 
American, or American Overseas (in- 
cluding its predecessor American Export 
Airlines). The formula laid down by the 
board also makes certain adjustments 
for special cases in which the application 
of the basic formula would result in sub- 
stantial inequities. These adjustments 
give former A.O.A. pilots credit for prior 
service on commercial scheduled airlines 
and also provide that former A.O.A. 
stewardesses, with registered nurse clas- 
sification, shall be placed in the purser 
category with Pan American rather than 
a straight stewardess classification. The 
integration formula prescribed by the 
board is to be applied initially as of 
September 25, 1950, the date of the con- 
summation of the consolidation.” 


FMB NEWS 


Mediterranean Ship Charter 


Examiner F. J. Horan has recom- 
mended that the Federal Maritime Board 
certify to the Secretary of Commerce 
the need in M-45, Prudential Steamship 
Corporation, for bareboat charter of a 
Victory-type ship for use in the carrier’s 
berth service between U.S. Atlantic 
ports (excluding ports south of Charles- 
ton, S.C.) and ports in the Mediterranean 
(including Morocco, Algiers, France, 
Italy, Greece, Turkey, Lebanon, Syria, 
Israel, Egypt, Trieste, Spain, Yugoslavia, 
Tunisia, and Libya). 

The examiner said that a witness for 
the carrier had said that those countries 
had become increasingly dependent on 
the United States for farm machinery, 
manufactured articles, vehicles, food- 
stuffs, fertilizer, heavy machinery, and 
many other articles formerly procured 
elsewhere. 


Ocean Ship Agreements 


The following agreements or amend- 
ments to agreements between ocean ship- 
ping conferences have been approved by 
the Federal Maritime Board: 

No. 57-37, between Kokusai Line and 
meinber lines of Pacific Westbound Con- 
ference, to include members of the Ko- 
kusai Line in the agreement, covering 
Service between Pacific Coast ports of 
North América and ports of Japan, 
Korea, Formosa, Siberia, Manchuria, 
China, Hongkong, Indo-China, Siam, and 
the Philippine Islands. 

No. 5600-18, between member lines of 
Associated Steamship Lines, amending 
the by-laws and rules and regulations 
of the agreement, as amended. 

_Wo, 7593-2, amending membership ar- 
ticles of agreement No. 7593. 

N 0. 7655-2, between certain Norwegian 
shi>ping lines, substituting Barber Med- 
iterranean Line, Inc., in place of Barber 


Steamship Lines, Inc., as representative 
of the members. 

No. 7761, between Grace Line, Inc., 
originating carrier, and Gulf & South 
American Steamship Co., Inc., delivering 
carrier, governing movement of cargo on 
through bills of lading at through rates 
from Pacific coast ports of the U.S. and 
Canada served by the originating carrier 
to ports in Peru and Chile served by the 
delivering carrier, with transshipment at 
Callao, Peru, Antofagasta, Chile, and/or 
Valparaiso, Chile. 

No. 7796-2, amending article for de- 
termining cargo capacity provided by 
parties to the agreement, Cia. Sud- 
Americana de Vapores, and Grace Line, 
Inc. 

No. 779 7-1, amending article for de- 
termining cargo capacity provided by 
parties to the agreement, Cia. Sud- 
Americana, and Gulf & South American. 

No. 7806, between American Mail Line, 
Ltd., transpacific carrier, and Waterman 
Steamship Corporation, Puerto Rico car- 
rier, covering cargo under through bills 
of lading from Japan, Korea, Formosa, 
Manchukuo (Manchuria), East Indies, 
Siberia, China, Hongkong, Siam, Indo- 
China, Kwangtung, Philippine Islands, 
East Indies, Federation of Malaya and 
Colony of Singapore, to ports of San 
Juan or Ponce or Mayaguez in Puerto 
Rico, with transshipment at Seattle, 
Wash., or Portland, Ore. 

No. 7784, between Grace Line, Inc., and 
Gulf & South American Steamship Co., 
Inc., covering movement of cargo on 
through bills of lading at through rates 
from U.S. Atlantic and Gulf ports served 
by Grace, to ports in Peru and Chile 
served by Gulf & South American, with 
transshipment at Callao, Peru, Antofa- 
gasta, Chile, and/or Valparaiso, Chile. 

No. 7860-1, between members of the 
Swiss/North Atlantic Freight Conference 
and members of the Marsailles/North 
Atlantic U.S.A. Conference, amending 
provisions of the agreement referring to 
rates and agents. 


Ship Rate Complaint Dropped 


The Federal Maritime Board has 
granted a motion of the complainant to 
withdraw its complaint in No. 714, Gov- 
ernment of Guam v. Pacific Far East 
Line, Inc. 


The board said the motion for with- 
drawal was filed on assurance by the re- 
spondent that it would adjust the rates 
complained of to a satisfactory level. 
It said the respondent had canceled the 
increased rates complained of, without 
admitting them to be in excess of maxi- 
mum just and reasonable rates, and 
without prejudice to any rate adjustment 
that might hereafter be made as the 
result of discussions with the complain- 
ant. The board said, also, that the re- 
spondent had restored the pre-existing 
rate level, alleging it was not less than 
minimum just and reasonable. The pro- 
ceeding had become moot, the board said. 

oe * % 

Class I railroads have reduced their 
unmatured funded debt (excluding 
equipment obligations) from $10,091,000,- 
000 in 1932, when it was the highest 
on record, to $6,662,000,000 in 1950, or a 
reduction of 34 per cent. 

* oe * 


Four-fifths of all bituminous coal pro- 
duced in the U. S. makes at least part 
of its journey from mine to market by 
rail. 
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MOTOR ACT PROSECUTIONS 


Digests of statements issued by the 
Secretary of the Commission concerning 
rosecutions, in federal courts, for vio- 
ations of motor carrier provisions of the 
interstate commerce act or of Commission 
— and regulations thereunder, appear 
below. 


California southern district, central 
division, at Los Angeles. Post Transpor- 
tation Co., Los Angeles, on November 19, 
was fined $500 following entry of its 
plea of nolo contendere to an informa- 
tion charging it with permtitting and 
requiring drivers in its employ to operate 
vehicles for excessive daily hours. The 
fine was required to be paid. 


MISCELLANEOUS DECISIONS 
Regulation of Common Carriers 


Cases Recently Decided by 


State and Federal Courts 


Digests taken from Reporters and Digests of 
National Reporter Systems published by West 
Pubiishing Company, St. Paul, Minn. Copy- 
right, 1947, by West Publishing Company. 


United States District Court, S. D. New 

York 

In action by water carrier to set aside 
order of interstate commerce commission 
which dismissed complaint assailing 
rates affecting transportation of rail- 
ocean-barge coal, evidence was insuffi- 
cient to sustain finding of board that 
there were no parties subjected to unjust 
discrimination or undue prejudice. 28 
U.S.C.A. Secs. 1336, 1398, 2284, 2321-2325. 

Where railroad published initial charge 
for transporting coal from mines to ports, 
and if coal was subsequently moved by 
railroad from port to point of ultimate 
destination the original railroad would 
refund a certain amount of money per 
ton, but no such refund was provided if 
coal was subsequently moved from port 
to same destination by water carrier, the 
rates were unlawful in view of statute 
prohibiting special rates and rebates 
Interstate Commerce Act, Sec. 2, 49 U.S. 
C.A. Sec. 2. 

Under statute prohibiting different 
charges by a common carrier for a like 
and contemporaneous service in the 
transportation of a like kind of traffic 
under substantially similar circumstances 
and conditions, common carriers by rail- 
road are not allowed to make a difference 
in rates because of differences in cir- 
cumstances arising either before the 
service of the carrier began or after it 
was terminated. Interstate Commerce 
Act, Sec. 2, 49 U.S.C.A. Sec. 2. 

In action by water carrier to set aside 
order of interstate commerce commis- 
sion which dismissed complaint assailing 
rates affecting transportation of rail- 
ocean-barge coal, the possibility that re- 
versal of commission’s order might lead 
to disruption of rates structure did not 
justify discrimination against water traf- 
fic. 28 U.S.C.A. Secs. 1336, 1398, 2284. 
2321-2325. (James McWilliams Blue 
Line v. United States, 100 F.Supp. 66). 

oe x * 


Supreme Court of Vermont. Washington 

Where Public Service Commission 
made findings of fact and incorporated 
a certificate providing that motor truck 
operations of certain express company 
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over certain route would promote gen- 
eral good of State, and Commission’s 
order was not excepted to, and request 
to stay order before it became final had 
not been made, petitioner’s request for 
additional findings of fact upon which 
to predicate exceptions for appeal more 
than one year after Commission’s fil- 
ing of certificate came too late. V. S. 
Secs. 2120, 2128, 2135, 9386-9389; Sec. 9287, 
and as amended by Acts 1949, No. 220. 


Where Public Service Commission 
made findings of fact and _ incor- 
porated a certificate providing that mo- 
tor truck operations of certain express 
company over certain route would pro- 
mote general good of state, and order 
was not excepted to, and request to stay 
order had not been made before it be- 
came final, surviving members of Com- 
mission as constituted when order was 
passed did not have power to act upon 
petitioner’s request which was made 
more than one year after Commission’s 
filing of certificate, for additional] find- 
ings of fact upon which to predicate 
exceptions for appeal. V.S. Secs. 2120. 
2128, 2135, 9386-9389; Sec. 9287, and as 
amended by Acts 1949, No. 220. 

Mandamus lies to compel a party to 
do only that which it is his duty to do, 
and, to be coerced, the party must have 
power to perform the act. (Nelson v. 
Chase, 83 R. 2d 505.) 

* * ae 
Supreme Court of Texas 


The Authority of Interstate Commerce 
Commission under federal Motor Carrier 
Act to issue to carrier of interstate com- 
merce 2 certificate of public convenience 
does not deprive the state from protect- 
ing its highways and the public safety, 
and before a carrier can operate in in- 
terstate commerce over Texas highways 
under certificate issued by Interstate 
Commerce Commission such _ carrier 
must first obtain a certificate from the 
Railroad Commission of Texas to do so. 
Vernon’s Ann. Civ. St. art. 9lla et seq.; 
Interstate Commerce Act, Secs. 204 to 
227, as amended, 49 U.S.C.A. Secs. 301 to 
aa. 

While the Texas Motor Carrier Act 
makes no distinction in regulation of in- 
trastate and interstate carriers, the Rail- 
road Commission has the power to regu- 
late the handling of intrastate com- 
merce over Texas highways. Vernon’s 
Ann. Civ. St. art. 9l1la et seq. 

The railroad Commission has the 
power for good cause to cancel a cer- 
tificate issued to a carrier engaged ex- 
clusively in interstate commerce in vio- 
lation of carrier’s permit. Vernon’s Ann. 
Civ. St. art. 9l1la et seq. 

Under the Constitution of the United 
States, the power of Congress to regu- 
late interstate commerce is supreme. 

The federal Motor Carrier Act and 
the Texas Motor Carrier Act must be 
construed together in the light of the 
specific purposes for which they were 
enacted. Interstate Commerce Act, Secs. 
201 to 227, as amended, 49 U.S.C.A. Secs. 
301 to 327; Vernon’s Ann. Civ. St. art. 
9lla et seq. 

Where Interstate Commerce Commis- 
sion issued certificate to motor carrier 
authorizing transportation of interstate 
commerce in Texas, and Texas Railroad 
Commission issued certificate authoriz- 
ing carrier to transport such interstate 
commerce only over Texas highways, 
Railroad Commission did not have au- 


thority to cancel its certificate on sole 
ground that carrier had handled intra- 
state commerce in violation of such cer- 
tificate. Interstate Commerce Act, Secs. 
201 to 227, as amended, 49 U.S.C.A. Secs. 
301 to 327; Vernon’s Ann. Civ. St. art. 
9lla et seq. (Railroad Commission of 
Texas v. Querner, 242 S. W. 2d 166). 
ae * * 


Appellate Court of Indiana, in Banc 


In action by a railroad to recover al- 
leged undercharge in freight rates on rail 
shipment, on ground that the freight 
rate applicable should have been tariff 
for tug boats, set up, loose or in pack- 
ages, evidence would have sustained find- 
ing that the shipment was neither a tug 
boat which was set up and loose nor a tug 
boat which was set up and in a package. 
(Southern Ry. Co. v. Bruce, 101 N. E. 
2d 68.) 

* of * 


United States District Court, D. Vermont 


The court must sustain the Interstate 
Commerce Commission if its findings are 
supported by substantial evidence on the 
record considered as a whole. Interstate 
Commerce Act, Sec. 201 et seq., 49 US. 
C.A. Sec. 301 et seq. 

Where interstate motor trucker sought 
to obtain an amplified certificate of op- 
eration, applicant had to be fit, willing 
and able to perform the proposed service, 
and present or future public convenience 
or necessity had to be shown. Interstate 
Commerce Act, Sec. 207(a), 49 U.S.C.A. 
Sec. 307(a). 

In action to annul and set aside an 
order of the Interstate Commerce Com- 
mission granting a certificate of public 
convenience and necessity to a motor 
trucker, the evidence sustained Commis- 
sion’s findings of public convenience and 
necessity. Interstate Commerce Act, 
Secs. 206(a), 207(a), 49 US.C.A. Secs. 
306(a), 307(a). 

In action to annul and set aside an 
order of the Interstate Commerce Com- 
mission granting a certificate of public 
convenience and necessity to a trucker 
as a common carrier, the evidence sus- 
tained finding of Commission that the 
trucker was fit and able financially and 
otherwise to properly conduct the pro- 
posed service, even though there was evi- 
dence that the trucker had conducted 
certain illegal shipping operations. In- 
terstate Commerce Act, Sec. 201 et seq., 
49 U.S.C.A. Sec. 301 et seq. 

In a proceeding before the Interstate 
Commerce Commission for the granting 
of a certificate of public convenience and 
necessity to a motor trucker, the Com- 
mission is trier of facts. Interstate Com- 
merce Act, Sec. 201 et seq., 49 U.S.C.A. 
Sec. 301 et seq. 

In action to annul and set aside an 
order of Interstate Commerce Commis- 
sion granting a certificate of public con- 
venience and necessity to a motor 
trucker, the evidence sustained Commis- 
sion’s findings that the other common 
carriers in area did not offer adequate 
services for the transportation of gen- 
eral commodities and that shippers in 
the area found fault with other common 
carriers because of delayed pickups, their 
irregularity, or inability of such carriers 
to furnish equipment. Interstate Com- 
merce Act, Sec. 207(a) 49 U.S.C.A. Sec. 
307 (a). 

In action to annul and set aside an 
order of Interstate Commerce Commis- 
sion granting a certificate of public 
convenience and necessity to a motor 
trucker, evidence sustained finding of 
Commission that poor truck conditions 
in area were extant even in the prewar 
period and did not stem wholly from 
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wartime conditions. Interstate Ccom- 
merce Act, Sec. 207(a), 49 US.C.A. See, 
307(a). 

Interstate Commerce Commission is 
not required to deny an application for 
a certificate of public convenience nd 
necessity to a motor trucker unless it 
finds an actual inability on the pari of 
former carriers in area to render com- 
plete service. Interstate Commerce Act, 
Sec. 201 et seq., 49 U.S.C.A. Sec. 30: et 
seq. 

The grant of certificates of public con- 
venience and necessity to motor truck- 
ers is not the grant of a monopoly and 
there is no vested right on the public 
highway for any transportation busi- 
ness conducted on the highways. 

An increase in competition is no rea- 
son for denying the authority of the 
Interstate Commerce Commission to is- 
sue a certificate of public convenience 
and necessity to a motor trucker. 

Generally, rehearings before adminis- 
trative bodies are addressed to their own 
discretion. 

The fact. that Interstate Commerce 
Commission refused to hear and con- 
sider, in a petition for rehearing of an 
application for certificate as a motor 
common carrier, evidence of a criminal 
conviction of the applicant for illegal 
operations and violations of a cease and 
desist order of Interstate Commerce 
Commission, was not such an abuse of 
discretion as to render final order of 
Commissicn arbitrary and capricious. In- 
terstate Commerce Act, Secs. 206(a), 
207(a), 49 U.S.C.A. Secs. 306(a), 307(a). 

The mere fact that one of two appli- 
cants for a certificate of public conven- 
ience and necessity as a motor trucker 
desired to sell his share of the certificate 
was not proof that there was no public 
necessity or need for the service, and the 
Interstate Commerce Commission could 
grant the order even though the Com- 
mission knew of the desire of one of the 
applicants to sell expected certificate. 
Interstate Commerce Act, Secs. 206(a), 
207(a), 49 U.S.C.A. Secs. 306(a), 307(a). 
(St. Johnsbury Trucking Co. v. United 
States, 99 F.Supp. 977). 

a a ok 


Supreme Court of Illinois 

A carter engaged in interstate com- 
merce was not subject to Chicago ordi- 
nance imposing license tax for each cart 
operated by carter to transport property 
and merchandise within city, where 
every load of carter combined intrastate 
and interstate property and intrastate, 
interstate and intercity business could 
not be separated and carter could not 
continue in any one of its operations 
without giving up its entire business. 
(City of Chicago v. Willett Co., 101 NE. 
2d 205). 


LOSS AND DAMAGE DECISIONS 
Traffic Cases Recently Decided by State and 


Federal Courts 


Digests taken from Reporters and Digests of 
National Reporter System, published by West 
Publishing Company, St. Paul, Minn. Copy- 
right, 1947, by West Publishing Company. 


Loss of Or Injury to Goods 


United States Court of Appeals, Fifth 
Circuit 


Common-law liability of a carrier for 
loss occurring on its own line is ne'ther 
increased nor diminished by Interstate 
Commerce Act, though under terms of 
Act the initial or delivering carrier may 
be held liable for losses which c> no 
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so occur. Interstate Commerce Act, Sec. 
90(11), 49 U. S. C. A. Sec. 20(11). 

‘hat a switching carrier is engaged in 
interstate transportation, in engaging to 
make delivery for last line-haul carrier 
does not under Interstate Commerce Act 
meke it responsible for any loss or dam- 
age which does not occur while goods are 
in its possession. Interstate Commerce 
Act, Sec. 20(11), 49 U. S. C. A. Sec. 20(11). 

At common law, a common carrier is 
held to strict accountability and abso- 
lute liability for loss or damage for goods 
surrendered to its custody, without re- 
gard to exercise of due care, unless dam- 
age flows from acts of a public enemy 
or act of God. 


Bills of lading under which shipments 
moved and which were binding upon 
switching carrier established a prima 
facie case of receipt by switching carrier 
of the shipments in apparent good order. 

In action by shipper against switching 
carrier for damages to shipment caused 
by fire, wherein shipper introduced bills 
of lading which established prima facie 
case of receipt by switching carrier of 
shipments in apparent good order, stipu- 
lation of switching carrier’s freedom 
from negligence was insufficient to re- 
lieve carrier from common-law liability. 

In action by shipper against switching 
carrier for damages to shipments caused 
by fire, wherein carrier contended that 
shipments must have been on fire at 
time of delivery to it, but upon trial ex- 
pressly abandoned that defense, Court 
of Appeals would not take judicial cog- 
nizance of fact that cotton is not subject 
to spontaneous combustion and _ that 
shipment must have contained a fire- 
packed bale and would not set aside dis- 
trict court’s findings for shipper on 
ground that fire occurred prior to receipt 
of shipment by carrier. (Louisiana South- 
ern Ry. Co. v. Anderson, Clayton & Co., 
191 F.2d 784). 





























Court of Civil Appeals of Texas, San 

Antonio 

Portion of rule of railway express classi- 
fication as filed with Interstate Commerce 
Commission, and providing that cars 
would be handled only on trains desig- 
nated by railroad companies, became a 
part of contract between shipper of 
goods by railway express and the Rail- 
way Express Agency, and was binding 
upon both, where uniform express receipt 
on which shipment was made provided 
that it was subject to classifications and 
tariffs in effect-on date thereof. 


In action for damage to carload of 
Spinach shipped by railway express, 
Plaintiff's evidence did not discharge 
plaintiff's burden of showing that de- 
fendant Railway Express Agency did not 
handle car of spinach with reasonable 
dispatch. 


In action against Railway Express 
Agency for damages to carload of spinach 
it would be presumed, in absence of 
proof to contrary, that car was held 
after its arrival in city of destination, 
and not placed immediately, at request 
of consignee, and defendant agency 
would not be responsible for such delay. 

In action by Railroad Express Agency 
for damages to carload of spinach, evi- 
dence did not establish that the spinach 
Was damaged in shipment. (Railway 
_ Agency v. Ferguson, 242 S.W. 2d 






























* * * 


Supreme Court, Trial Term, New York 
County, Part IX 


In action by shipper against railroad 













to recover for damages to furniture in 
transit, evidence was insufficient to es- 
tablish railroad’s defense that furniture 
was loaded in an unskillful manner. 

Where shipment of furniture, which 
was damaged in transit, was interstate 
commerce, rights and liabilities of par- 
ties were governed by federal law relat- 
ing to interstate shipments, regulations 
of the Interstate Commerce Commission 
and principles laid down by federal 
courts. 

Only by giving shipper opportunity to 
choose between higher and lower rates 
based on valuation can carrier place 





Robertson Urges Members 
To Observe Operation Rules 
In Interest of Safety 


D. B. Robertson, international 
president of the Brotherhood of Lo- 
comotive Firemen and Enginemen in 
the United States and Canada, has 
sent the following “official circular” 
to all officers and members of the 
brotherhood: 


“Several tragic railroad accidents have 
occurred during recent weeks. Both pas- 
sengers and freight trains were in- 
volved. Lives of the public and crew 
members were lost. Those regrettable 
disasters came at a time when official 
safety investigations are being under- 
taken as a result of a number of major 
wrecks which occurred a short time ago. 


“Safe railroad operation demands 
absolute observance of every safety and 
operating rule as well as giving thor- 
ough attention to the last and most 
minute detail in connection with train 
orders. Only by complete observance 
of rules and orders can enginemen dis- 
charge their full responsibility for the 
protection of the traveling public, 
themselves and the property of the rail- 
roads and at the same time insure that 
the trains operate efficiently and eco- 
nomically. 

“As you know, during the investiga- 
tion of every railroad accident, great 
emphasis is placed upon what is called 
the ‘human element’. Authorities in- 
quire into every detail concerning ob- 
servance of signals, train orders and 
safety and operating rules. 


“The operating rules are compiled 
from the best railroading experience 
gained down through the years since 
the throttle was opened on the first 
locomotive operated on the North 
American continennt. Those’ rules 
were prepared with the primary con- 
sideration of promoting safety and effi- 
ciency on the rails. 


“I am certain that every engineman 
fully comprehends the gravity of his 
duty with regard to observance of all 
safety and operating rules. That re- 
sponsibility is part of his daily life 
from the minute he starts his first trial 
trip. He not only lives with the rules; 
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shipper, who has selected a lower rate 
in prescribed manner, in the position 
where he is estopped to assert loss or 
damage to an amount in excess of the 
declared valuation on which the rate 
was fixed. 

Where shipper had no choice whatever, 
but was compelled to ship furniture, 
which was damaged in transit, at rate 
specified by railroad and, if not so 
shipped, railroad would have refused to 
take the furniture, limitation of liability 
in bills of lading of $1 per 100 pounds 
was inoperative. (Surprise Furniture Co. 
v. Long Island R. Co., 107 N.Y.S. 2d 316). 


he lives because of them and they are 
the protection of his life and his job. 
They are an inseparable part of the 
railroad tradition of which we are 
justly proud and determined to pre- 
serve. 

“Every engineman knows that the 
slightest lapse, the least failure to 
maintain perfect vigilance exposes him- 
self, his fellow workers and the public 
to danger. I know that enginemen 
have many pressing personal concerns 
in these times. There are numerous 
instances of unsettled grievances and 
there is the unprecedented, nation- 
wide disquiet resuiting from the refusal 
of the railroads to grant appropriate 
wage increases and the 40-hour week. 
Additional disturbance exists because 
of the extreme pressure which the 
railroads are applying in their effort to 
obtain changes in working rules which 
will adversely affect the home life of 
engine service employes and their take 
home pay. 

“T also know many engine service em- 
ployes are sorely tried to stretch their 
unadjusted pay checks to meet rising 
costs of living. Younger employes, 
faced with the double expense of rear- 
ing their families and paying for 
homes, cannot escape serious worries. 

“Thoughts of those practical concerns 
about wages and working conditions 
may at times disturb the minds of 
enginemen when they are on duty 
whether operating a high speed pas- 
senger train, a slow moving freight 
train, or switching in the yards. It is 
extremely difficult to shut out such 
vital and pressing problems. But let 
every man do his best.” 





Loomis and Monroe 
Testify for Railroads in 


Firemen’s Wage Case 


Daniel P. Loomis, chairman of the 
Association of Western Railways, De- 
cember 3 told a Presidential emer- 
gency board that the 38-cent “per 
hour” pattern settlement for the five- 
day week in railroad yards would cost 
$124,800,000 a year when it was ac- 
cepted by all yard workers. 

The 38-cent “per hour” increase pres- 
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ently applicable under the carriers’ vro- 
posal, Mr. Loomis said, “would not only 
maintain weekly earnings of every cm- 
ploye involved when the 40-hour week 
is made effective but would also result 
in a substantial increase over and above 
present weekly earnings.” 

The board is hearing the wage and 
rules dispute between the nation’s rail- 
roads and the Brotherhood of Loco- 
motive Firemen and Enginemen. 

It was pointed out that the pattem 
settlement agreed to by the trainmen’s 
union, but rejected by the firemen, pro- 
vides for an immediate wage increase of 
34 cents an hour for yard employes, with 
an additional increase of 4 cents when 
the shortened work week becomes ef- 
fective. This pattern settlement, Mr. 
Loomis said, was based on the “Memo- 
randum of Agreement” signed at the 
White House December 21, 1950, by the 
chief of the firemen’s union and the 
chiefs of the other three operating 
unions. 

The firemen, he said, insisted that 
when the shortened work week became 
effective this additional wage increase 
ranged from 9% cents an hour for yard 
firemen to 14% cents for yard engineers. 

Under the organization’s proposal, Mr. 
Loomis said, the yard engineers, yard 
firemen and hostlers would receive in- 
creases averaging 45% cents an hour. 

The total increase of 38 cents an hour 
which will be paid to the yard operating 
employes under the pattern settlement 
upon the establishment of their five-day 
week, including the cost-of-living adjust- 
ments up to July 1, 1951, he said, would 
constitute an increase of 24.5 per cent 
over the September 1950 average hourly 
earnings of the yard operating employes. 

“Moreover,” Mr. Loomis said, “the ad- 
justment here proposed by the carriers 
follows the pattern of the settlements 
made with the Brotherhood of Railroad 
Trainmen, the Switchmen’s Union of 
North America and the Railroad Yard- 
masters of America. These three unions 
represent almost two-thirds of the total 
yard operating employes. 

“It is submitted that the carriers’ pro- 
posal, which will maintain weekly earn- 
ings when the 40-hour week is made 
effective, is eminently fair and reasonable 
and should be recommended by the 
Board in settlement of this issue.” 



























Monroe’s Testimony 


J. Elmer Monroe, assistant vice-presi- 
dent of the Association of American 
Railroads, told the board that the nar- 
rowing margin of profit in the railroad 
industry made it “imperative” that the 
carriers “operate under rules that pro- 
mote efficiency and grant no _ higher 
wage increases than are justified.” 


Mr. Monroe said that while the rail- 
roads “have participated in the high 
level of business activity since World 
War II from the standpoint of volume 
of freight traffic, they unfortunately 
have not been able to participate from 
the standpoint of earnings.” 


During the five post-war years. 1%f 
through 1950, he said, the railroads’ raté 
of return averaged only 4 per cent % 
contrasted with an average of about 151 
per cent for manufacturing corporation 

“It is clear,” he said, “that the rai: 
roads have not experienced the P 
war prosperity of industry generelly.” 

One of the reasons for the inacequatt 
earnings of the railroads, Mr. Monr0é 
said, had been the increasingly heavy 
burden of wages and payroll taxes, which 
represent a larger proportion of operat: 
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inc expenses in the railroad industry 
than in manufacturing industries. 

The hourly wage rate of railroad em- 
ployes, the witness said, had increased 
from 74 cents an hour in 1939 to 178.6 
cents in 1951, or two and four-tenths 
times the 1939 rate. Payroll taxes, which 
first became effective in 1936, now con- 
sumed 2.8 cents out of each dollar of 
gross revenue, said he. 

“Total labor costs—wages and payroll 
taxes combined—consumed 51.4 cents out 
of each dollar of gross revenue during 
the period 1946-1950, compared with 
only 43.3 cents in the years 1926-1930,” 
he said. 

“Not only has the railroad wage cost 
gone up, but the average price paid by 
the railroads for fuel, material and sup- 
plies also has risen sharply since 1939. 
Since the pre-war period, 1935-1939, the 
weighted-average price paid by the rail- 
roads for fuel, material and supplies, has 
increased by 130 per cent.” 

Another reason, he said, why the rail- 
roads had not been able to participate 
from the standpoint of earnings in the 
prosperity enjoyed by industry in gen- 
eral during the post-war period, had been 
their inability to increase their charges 
with the same freedom of action of other 
industries, said he. 

“This inability of the railroads to in- 


crease their transportation charges at 
will,” he said, “stems from two principal 
sources: first, competition from other 
agencies of transport which has the ef- 
fect of placing a ceiling upon the rates 
and fares which the railroads can charge 
for their services in normal times; and 
second, the fact that the railroads must 
obtain approval from the Interstate Com- 
merce Commission and state regulatory 
bodies before changing their charges. 

“General rate increases sought by the 
railroads are opposed by large numbers 
of shippers and by agencies of the federal 
and state governments. Even to the ex- 
tent that authority is ultimately granted 
to increase rail transportation charges, 
there is always a time lag between the 
date when the increased costs are in- 
curred and the effective date of the 
authorized increases. Outside industry 
can and does make price increases at will 
in normal times. 

“The mounting level of operating costs 
in the railroad industry coupled with 
the increased competition encountered 
from other means of transportation 
which utilize public facilities, particularly 
the motor trucks, poses a problem which 
is giving the Congress, the Interstate 
Commerce Commission, state regulatory 
bodies and the shippers, as well as the 
railroads themselves, a great deal of con- 
cern.” 


TRANSPORTATION 
‘STATISTICS 


October Rail Net Below 
Year Ago, Even With Tax 


Credits Not to Recur 


Estimated net income of 131 Class 
I railroads in October, 1951, after 
interest and rentals, and without 
taking into account certain non-re- 
curring tax credits as a result of 
adjustments for war years, amounted 
to $85,000,000 compared with $108,- 
000,000 in the: same month of 1950, 
according to reports filed by the 
carriers with the Bureau of Railway 
Economics of the Association of 
American Railroads. Taking into 
account these tax credits, net income 
for October, 1951, amounted to $98,- 
000,000, the A.A.R. said. 

Net income for the first ten months of 
1951, after interest and rentals and with- 
out the special tax credits is estimated 
at $463,000,000, compared with a net in- 
come of $577,000,000 in the corresponding 
Period of 1950. Including special tax 
credits, net income for the first ten 
Months of 1951 is estimated at $476,000,- 
000, said the A.A.R., and continued: 

“Class I railroads in October, 1951, had 
a net railway operating income of $121,- 
899,700, compared with $134,459,630 for 
the same month of 1950. The corre- 
Spor ding net railway operating income 
for the first ten months of 1951 totaled 
$712 734,472 compared with $815,072,304 
in the same period in 1950. 


“Net railway operating income repre- 
sents the amount left after the payment 
of operating expenses and taxes but be- 
fore interest, rentals and other fixed 
charges are paid. 

“In the twelve months ended October 
31, 1951, the rate of return on property 
investment averaged 3.81 per cent, com- 
pared with a rate of return of 3.90 per 
cent for the twelve months ended Octo- 
ber 31, 1950. Property investment is the 
value of road and equipment as shown 
by the books of the railways, including 
materials, supplies and cash, less accrued 
depreciation. 

“This compilation as to earnings for 
the first ten months of 1951 is based on 
reports from all Class I roads, represent- 
ing a total of 225,937 miles. 


“Total operating revenues in the first 
ten months of 1951 amounted to $8,584,- 
113,380 compared with $7,683,079,585 in 
the same period of 1950, an increase of 
11.7 per cent. Operating expenses in the 
first ten months of 1951 amounted to 
$6,719,696,853 compared with $5,795,212,- 
937 in the corresponding period of 1950, 
an increase of sixteen per cent. For the 
month of October, total operating rev- 
enues increased 4.3 per cent, and operat- 
ing expenses increased 10.2 per cent, 1951 
over 1950. 


“Eighteen Class I railroads failed to 
earn interest and rentals in the first ten 
months of 1951, of which eleven were in 
the Eastern District, two in the Southern 
Region, and five in the Western District. 

“Class I railroads in the Eastern Dis- 
trict in October this year had an esti- 
mated net income, after interest and 
rentals, of $32,000,000 compared with 
$35,000,000 in October, 1950. In the first 
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ten months of 1951, their estimated net 
income, after interest and rentals, was 
$160,000,000 compared with a net income 
of $206,000,000 in the same period of 1950. 

“Their net railway operating income, 
before interest and rentals, in October, 
1951, amounted to $42,870,690 compared 
with $46,496,061 in October, 1950. Those 
same roads in the first ten months of 
1951 had a net railway operating income, 
before interest and rentals of $289,749,- 
451 compared with $327,034,867 in the 
same period of 1950. 

“Operating revenues of the Class I 
railroads in the Eastern District in the 
first ten months of 1951 totaled $3,829,- 
428,238, an increase of 12.3 per cent com- 
pared with the same period of 1950. Op- 
erating expenses totaled $3,0'75,001,041, 
an increase of 15.5 per cent above 1950. 


Southern Region 


“Class I railroads in the Southern Re- 
gion in October this year had an esti- 
mated net income, after interest and 
rentals, of $12,000,000 compared with $15,- 
000,000 in October, 1950. In the first ten 
months of 1951, their estimated net in- 
come, after interest and rentals, was 
$77,090,000 compared with a net income 
of $89,000,000 in the same period of 1950. 


“Those same roads in October had a 
net railway operating income, before in- 
terest and rentals, amounting to $14,- 
937,229 compared with $18,252,255 in Oc- 
tober, 1950. Their net railway operating 
income, before interest and rentals, in 
the first ten months of 1951, amounted 
to $114,257,532 compared with $122,236,- 
280 in the same period of 1950. 


“Operating revenues of the Class I 
railroads in the Southern Region in the 
first ten months of 1951 totaled $1,195,- 
259,674, an increase of 12.5 per cent com- 
pared with the same period of 1950, 
while operating expenses totaled $917,- 
823,023, an increase of 15.6 per cent above 
1950. 


Western District 


“Class I railroads in the Western Dis- 
trict in October this year had an esti- 
rentals, of $54,000,000 compared with 
mated net income, after interest and 
$58,000,000 in October, 1950. Their esti- 
mated net income, after interest and 
rentals, in the first ten months of 1951 
was $239,000,000 compared with $282,000,- 
009 in the same period of 1959. 


“Their net railway operating income, 
before interest and rentals, in October, 
1951, amounted to $64,091,781. compared 
with $69,711,314 in October, 1950. Those 
same roads in the first ten months of 
1251 had a net railway operating income, 
before interest and rentals, of $308,727,- 
489 compared with $365,801,157 in the 
same period of 1950. 


“Operating revenues of Class I rail- 
roads in the Western District in the first 
ten months of 1951 totaled $3,559,425,468. 
an increase of 10.8 per cent compared 
with the same period of 1950, while op- 
erating expenses totaled $2,726,872,789, 
an increase of 16.6 per cent above 1950.” 





Carload Waybill Analyses 


The Commission has issued a 27-page 
report, prepared by its Bureau of Trans- 
port Economics and Statistics, titled 
Carload Waybill Analyses, 1950, Average 
Revenue Progressions by Specified Mile- 
age Blocks for Commodity Groups and 
Classes, Terminations in 1950, statement: 
No. 5147. It also issued a 19-page report, 
statement No. 5149, Carload Waybill 
Analyses, 1951, Quarterly Comparisons, 








TRAFFIC Wort 





Trafic and Revenue by Commodity 
Classes. Terminations in First Qua‘ter, 
1947-1951. 









Truck Freight Tonnage 
In Third Quarter ‘51 
Under Same Period of ‘50 


The volume of intercity freight 
tonnage transported by trucks in the 
third quarter of 1951 was 1.8 per cent 
below that moved in the same period 
in 1950 but 25 per cent above the 
third quarter of 1949, according to 
the Research Department of the 
American Trucking Associations. 


“This decline, the first third quarter 
decline since 1945, was in sharp contrast 
to the third quarter last year when in- 
tercity truck tonnage was 28 per cent 
above the same period of 1949 and in the 
first two quarters of 1951 when tonnage 
was 25 and 10 ver cent above the first 
and second quarters of 1950, respective- 
ly,” it said. 

The A.T.A. third quarter index, with 
the third quarter of 1941 as 100, dropped 
off to 417 from an index of 221 in last 
year’s third quarter. 

The index is based on analysis by the 
A.T.A. Research Department of reports 
from 1318 Class I Intercity carriers which 
moved 43,634,745 tons of intercity freight 
in the third auarter of 1951 as compared 
to 44,427,409 tons in the same period of 
1950. Index numbers for the third quar- 
ter of other years are: 
































1938- 57 1942-109 1946-121 
1939- 71 1943-117 1947-138 
1940- 77 1944-114 1948-162 
1941-100 1945-110 1949-173 






“The pattern of intercity truck-ton- 
nage changes in the third quarter of 
1951 as compared to the same period last 
year, varied substantially between geog- 
raphical regions and commodity classes. 

“Despite the overall tonnage decline 
four of the nine regions of the country 
and six of the ten specific commodity 
classes showed increases over last year. 


“On a regional basis, the greatest de- 
crease was experiencéd in the New Eng- 
land Region where 136 carriers showed 4 
tonnage decline of 10.7 per cent. The 
Pacific Region, on the other hand, showed 
an increase, the tonnage of 130 carriers 
included in the report rising 7.4 per cent. 

“Other regional changes in the third 
quarter of 1951 as compared to the third 
quarter of last year were: Middle At- 
lantic, 274 carriers down 1.9 per cent; 
Central, 328 carriers down 4.4 per cent; 
Southern 172 carriers down 2.7 per cent; 
Northwestern, 56 carriers up 2.1 per cent; 
Midwestern, 87 carriers down 4.1 per 
cent; Southwestern, 101 carriers up 1! 
per cent, and Rocky Mountain, 34 cal- 
riers up 4.6 per cent. 

“On a commodity basis, the greatest 
decline in tonnage in the third quarte! 
of 1951 compared to the third quarte! 
of 1950 was suffered by carriers of motor 
vehicles. Sixty-nine carriers showed 4 
23.2 ner cent decline. Twenty-nine cal- 
riers of agricultural commodities showed 
an increase of 20.1 per cent. 


“Other changes in tonnage in the third 
quarter of 1951 compared to the same 
period last year were: general comn odi- 
ties, 788 carriers down 4.8 per cent: 
household goods, 50 carriers up 15.° pé 
cent: heavy machinery, 25 carriers UP 
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15.5 per cent; liquid petroleum, 102 car- 
riers up 5.1 per cent; refrigerated liquids, 
8 carriers down 9.1 per cent; refrigerated 
solids, 21 carriers up 16.3 per cent; build- 
ing materials, 19 carriers down 6.6 per 
cent; film and associated products, 5 
carriers up 2 per cent, and all other 
specialized carriers, 202 carriers up 3.0 
per cent. 

“Tonnage of contract carriers declined 
2.5 per cent in the third quarter of 1951 
as compared to the same period last 
year, and common carriers experienced a 
1.7 per cent decrease.” 


Growth of Truck Traffic 
On Rural Roads in 1950 
Reported by U.S. Bureau 


Ton-miles carried by trucks and 
truck combinations on main rural 
roads in 1950 totaled approximately 
121 billion, as against approximately 
89 billion in 1949 and 83 billion in 
1948, the highway transport research 
branch of the Commerce Depart- 
ment’s Bureau of Public Roads 
showed in study entitled, “Traffic 
Trends on Rural Roads in 1950,” pub- 
lished in the December issue of the 
bureau’s monthly journal, “Public 
Roads.” 


Data compiled in the study were 
shown in tables, charts and graphs in 
which the figures for 1950 were com- 
pared with those of a number of the 
preceding years. The information on 
which the study was based was obtained, 
according to the Bureau of Public Roads, 
through operation of automatic traffic 
recorders and through examination of 
records of truck weighing stations. 
Findings as to truck loads that exceeded 
legal limits were included in the study, 
reported by Thomas B. Dimmick, head 
of the current data analysis unit in the 
public roads bureau’s highway transport 
research branch. 


Highlights of the study were sum- 
marized in Mr. Dimmick’s report as fol- 
lows: 


“Total travel on rural roads in 1950 
broke all records, exceeding the 1949 
previous high by 9 per cent and the 1941 
prewar peak of 38 per cent. On the 
350,000 miles of main rural roads in the 
United States, travel in 1950 was over 
174 billion vehicle-miles, of which 76 per 
cent was by passenger cars, 1 per cent 
by busses, and 23 per cent by freight- 
carrying vehicles. 

“Trucks and combinations hauled 36 
per cent more ton-mileage of freight in 
1950 than in 1949 and 106 per cent more 
than in 1941, the increase resulting 
largely from greater use of heavier ve- 
hicles. Truck combination travel was 33 
per cent higher than in 1949 and 145 
per cent higher than in 1941. Comparable 
figures for single-unit trucks were 12 and 
43 per cent. The average carried load for 
all trucks and combinations in 1950 was 
10 per cent above the average in 1949 
and 55 per cent above that in 1941. 

“In 1950 almost 7 per cent of all trucks 
and combinations exceeded a State legal 
weight limit, and 19 per cent of the com- 
binations were illegally overloaded in 
some particular. In comparison with 1949, 
the percentage of overweight vehicles 
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for 1950 increased in all regions exzept 
in the south Atlantic states.” 

Data in one of the tables publixheg 
with the study indicated, Mr. Dimmick 
said, that in 1950 truck and truck com. 
bination travel was more than 20 per 
cent of the total travel in all but the 
New England and Pacific regions. He 


said it was between 20 and 26 per cent. 


in all of the remaining regions except 
the east south central region, wheie it 
was “well over 30 per cent.” He stated, 
further, that the proportion of trucks 
was higher in 1950 than in 1949 “in every 
region except the mountain region, 
where it remained about the same.” 

Discussion of the subject of “over- 
loading of for-hire vehicles” in the study 
included an observation that “eight of 
each 1,000 private single-unit trucks ex- 
ceeded a state weight limit while 38 of 
each 1,000 for-hire trucks exceeded the 
same limits.” 

“Likewise,” it was stated in the study, 
“170 of each 1,000 private truck combina- 
tions exceeded state weight limits, while 
201 of each 1,000 for-hire combinations 
exceeded the same limits. 

“Of each 1,000 vehicles, the frequencies 
of all private and all for-hire trucks and 
truck combinations exceeding the state 
limits in 1950 were 33 and 159, respec- 
tively, while in the previous year the 
corresponding frequencies were 26 and 
131. In both years, there were nearly 
five times as many excess loads among 
the for-hire vehicles as among the pri- 
vately operated ones.” 

According to the study, the relation 
of the frequency of overload of privately 
operated and for-hire vehicles was ap- 
proximately the same when based on 
recommendations of the American Asso- 
ciation of State Highway Officials as to 
truck load limits as when based on state 
legal limits. 


Freight Revenue Rises in 
First Eight Months of ‘51 


Freight revenue totaled $759,188,655 in 
August, 1951, as against $748,502,300 in 
August, 1950, and $5,672,272,063 for the 
eight months ended with August, 1951, 
as compared with $4,926,330,641 in the 
comparable 1950 period, according to a 
compilation of the Commission’s Bureau 
of Transport Economics and Statistics 
of revenue traffic statistics of Class I 
steam railways, exclusive of switching 
and terminal companies, statement M- 
220. 

Ton-miles of revenue freight handled 
by those roads totaled 57,260,669,000 in 
August, 1951, as compared with 56,513,- 
476,000 in August, 1950, and totaled 427,- 
422,236,000 in the eight months ended 
with August, 1951, as compared with 
371,020,519,000 in the comparable 1950 
period. 

Revenue tons carried in August, 1951, 
amounted to 257,850,388, as against 257,- 
308,856 in August, 1950; and revenue tons 
in the first eight months of 1951 aggre- 
gated 1,849,345,727 as compared with 1,- 
629,357,555 in the comparable 1950 period. 

Revenue passengers carried totaled 41, 
467,456 and passenger revenue amoun 
to $83,821,651 in August, 1951, as com- 
pared with 41,552,542 revenue passengels 
carried and passenger revenue of $78 161, 
708 in August, 1950. For the first cight 
months of 1951, revenue passengers car- 
ried totaled 321,971,956 and passenger 
revenue amounted to $594,988,801, as com- 
pared with 323,037,558 revenue pas- 
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sengers and $530,315,293 passenger reve- 
nue in the comparable 1950 period. 

Freight traffic averages for August, 
1951, compared with August, 1950, re- 
spectively, were reported as follows: 

Vliles a revenue ton a road, 222.1 and 
218.6; revenue a ton-mile, 1.326 cents 
and 1.324 cents; revenue a ton a road, 
$2.94 and $2.91. 

For the eight months ended with 
August, 1951, compared with the like 
1950 period, freight traffic averages were, 
respectively: 

Miles a revenue ton a road, 231.1 and 
227.7; revenue a ton-mile, 1.327 cents 
and 1.328 cents; revenue a ton a road, 
$3.07 and 3.02. 


Freight Commodity Data 


Statements Discontinued 


W. H. S. Stevens, director of the Com- 
mission’s Bureau of ‘Transport Eco- 
nomics and Statistics, by a notice, has 
announced that the bureau’s statement, 
Q-550, Tons of Revenue Freight Origin- 
ated and Tons Terminated, in Carloads, 
by Groups of Commodities and by 
Geographic Areas, Class I Railways, has 
been discontinued, the last issue having 
covered the year 1950 (T.W., Aug. 25, 
1951, p. 56). 

At the Commission it was said that 
the Commission’s waybill studies fur- 
nished essentially all the data that was 
made available in the various issues of 
statement Q-550. It was said that the 
waybill studies, although on a sample 
basis, indicated the flow of traffic be- 
tween the states and was more valuable 
than the Q-550 information from the 
standpoint of traffic analysis. 

It was also said that elimination of 
the Q-550 statements would save con- 
siderable expense to the railroads. 


Average Daily Car Shortage 
At 4,397 in Holiday Week 


US. railroads reported an average 
daily shortage of 4,397 freight cars for 
the week ended November 24, which in- 
cluded the Thanksgiving holiday, as 
against 6,456 cars for the previous week 
and 16,020 cars for the corresponding 
week ended November 25 of last year, ac- 
cording to the car service division of the 
Association of American Railroads. 

The shortage for the November 24 pe- 
riod. based on reports of the carriers to 
the car service division, was made up as 
follows: Plain box, 1,335; auto box, 40; 
flat, 241; gondola, 1,163; hopper, 1,402 
(includes 5 covered) ; stock, 131; and mis- 
cellaneous cars, 85. 

Carrier reports also showed an aver- 
age daily surplus of 4,817 cars for the 
week ended November 24, as against 3,123 
cars in the prior week, consisting of 233 
Plain box, 151 auto box, 75 flat, 14 gon- 
dola, 1 503 stock, 2,514 refrigerator, and 
327 miscelianeous. 

According to the reports, there was no 
Shortage of refrigerator cars or surplus 
of hopper cars. 


Transport Tax Collections 


The Bureau of Internal Revenue has 
announced the following tax collections 
for the month of October as compared 
with October last year: 

Transportation of property, $37,420,- 


626.88 as against $35,816,033.51 last year; 
transportation of persons, $28,009,367.41 
as against $23,765,153.60 last year; trans- 
portation of oil by pipeline, $2,677,815.43 
as against $1,817,134.80 last year. 

The federal gasoline tax yielded $60,- 
033,376.27 as against $46,924,465.63 last 
year. 


Delaware River Ports 


Report Increases 


Exports from the Port of Philadelphia 
area in the first six months of 1951 were 
more than double those for the same 
period of 1950, the Port Promotion De- 
partment of The Delaware River Joint 
Commission reported. 

An analysis of the half-year U. S. 
Department of Commerce figures was 
made by the statitstical section of the 
port department and reveals that export 
cargo increased from 835,377 tons, Jan- 
uary through June, 1950 to 1,680,706 tons 
for the same six months this year, a gain 
of 101.2 per cent. The six-month total 
for this year was 116,678 tons greater 
than 1950’s full year total of 1,564,028 
tons. Port officials considered this large 
uptrend highly significant to the port 
area since foreign export trade in the 
full year of 1950 was only one of eight 
categories to show a loss from 1949 when 
the export trade was 4,224,029 tons. 

Import traffic for the six months of 
this year totaled 11,971,357 tons, an in- 
crease of 634,346 tons, or 5.6 per cent 
over the similar period last year. Total 
foreign commerce was up 12.2 per cent, 
from 12,172,388 tons to 13,652,063. 

The port department report reveals 
that total vessel movements, foreign and 
domestic, for the first ten months of 1951 
were 14,612, an increase of 1,118 or 83 
per cent over the same period of 1950. 
Customs receipts for the ten months to- 
taled $44,216,369.38 a rise of $10,040,974.93 
or 29.4 per cent above the same months 
in 1950. 

The report shows the following six- 
months foreign commerce figures for 
each of the Delaware River Ports: 

Philadelphia, from 17,096,587 tons in 
1950 to 8,107,952 in 1951; Chester, Pa., 
from 50,051 to 48,187; Wilmington, Del., 
from 131,507 to 71,333; Camden, NW., 
from 192,676 to 134,194; Paulsboro, N.J., 
from 3,060,794 to 2,917,159; Gloucester, 
N.J., from 31,748 to 34,411; Marcus Hook, 
Pa., and Claymont, Del., from 1,548,122 
to 2,226,073; and Trenton, N.J., Lewes, 
Delaware and Deepwater Point, NJ., 
from 60,903 to 112,744. 


New Rolling Stock 
Orders Announced for P.R.R. 


A $60,000,000 order for new diesel elec- 
tric locomotives and freight cars, plus 
additional appropriations of approxi- 
mately $12,000,000 for new rails and .re- 
habilitation of existing freight cars 
through heavy repairs, has been an- 
nounced by Walter S. Franklin, presi- 
dent, Pennsylvania Railroad. 

“This announcement,” Mr. Franklin 
said, “brings the Pennsylvania’s new and 
rehabilitated equipment program for the 
last few years to over $650,000,000, and 
emphasizes the tremendous. capital 
needs of the railroads in these times of 
inflation. Depreciation funds available 
cover Jess than half the cost of replac- 
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Cargo Speedpaks — detach- 
able units with an 8000 
pound capacity—are carried 
on C&S’ 300-mile-per-hour 
Constellations to provide 
single carrier service be- 
tween Chicago and New Or- 
leans—Detroit and Houston 
and other Mississippi Valley 
points and from the U. S. 
to cities in the Caribbean. 
Single carrier service means 
less handling and faster 
transportation at lower cost. 
For rates or information contact 
the nearest C&S office or Cargo 


Sales Manager, Municipal Airport, 
Memphis, Tenn. 
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ing worn out equipment with new and 
modern equipment. 

“Included in the $60,000,000 authoriza- 
tion are 180 diesel electric locomotives 
and 5,000 modern freight cars. With de- 
liveries during next year and early in 
1953, this equipment will add significant 
reinforcement to the 1,168 diesel loco- 
motives and 26,860 new freight cars al- 
ready purchased by the Pennsylvania as 
a part of its post-war and preparedness 
program. The $226,000,000 program an- 
nounced in 1949, then the largest under- 
taking in the road’s history, has grown, 
under the impetus of Korea and na- 
tional mobilization, to almost two and 
a half times its original size.” 

Mr. Franklin gave “some thanks” to the 
Commission’s recent decision in the mail 
rate case when he said: 

“The recent approval of increased 
rates for carrying the mails will add not 
less than $9,500,000 to Pennsylvania Rail- 
road gross revenues for this calendar 
year since the decision is retroactive to 
January 1. It is expected to add nearly 
$800,000 a month to 1952 revenues, al- 
though not enough to entirely eliminate 
the loss the railroad has been forced to 
take for handling the government mails. 
While relatively small, the increased in- 
come from mail handling will, of course, 
be helpful. 

“Capital needs for any business can 
only be met when earnings are ade- 
quate to attract investors, which is why 
the railroads are appealing now to the 
Commission for proper adjustment in 
freight rates. It is an urgent necessity, 
for the Commission to act promptly now 
in granting the increase requested to 
meet the railroads’ desperate need for 
adequate revenues at this time.” 





Rail Equipment Orders 


The Reading Co. has placed orders 
for 40 additional diesel-electric locomo- 
tive units, to cost $6,720,000, Joseph A. 
Fisher, president of the railroad, has an- 
nounced. The locomotives, 30 of which 
will be 1600-h.p. diesel road switching 
units, eight 1500-h.p. diesel road switch- 
ing units and two 1500-h.p. diesel pas- 
senger “A” units, will be placed in road 
switching and passenger service in 1952. 

The Barrett Division of the Allied 
Chemical & Dye Corporation, has an- 
nounced it has placed an order with the 
American Car and Foundry Co. for 100 
all-welded tank cars of 12,500 gallons 
capacity. The 70-ton cars will be used in 
general service. 


Electric Railway Data, 1950 


The Commission has issued a 23-page 
tabular report, Selected Financial and 
Operating Statistics from Annual Re- 
ports of Electric Railways, for the Year 
Ended December 31, 1950, statement No. 
5153, prepared by the Bureau of Trans- 
port Economics and Statistics. The re- 
port said 55 electric railways reported 
to the Commission for the year 1950, 
embracing interurban and certain com- 
mercial electric railways engaged in in- 
terstate commerce as distinguished from 
It said electrified 
portions of steam railways were not 
covered by the data in the publication. 





Boston Port Revenue 


Revenue of the Port of Boston Author- 
ity for the first eleven months of this 
year was $600,148.91, an increase of $112,- 
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246.27, or 24 per cent, over the $487,9(2.64 
posted from January through November 
of 1950, it was announced by Director 
John M. Bresnahan. Revenue for No- 
vember of this year was $50,252.43. an 
increase of $21,004.53 over the $29,247.99 
received in the same month of last year. 


Pointing out that revenue for the fiscal] 
year 1947, the first full year of operation 
by the Port Authority was only $220, 
324.15, Director Bresnahan said: 


“The commissioners of the port note 
with deep satisfaction the steady in- 
creases made since then in annual reve- 
nue which is now double the 1947 figure.” 


Canadian Carloadings Rise 
In Week Ended November 24 


After running below 1950 levels for 
five consecutive weeks, loadings of rev- 
enue freight on the Canadian railways 
increased to 86,221 cars in the week 
ended November 24 from 83,545 cars 
registered in the previous week and 
were 4.6 per cent greater than the total 
of 82,418 cars reported for the corres- 
ponding period last year, according to 
the Dominion Bureau of Statistics, 
Ottawa, Canada. 


“The eastern division reported 55,383 
cars against 53,305 one year ago, while 
the western volume, sparked by heavier 
grain loadings, moved up to 30,838 cars 
from 29,113 cars,” said the bureau. “Re- 
ceipts from connections also registered 
betterment at 33,929 cars for a gain of 
1,007 cars over the similar week of 1950. 


“Total grain loaded required 11,692 
cars compared with 8,702 cars last year 
while grain-products improved 176 car- 
loads to 3,150. Vegetables were up 169 
cars to 1,093 and other agricultural 
products 145 cars at 924. Building prod- 
ucts totalled 4,324 cars against 3,987 
one year earlier. Logs gained 327 cars 
to 1,376 and pulpwood continued much 
heavier at 3,543 cars against 2,300. 
Lumber shipments were nearly main- 
tained at 4,227 cars and have recently 
shown some recovery. Gasoline and 
petroleum oils took 4,765 cars last week 
compared with 4,115 cars a year ago. 
The iron and steel industry continues 
very active, sending 2,164 carloads or 
211 more than in the same week of 
1950. Implements were up 116 cars to 
623 and automobiles at 1,166 gained 132 
carloads. Woodpulp and paper took 
4,737 cars, up 218 over last year. Sugar 
and canned food shipments improved 
while miscellaneous manufactures rose 
171 cars to 5,847. 


“The principal declines were shown in 
live stock at 1,776 cars against 2,282 cars 
a year ago and in dairy products, and 
meats; coal eased from 17,804 to 7,773 
cars and coke was down 200 cars to 577. 
Shipments of ores and _ concentrates 
totaled 3,407 cars or 422 cars under the 
similar period of 1950. Crude oil was 
off from 768 to 305 cars. L.C.L. freight 
which has been running rather con- 
sistently below 1950 since the five-day 
work week was inaugurated on June 1, 
required 16,240 cars or 1,058 cars under 
the forty-seventh period last year. 


“Cumulative totals show an improve- 
ment of 261,928 cars or 7.4 per cent over 
the same period of 1950 and 231,084 cars 
over the first 47 weeks of 1949. Car!oad- 
ings on the leading American rail:oads 
registered an increase of about 5 péer 
cent over 1950 in a similar comparison.’ 
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NEW SERVICES AND PRODUCTS 
IN TRANSPORTATION 


C. & O. Says Patrons Like 
Its ‘Airline Style’ Meals 


The Chesapeake & Ohio Railway has 
announced that, “in an experiment to 
pring the railroad industry’s high-flying 
dining car deficits down to earth,” it is 
serving an airline-style tray meal of 
pre-cooked frozen food on some of its 
diner runs. 

In nine weeks of operation of this 
“experiment” on C. & O. “name trains,” 
nine out of 10 patrons who wrote their 
reactions praised the “Chessie-Tray” 
meals for flavor, speed of service, and 
lower prices, said Thomas J. Deegan, 
Jr., vice-president, passenger traffic and 
public relations, of the C. & O. He de- 
scribed the lower-price feature as “the 
crux of the experiment.” He said the 
airline-style tray meals had been served 
in a lounge diner operated for six weeks 
on two trains between Washington, D.C., 
and Charlottesville, Va., and added that 
that diner was now operated on two 
trains between Cincinnati, O., and Ash- 
land, Ky. 


Union Pacific Absorbs 
The L.N.P. & W. Railroad 


The 111-mile Laramie, North Park & 
Western Railroad, running west and 
south from Laramie, Wyo., through the 
Medicine Bow National Forest to Coal- 
mont, Colo., on December 1 was absorbed 
by the Union Pacific Railroad, which 
wholly owns the little mountain railroad. 
The L.N.P. & W., absorbed for reasons 
of operating efficiency, will be known 
as the Coalmont branch, which will be 
the shortest of several names it has 
borne since the first rail was laid out of 
Laramie in 1903. The railroad climbs 
2,960 feet out of Laramie to an eleva- 
tion of 9,066 feet, including a number 
of 12-degree curves, passes through 
primitive country, and operates the year- 
round despite many feet of winter snow. 


Slick Airways’ Rate Policy 


Earl Slick, chairman of the board of 
Slick Airways, announced at a meeting 


of the airline’s board of directors in San 
Antonio, Tex., that the airline was con- 
solidating and streamlining certain de- 
partments in its nationwide system so 
as to insure “continuance of low air 
freight rates for the nation’s shippers.” 
Such low rates, together with high load 
factors and high utilization of aircraft, 
he said, were responsible for the han- 
dling of a record volume of traffic by 
Slick Airways in October—a total of 
6,656,985 ton-miles of revenue freight 
for that month. That, he said, was “the 
greatest amount of air freight ever car- 
ried by a domestic airline in a one- 
month period.” 


Spector Soon to Open New 


Truck Terminal in Chicago 


Construction of a new $1,000,000 Chi- 
cago terminal, new home of Spector 
Motor Service, Inc., is progressing rap- 
idly, with completion scheduled for about 
the first of the year, according to T. V. 
Baker, senior vice-president of the com- 
pany. 

Building of the new facility, the eighth 
constructed for Spector since 1948, will 
climax a multi-million dollar develop- 
ment program inaugurated three years 
ago by Spector. 

The new terminal, located on a large 
tract of land especially set aside for 
truckers by the City of Chicago, will have 
a 25,000 square foot dock with 72 doors. It 
will have the largest service garage of 
any middle-west terminal, according to 
the company, with approximately 10,000 
sauare feet of space, large enough to hold 
25 trailers. 

Offices of the new facility will cover 
an area of 20,000 square feet. 

According to Mr. Baker, correlation of 
the company’s various departments at 
the new facility will bring about a sav- 
ing of $100,000 a year, or 10 per cent 
in operating costs. 


Mr. Baker also announced the opening 
of a new truck terminal in Milwaukee, 
Wis. Representing an investment of 
$200,000, the Milwaukee terminal fea- 
tures an island-type freight loading 
platform 130 by 50 feet. 

Containing 20 doors, the dock is de- 


The .2w terminal and general offices of Spector Motor Service, Inc., are shown here in the process of 
construction at Chicago. 


U. K. LINE e@ CARIBBEAN LINE 
CONTINENT LINE e@ AFRICA LINE 
MEDITERRANEAN LINE @ ORIENT LINE 


Fast, Modern, American flag steamers pro- 
vide dependable transportation to meet 
your shipping requirements. Comfortable 
passenger accommodations are also avail- 
able. 


Lykes Bros. Steamship Co., Inc. 
Offices at: NEW ORLEANS, HOUSTON, GALVESTON, 
NEW YORK, Beaumont, Brownsville, Chicago, Corpus 
Christi, Dallas, Gulfport, Kansas City, Lake Charles, 
Memphis, Milwaukee, Mobile, Port Arthur, St. Louis, 

Tampa, Washington, D.C. 


Offices and Agents in Principal World Ports 





Traffic World's 
Questions 


and Answers 
Book 


VOLUME 3 


@ Here are your answers to over 
500 everyday traffic and rate 
problems. 


Submitted to us for solution be- 
tween July 1950 and June 1951, they 
reflect the latest answers to a wide 
variety of subjects like claims, de- 
murrage, routing, classification, ap- 
plication of transportation taxes, etc. 


Everything is arranged according to 
subject matter and cross-indexed so 
that you can quickly locate the an- 
swer to your problem. 


If you have volume 1, you'll cer- 
tainly want this volume also. 


Cloth Bound $2.50 


Traffic Service Corporation, Book Dept. 
815 Washington Bldg., Washington 5, D.C. 
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industry’s handling headliner! 


There’s nothing but good news about handling 
costs when the NEW Towmotor line-up makes 
the headlines. Five new Towmotor models add 
greater-than-ever versatility to every phase of 
handling in America’s most important industries. 
New features assure greater maneuverability; 
new design provides increased stability with full 
rated loads. Pneumatic, cushion or solid rubber 
tires provide speed with safety over any type of 
surface, inside or out. Capacities: 2,000-3,000 
and 4,000 lbs. Complete details of the NEW 
Towmotor are clearly shown in a new 15-minute 
film, “WHAT MAKES IT TICK.” It’s available 
now for a showing in your office at your con- 
venience. Plan now to see it. Send the coupon 


today! 


CHECK THESE 
HEADLINE FEATURES 


® Shorter wheel base in- 
creases maneuverability 

© Larger tires assure easier 
handling 

© Larger steer wheels for 
better control 

© Quiet as a deluxe car 

® Double Universal joint 
eliminates shock 

® Heavy duty, air-cooled 
clutch 

® Forced feed lubrication 
® Specially engineered 
Towmotor transmission; 2 
speeds forward and reverse 
© Powerful hydraulic brakes 
® Engineered for constant, 
‘round-the-clock service on 
heaviest lifting jobs 


SEND COUPON TODAY for a showing of ‘What Makes It Tick”’ in 
your office. 15 minutes of helpful information with no obligation to you! 


 TOWMOTOR 


THE ONE-MAN-GANG 


FORK LIFT TRUCKS 
and TRACTORS 


PROCESSING 
DISTRIBUTION 


RECEIVING ° 
STORAGE °* 


is 


TOWMOTOR CORPORATION 
Div. 10, 1226 E. 152nd Street, Cleveland 10, Ohio 


| want more information about the, NEW 
Towmotors. | would like to see ‘‘What Makes 
It Tick’? in my own office. Please send details. 


Name. 


Company. 


| 


Hn ees comes ces ees cos ceed eae ees ee ee es od 


Address. 





City State 


Representatives in all principal cities 
in U. S. and Canada 
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.| INCREASED Propuctigy |: 
j MASS HANDLING EFFICIENCY i 


71* HOW MANY PEOPLE HAVE YOU TALKED TO ABOUT AMERICANISM TODAY? 
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signed for cross-dock operations. Pcwer 
lift trucks and pallets will be used for 
loading and unloading. 

According to Robert G. Blazewick, ‘er. 
minal manager, the new facility will en- 
able Spector to step up its service to and 
from the east by as much as 24 hour: on 
inbound and outbound movements. ‘This 
is because Chicago has been eliminated 
as a stop-off point on through shipments, 
Mr. Blazewick said. 

Giving an illustration, Mr. Blazewick 
said a shipment from Bridgeport, Conn, 
consigned to Green Bay, Wis., would now 
be routed direct to Milwaukee as the 
interline change point to the north. 


Pan-American Clipper 
Carries Record Cargo 


Latin-American bound Clipper cargo 
from Miami hit a new high November 5 
when, in a 24-hour period, Pan Ameri- 
can World Airways lifted 107,353 pounds 
of revenue cargo from Miami Interna- 
tional Airport, the air line reported. The 
one-day movement highlighted the big- 
gest Clipper cargo year in history at 
Miami. 

Shipments November 5 included 2,000- 
000 cigarettes for Venezuela, two plane- 
loads of refrigerators for Colombia and 
Cuba, 100 television sets to Havana, 25 
cash registers and textiles to Colombia, 
power shovel parts to Rio de Janeiro, 
cases of shoes to Haiti and machine parts 
to Panama. Most of the cargo con- 
sisted of general merchandise ordered 
by Latin American merchants for the 
Christmas trade, it was said. 


Red Ball Agents Meet 


A total of 110 agents of American Red 
Ball Transit Co., Inc., met in the com- 
pany’s third annual convention in In- 
dianapolis. Panel discussions were held 
on sales promotion, advertising and gen- 
eral operations. Neil Conatser, general 
manager, and H. B. Woodworth, sales 
manager, acted as moderators. 

New advertising and sales promotional 
materials were presented by George &. 
Diener, president, Geo. S. Diener Co. 
advertising agency for the company. 
Mayor Phillip L. Bayt of Indianapolis 
addressed a luncheon session. 


Trailer Interchange Service 


An interchange service agreement be- 
tween Transcon Lines and Keystone 
Freight Lines has made possible estab- 
lishment of through trailer service from 
Memphis, Tenn., to the west coast, 
Transcon Lines has announced. Under 
this arrangement, Transcon trailers are 
being powered into Memphis by Key- 
stone tractors, according to the an- 
nouncement. Transcon Lines operates 
over a southern route between Los An- 
geles and Chicago. 


C. & O. Car Float Contract 


The Chesapeake & Ohio Railwa has 
announced that it has awarded 2 con- 
tract to the Sun Shipbuilding & Dry- 
dock Co.; of Chester, Pa., for comstruc- 
tion of an all-steel car float which, when 
completed, will bring to a total o: five 
the number of car floats operaied by 
the C. & O. at Hampton Roads, ‘2. 
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How Shippers and Carriers Are Using 


Impact Recorders to Stop Freight Claims 





fe SOMETIMES CALLED a “tattle- 
tale,” sometimes a “bug” or a “clock.” 
Its formal name is the impact recorder, 
and this valuable instrument has saved 
and is saving shippers and carriers mil- 
lions of dollars annually in freight claim 
prevention. It’s a fascinating tool of de- 
tection which deserves to be better known. 


The impact recorder is used by more 
than 80 American railroads and by the 
Railw ay Express Agency, as a check on 
tail switching, freight handling, and 
backaging. Trucking companies use the 
bugs” inside packages to test the han- 
dling on loading docks and into and out 
of trailers, and to assay the riding qual- 
ties of various types of merchandise. 
Packaging laboratories use the instru- 
hent to determine what kind of treat- 
ment one can expect certain merchandise 
‘0 receive. Traffic managers use the 










The two-way ride recorder, used by 
Porcelain Enamel Institute to pre-test 
packaged shipments on the vibration 
table and the Conbur testing machine. 


“tattle-tales” to compare various ship- 
ping routes, to work out standards for 
protective wrapping and packaging, and 
to determine whether company products 
are over- or under-packaged. Steel strap- 
ping manufacturers use it to test car- 
loading methods for their customers. Mail 
order houses use it on store chutes and 
slides, to determine the shocks that mer- 
chandise going through these systems 
must absorb. Department stores use it 
to test the handling on various delivery 
routes, and in the sorting operations 
prior to delivery. The Post Office uses 
recorders in checking on delays to mail. 
Some day, no doubt, an enterprising 
detective story writer is going to have 
the impact recorder solve the murder 
case. 
For the impact recorder is a robot de- 
tective, an inconspicuous “private eye” 


Case Histories from 

Files of Carriers Tell How the 
“Clocks” Track Down Freight 
Damage to the Source. 

National Safe Transit Program Uses 


Recorders in Pre-Shipment Tests. 


By N. C. HUDSON 


that, in the words of a claim prevention 
expert, is “the only device that gives 
you the story of what goes on in a car 
in transit.” 

The instrument “gives you a play-by- 
play description of handling—where and 
when rough handling took place, and 
how rough it was,” states one manufac- 
turer of the recorder. 

What does a “bug” look like, and how 
does it work? 

There are various types and makes of 
impact recorders. 

One type is the two-way ride recorder, 
made by the Impact Register Co., Cham- 
paign, Ill. Accepted as the standard 
instrument by the Porcelain Enamel In- 
stitute for testing lading on both the 
vibration table and the Conbur testing 
machine, this recorder is housed in a 
steel case measuring 8 x 8 x 15 inches 





Application of the impact recorder 
to a carton of canned goods. The 
National Safe Transit Committee, 
having made a number of test ship- 
ments by all types of carriers, re- 
ports that the worst shocks to 
shipments occur usually in han- 
dling. ‘ 


ABOVE: To determine scientifically the handling 
received by long-haul air cargo, Pan American 
World Airways flew this shipment over its 
regular routes around the world. It contained 
a standard electric addressing device, plus an 
Impact-O-Graph to record on tape all impacts 
sustained by the crate in transit, as well as all 
movement of the crate in vertical, longitudinal, 
or lateral directions over a 22,000-mile route. 


RIGHT: A furniture manufacturer uses the im- 
pact recorders to check various shipping routes, 
to ascertain which route gives most careful 
handling to shipments, and has the least delays. 


and weighing about 17 pounds. It re- 
cords simultaneously both longitudinal 
and vertical impacts, through scratches 
made by a steel stylus on a wax-coated 
chart, driven by an eight-day clock. 

Another recorder is the Impact-O- 
Graph, made by the Impact-O-Graph 
Corporation, Cleveland. This has a steel 
case measuring about 8 inches square 
and 5 inches deep. It operates as follows: 
A dry-cell battery powers a clock, which 
turns a roller, which pulls and winds a 
wax-coated recording paper at a known 
speed per hour. Over this paper are three 
stylii, or fingers, working independently 
of each other, each recording shock in 
different directions, laterally, up and 
down, backwards and forwards. The 
fingers move against a known resistance; 
thus, the longer the mark, the greater 
the shock or impact. 


Makes Permanent Record 


Enclosed in a shipping case or carton, 
the recorder makes a permanent record 
of the intensity of shock encountered by 
the carton in handling, whether it turned 
over in transit, and the exact date and 
time these events occurred. The absence 
of marks on the tape will show the 
length of time of delays in transit, with 
a clue to the approximate location of 
the delays. 

The value of impact recorders can best 
be indicated through the testimony of 
carriers, shippers, laboratory technicians, 


packaging and steel strapping manufac- 
turers who have used the “clocks.” 

Over 20 years ago the Norfolk & West- 
ern Railway began using portable impact 
recorders, to register the time and inten- 
sity of car shocks in transit. Such re- 
corders are used by most all the nation’s 
leading railroads, among them the Santa 
Fe, Chicago & North Western, Denver & 
Rio Grande, Illinois Central, Missouri 
Pacific, New York Central, Nickel Plate, 
Pennsylvania, Southern Pacific, St. Louis 
Southwestern, and Union Pacific. 


“In no single instance has information 
secured by the Impact-O-Graph been 
used for reprimanding or administering 
discipline to train or yard men,” reported 
a Norfolk & Western Official. “There is 
no secrecy as to the cars in which the 
instruments are placed. . Monthly 
comparative reports are furnished which 
simply give total number of damaging 
impacts occurring within the individual 
yards for the information of yard men 
themselves, and for the yard supervisory 
officers, in order that cooperative effort 
may be secured toward eliminating rough 
handling. About 94 per cent of the dam- 
aging impacts occur in yards. 

“Our experience has developed various 
other and very important uses of the 
Impact-O-Graph, many of which were 
directly and quite definitely of value in 
securing new traffic and in holding traffic 
to our route. The information furnished 


by the impact recorder has been inval- 
uable both to our shippers and receivers 
of freight, and to ourselves, in demon- 
strating the safety of package contain- 
ers, car loading methods, and the effec- 
tiveness and stability of car bracing.” 


Here are reports from various railroads 
on how the impact recorder has con- 
tributed to freight claim prevention. 


One large shipper of a valuable com- 
modity complained of damage resulting 
from apparent rough handling of cars 
moving to Pacific coast points. Record- 
ers were run in several of these cars, and 
showed that no rough handling occurred 
in transit; they also indicated the need 
for change in the dimensions of the 
package containers used by this shippe!. 
When the necessary changes in the con- 
tainer were made, there was no further 
trouble. 


Puts Finger on Trouble 


The receiver of a regular carload 
movement in a three-road route com- 
plained of lading greatly disturbed and 
showing evidence of rough handling. The 
impact register chart clearly incicated 
rough handling within a yard of the 


intermediate line. The facts were ful- 
nished that yard, and the trouble ceased. 

A further case involved a regular cal- 
load movement to a large midwestert 
city. Impact recorders were run ‘1 Ss 
cars at short intervals, and the trouble 
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Metal Statue is well padded with 
KIMPAK protective cushioning. 


Glass Picture Frame in wood crate 
with edges cushioned by KIMPAK. 


Cuts shipping costs— 
reduces damage in transit! 
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was traced to the time of placement of 
cars at consignee’s warehouse. The de- 
livering road took corrective action. 
Reported rough handling in transit is 
not always the cause of damage, the 
impact recorder has discovered. A re- 
ceiver complained of damage to ship- 
ments of newsprint paper rolls. The 
recorder determined that no rough han- 
dling was occurring, and an investigation 
showed that the rolls were receiving con- 
cealed damage in transfer handling en 
route, because of the form of construc- 
tion of four-wheel trucks upon which 
the rolls were being handled. The truck 
construction was changed, and the dam- 
age ceased. Had it not been for the use 
of the impact recorder, the trouble would 





Trainmen say — 


still have been attributed to rough han- 
dling, and the railroad would have lost 
that traffic. 


A refrigerator manufacturer, having 
received reports of damaged shipments 
from receivers, placed an impact re- 
corder on the tray of the refrigerator, 
and discovered 30 per cent of the damage 
occurring in his own plant. An Impact- 
O-Graph was placed within the refrig- 
erator as it came off the production line, 
and measured the handling to the load- 
ing dock. In almost every instance, a 
severe impact was recorded when the 
consignee’s name was stenciled on the 
container. A shipping-room employe was 
tipping the container and letting it drop 
back roughly. Previously, the carrier 


“BLAW-KNOX RUNNING BOARDS 
ARE SAFEST” Secaase... 


Serrated bearing bars—sure 
footing in any weather. 
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2 Self-cleaning—mud and 
snow can’t collect. 


Electroforged — perma- 
nently, solidly assembled. 


Easily replaced—repairs 
made quickly. 


Standard size sections— 
firm footing where you 
expect it. 


For complete data write for 
Bulletin 2328. 


BLAW-KNOX DIVISION 
OF BLAW-KNOX COMPANY 


2031 Farmers Bank Building, 
Pittsburgh 22, Pa. 
Offices in Principal Cities 


BLAW-KNOX 
Etkectroforged® STEEL 


RUNNING BOARDS ano BRAKE STEPS 
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had been blamed, and had paid for, this 
type of hidden damage. 

An automobile manufacturer »2uilt 
special brackets in freight cars pon 
which to place merchandise for ship. 
ment. Racks and merchandise invari- 
ably arrived at destination on the floor, 
The Impact-O-Graph chart proved that 
it was not rough car handling but con- 
tinuous severe vibrations which caused 
the difficulty. A change in the metal 
used in the racks corrected the condi- 
tion. 


One of the nation’s largest manufac- 
turers of paper board uses the recorder 
to predetermine the packaging require- 
ments of its customers. Once it is de- 
termined how the test packages siand 
up under actual shipping conditions, the 
company can recommend the proper 
package design and strength—avoiding 
under-packaging and expensive over- 
packaging. 

During the last war, damage was 
noted to shipments moving by truck to 
government air fields in a southern 
state. By using impact recorders, it 
was discovered that all the damage oc- 
curred on the dock of one trucking com- 
pany. The damage was traced down to 
the careless employe. 


How One Company Benefits 


The Westinghouse Electric Corpora- 
tion’s appliance division, more than 20 
years ago, began using impact recorders 
to record the time and severity of shocks 
to shipments, as a means of analyzing 
and overcoming damage to freight. 

Ralph F. Bisbee, manager of quality 
control at Westinghouse, undertook an 
extensive research program designed to 
meet the problem of freight loss and 
damage. Mr. Bisbee made shipments 
of various sizes and weights of ap- 
pliances—electric ranges, roasters, re- 
frigerators—using all commercial forms 
of transportation such as rail freight, 
express, truck, and air. “Clocks” were 
inserted in each test shipment. 

“The findings were surprising,” ac- 
cording to a company report. “The 
shocks that packaged products receive 
far exceeded what transportation people 
believed normal. In almost every case 
the package was subjected at some point 
in transit to shocks of zone-5 magnitude 
(about 8 g). Sometimes these occurred 
in rail shipments when the freight car 
was bumped hard. Mostly, the severest 
shocks were registered as the package 
was being handled, as to and from a 
truck or when unloaded from a plane.” 


The charts used by recorders are 
marked off into zones. Zone 5 is con- 
sidered to indicate between 10 and 11 
miles per hour at the moment of impact. 
The term “g” is recommended by engi- 
neers as the most constant and con- 
sistent unit of shock measurement. 
Referring to dynamic conditions, “g” 
measures the acceleration to which the 
instrument is subjected. A “g” is the 
acceleration due to gravity, or about 32 
feet a second. 

“For example, shock-recorder ests 
showed that, when a packaged product 
weighing 300 pounds is dropped om one 
end no more than 10 inches—a very 
common occurrence in unloading from 4 
car, truck, or hand truck—the shocks 
are equivalent to those received in 4 
freight car traveling at 11 miles per now 
at impact. And the railroads corisider 
that any impact above six miles per our 
is bad handling.” — 

At Westinghouse the lessons of Mr. 
Bisbee’s research are applied in several 
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FLOOR-TYPE TRUCK-TOW CONVEYOR 
OFFERS ADVANCED-DESIGN FEATURES 


Conventional 4-wheel trucks are coupled and uncoupled by pins 
that drop through the slot in the floor to engage the dogs of 
endless chain. 


LINK-BELT Floor-Type Truck-Tow Conveyor 
slashes handling costs 337! 


Seattle’s Consolidated Freightways 
effects spectacular savings 
on investment of only $20,000 


Faster truck schedules . . . reduced freight handling 
time . . . lower loss and damage claims. Consolidated 
Freightways accomplished all these immediately when 
their Link-Belt floor-type TRUCK-TOW Conveyor 
went into service. 

This 716 ft. system moves up to 100,000 Ibs. of 
freight at a time .. . at average speeds of 160 ft. per 
minute. Highway trucks are unloaded and loaded on 
One side of the dock—city trucks on the other — 
smoothly, efficiently. 

More — with Link-Belt floor-type TRUCK-TOW, 


there is no overhead conveyor structure. Any interfer- 
ence with possible fork-lift truck movements about the 
dock is eliminated. 

Terminals and warehouses all over the country have 
found Link-Belt TRUCK-TOW the low-cost answer 
to increased handling efficiency. Your Link-Belt repre- 
sentative can give you all the facts about both overhead 
and floor types. cones 


LINK-BELT COMPANY: Chicago 8, Indianapolis 6, Philadelphia 40, 
Atlanta, Houston 1, Minneapolis 5, San Francisco 24, Los Angeles 33, 
Seattle 4, Toronto 8, Springs (South Africa). Offices in principal cities. 





YOU, TOO, CAN TRAIN AT HOME 
FOR GREATER RESPONSIBILITIES 





Read how others 
in traffic and 

transportation 
are profiting! 








_Here are a few excerpts from letters 
received by the College of Advanced Traffic 


from home study students 


. .. “Since I enrolled in your Trans- 
portation and Trafic Management 
course, my traffic knowledge has in- 
creased considerably. Knowing of the 
advantages and experiences which one 
gains from courses offered by the Col- 
lege of Advanced Traffic, I have highly 
recommended your college and corre- 
spondence courses to my fellow 
workers.” —J.V.D., Tennessee. 


. “Though I have only completed 
scarcely more than half of the course, | 
have found that it helped me consider- 
ably in securing a very good position in 


the Traffic field.” —E.A.S., Florida. 


.. “it was on the strength of the 
studies completed in your Minneapolis 
Branch that I was able to pass the re- 
quirements necessary for the job title of 
Freight Transportation Chief (U.S. Ma- 
rine Corps) . I wish to thank you 
again for your fine cooperation and 
hope that I will be capable of com- 
pleting the remainder of the course.” 

—C.F.N., Minnesota. 


. “Our traffic department will show 
a net savings for this year of some 
$100,000.00 and most of that saving has 
come about through your course. Every 
problem that I have had, I have read 
about it in your lessons and from there 
I pick up all the threads leading to com- 


plete and thorough understanding of my 
problem.” —G.W.H., Texas. 


. “In two years, I’ve come from 
‘green’ steno., new in railroading, to 
Chief Clerk in a sizeable Division 
Freight Office . . . That’s a pretty good 





endorsement of your method of training, 
1 believe.” 


. .. “This is a new line, started about 
two months ago as a common carrier 

. . At present I am rate clerk, general 
claim agent, and about anything else 
you can think of. I had to argue like 
H to get the job, due to my lack 
of experience, but with the training I 
received from your school, I proved 
that I was capable of doing any work 
that I was asked or given a chance to 
do. And you can quote me on this.” 


—B.D., New Mexico. 


“T want you to am that I am 
very grateful for the tremendous help 
your course has given me in securing 
the positions of Chief Clerk and now 
Travelling Freight Agent. It was the 
most important factor, and I am most 
thankful I had the opportunity of taking 
it. The many traffic problems brought to 
light in your course have been beneficial, 
the many corrections by your instructors 
have been impressed upon me, and I am 
looking forward to the post-graduate 
course in Interstate Commerce Law with 
great interest.” —G.F.C., Missouri. 


“T would also like to mention 
that if you care to use my name as to 
whether this course is an asset to anyone 
preparing for the I.C.C. examination, 
that it will be a distinct pleasure as I 
feel that I have realized a considerable 
amount of knowledge and feel that it is 
the only course of its kind in the United 
States that can accomplish the desired 
results.” —T.W.F., Iowa. 





SEND TODAY FOR FREE 24 PAGE BOOKLET 


“College Training in Transportation 
and Traffic Management” 


College of Advanced Traffic 


Educational Division of The Traffic Service Corp. 
Dept. K2—Extension Division 


22 W. Madison St., Chicago 2, Ill. 





—B.R.H., California. 
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ways. A new appliance at the time it is 
being designed—even while in the plan. 
ning stage—is examined from the stand. 
point of “shipability.” Sometimes, this 
quality is improved by changing g 
strengthening the container; sometimes, 
by altering the product itself. In the 
case of one electric range design, certain 
braces costing a dollar were removed 
from the range itself while the container 
was strengthened at a cost of 50 cents. 
Thus there was a net saving. of 50 cents 
at the same time that the damaze to 
shipments was very significantly reduced, 


When a preshipment test of a new 
automatic washing machine design in- 
dicated that a high percentage would 
be received at destination with the 
motor out of position, the mounting- 
bolt construction holding the motor in 
place was changed. Subsequent field 
reports indicated negligible shipping 
damage from this cause. 

A new design of a rigid-mount auto- 
matic washing machine, preshipment 
tests indicated, would result in ship- 
ping difficulties because of a structural 
weakness due to welding and support 
bolts. After a change was made, large- 
scale shipment began with no significant 
reports of damage in transit. 

“Such episodes have been numerous,” 
reports Westinghouse. “The object al- 
ways is to secure a product and its con- 
tainer of least weight, least package 
cost, and with the least prospect of 
damage in shipment.” 

From 1930 to 1941, damage to ship- 
ments of Westinghouse electric ranges 
dropped from 18 per cent to 1 per cent. 
Mr. Bisbee and his crew pursued their 
research, and since the end of the war 
Westinghouse range damage has dwin- 
dled to 0.6 per cent. 


Safe Transit Program 


The data accumulated by Mr. Bisbee 
with the impact recorders resulted in 
the creation of two standard shock 
tests, an incline-plane test (the Conbur) 
and a drop test. These two tests are 
today nationally accepted standards and 
are used by the National Safe Transit 
Committee, of which Mr. Bisbee is gen- 
eral chairman. 

The National Safe Transit Committee 
was organized in 1948 to achieve “s 
practical program for reducing damage 
to packaged finished metal products 
during handling and while in transit,” 
and to enlist the cooperation of all man- 
ufacturers of these products to put such 
@ program in operation. Participating 
are a number of manufacturing groups, 
and manufacturers of containers. 

An N.S.T.C. sub-committee, working 
with Air Cargo, Inc., American Truck- 
ing Associations, Inc., Association of 
American Railroads, and other § groups, 
has made thousands of miles of test 
shipments to determine average condi- 
tions encountered in transportation. 

“It was necessary to mount shock re- 








































corders in railroad cars, trucks and 
cargo planes,” reports the sub-com- 
mittee. “Instruments were shipped in 






wooden boxes prepared as_ ordinary 
packaged products so as not to create 
any unusual attention which would de- 
stroy the value of the test shipments. 
“The recorders used in all tests were 
standard two-way ride recorders which 
record both vertical and longitudinal 
shocks, with two recorders mounted 50 
that shocks in all four directions could 
be measured. The recorders also pel- 
mitted the actual time of the <ay % 
be determined when shock occurre:, thus 
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enabling very close correlation between 
airplane, truck and train schedules... 
so that it was possible to know at ex- 
actly what points shock took place. 
Without this information it could only 
pe shown that the shock took place; the 
reason. for it might not be known.” 

Information gathered, said the sub- 
committee, was not intended in any way 
to show any differences in methods of 
transportation. 

“However, it does point out that in 
any and all methods of transportaiton,” 
the sub-committee declared, “taking an 
average of several shipments, the shocks 
will be found to be pretty much of the 
same magnitude with the maximum 
shocks occurring in any mode of trans- 
portation usually during handling by 
people. This also includes such items 
as car shifting and trailer or truck 
movements in which most cars are han- 
dled or controlled by the personnel in 
charge of the particular carrier vehicle.” 

The committee conducted some 175,000 
miles of test shipping and recorded the 
data. Some 15,000 miles of air cargo 
tests were made; tests were conducted 
with the Railway Express Agency under 
normal conditions of shipment in express 
cars, over five different railway systems; 
dozens of test shipments were made by 
railroad freight, both carload and less- 
carload; tests made in cooperation with 
the A.T.A. and member truck lines 
covered a period of 18 months and in- 
cluded interline shipments, with local 
deliveries made over various types of 
roads, plus normal delivery routes in 
several cities. 


Summarizing the results, the sub- 
committee reported that (1) the worst 
shocks under all conditions observed oc- 
curred in the majority of cases during 
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handling, and (2) the 5th zone estab- 
lished as the minimum requirement for 
the packaged product under the Na- 
tional Safe Transit Program represents 
no more than the conditions normally 
encountered in transportation and han- 
dling.. 

Savings realized by many manufac- 
turers who have used impact recorders 
in accordance with the recommended 
testing procedure are reported to be con- 
siderable. One manufacturer reduced 
losses from 28 per cent to less than 1 per 
cent by adopting the “pre-transporta- 
tion” testing procedure. Another manu- 
facturer making 80,000 units annually 
reported a saving of over $1 per unit 
through the use of cheaper and simpler 
designs of merchandise and crating. 


A firm with a vast amount of experi- 
ence in the uses of impact recorders is 
Signode Steel Co., Chicago, which has 
been utilizing 16 two-way recorders for 
many years. 

“An important part of our work is the 
development of safe carloading methods 
for large shippers,” reports Arch N. 
Perry, chief field engineer, and manager, 
sales engineering, at Signode. “When 
you load a car, there is no way to get 
a picture of the impacts received except 
through a recorder. 

“If we recommend a carloading 
method, and the car arrives at destina- 
tion in good condition—well, that is en- 
couraging, but it is not proof. If we use 
a recorder with that car, and if the car 
arrives in Los Angeles in good condition, 
and if the recorder shows severe switch- 
ing impacts—that shows we are on the 
right track. We use the recorder on all 
our assignments, because it is a very 
valuable means of checking the worth of 
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carloading methods. The recorders 
shorten our work considerably. 

“The impact recorder is the only de- 
vice that gives you the story of what 
goes on in a car in transit,” continued 
Mr. Perry. 

“Perhaps a shipper starts having trou- 
ble in getting his cars through to destina- 
tion without damage. An _ inspection 
shows the load is O.K., you suspect rough 
handling. By using a recorder, you can 
pin the rough handling right down to 
the particular switching crew respon- 
sible.” 


“Some people,” went on Mr. Perry, 
“say the recorders are no good because 
the switching crews know they are being 
used. It has been our observation that 
in eight out of ten cases, the crews don’t 
know the recorder is being used. If they 
did, the cars wouldn’t get the handling 
they do. 

“We often have waiting lists for our 
recorders from shipper-customers,” said 
Mr. Perry. “I cannot understand why 
more impact recorders are not used.” 

Surveying the results obtained through 
their use, one can only echo Mr. Perry’s 
remark. 


As Westinghouse reported in sum- 
marizing its program to subject pack- 
aged appliances before shipment to tests 
using the impact recorder: “A scientific 
approach is being taken to reduce the 
annual toll of damage to products in 
shipment—a movement destined to bene- 
fit everyone from designer to eventual 
user. It is hoped that this program will 
be adopted by manufacturers generally 
because shipping rates reflect the na- 
tional average experience. They are not 
based on the performance of a few. 
Enormous national economies are po- 
tential.” 
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4 leh, for nearly a year Merchants 
‘Motor Freight, Inc. has provided 
single line, daily, direct, thru trailer 
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Let Merchants ‘Bridge Your Transportation Gap” 
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Santa Fe-All the Way 


IML Expands with 


Service to Chicago 


CHICAGO © DENVER © SAN FRANCISCO 
QAKLAND-BERKELEY © SALT LAKE CITY 
Fastest, Most Direct, One-Line Route 
Between Chicago and West Coast 
INTERSTATE MOTOR LINES, INC. 


Home Offices: 
235 West 3rd South, Salt Lake City, Utah 


Piksgnser and 
Iuavelers 


North Western places at your 
disposal nearly 10,000 miles 
of rail transportation in nine 
midwestern states. It’s good 
business to ship and travel 
via— 


CHICAGO and 
NORTH WESTERN 


SYSTEM 


Pioneer Railroad of Chicago and the West 
—Since 1848 


Western Pacific Displays 


First ‘Compartmentizer’ Car 


The Western Pacific Railroad, first 
railroad to equip its cars with the new 
compartmentizer device to minimize 
damage in transit, has received delivery 
of the first car equipped with the device 
from Pullman-Standard Car Manufac- 
turing Co. The car, one of 20 ordered 
from Pullman-Standard, was placed on 
exhibition November 20 at the Union 
Station, Chicago. 

According to H. E. Poulterer, vice- 
president-traffic, the new cars will be 
distributed among shippers of varied 


Interior view of one of the Western Pacific’s new 
compartmentizer cars, showing pair of adjustable 
steel gates, which lock at ceiling, wall and floor, 
and keep lading from shifting in transit, thereby 
reducing damage. Gates, which can be located 
at any position in car, not only prevent damage, 
but, also prevent pilferage during partial load- 
ing or unloading at stop-off points. 


products, and sufficient control exer- 
cised by the railroad to measure the 
beneficial effects of the compartmentizer 
on different commodities to determine 
its worth for general use. 

Previous tests with an original test 
car, designed by B. M. Angell, vice- 
president, legal and traffic departments, 
Stokely Foods Co., were “quite impres- 
sive,” Mr. Poulterer, said, adding that it 
was hoped that additional experiments 
with compartmentizer cars would be 
even more impressive, and that even- 
tually use of such cars would spread to 
other roads. 

“TI am sold on the idea of this car,” 
Mr. Poulterer said. “I think it will ma- 
terially reduce damage in transit, a 
problem which all railroads face and 
which they must do something about.” 


Aid in Meeting Competition 


Likewise, Mr. Poulterer said, the com- 
partmentizer “will aid our railroad in 
meeting competition from other sources 
by freeing the shipper of dunnage ex- 
pense.” 

The compartmentizer device demon- 
strated consisted of adjustable steel 
gates, two pairs to a car, which were 
locked in place at ceiling, wall and floor. 
The gates can be located in any posi- 
tion to divide the car into three com- 
partments. Each gate hangs from a 
trolley running the full length of the 
car, and remains in a vertical position 
whether closed, partially opened or 
folded against the car wall. 


TRAFFIC Wort 


Western Pacific officials, in demon. 
strating the new device, pointed out that 
the compartmentizer differed from most 
lading retaining devices in that there 
were no loose parts requiring remoya] 
or installation. 

This would result in substantial savings 
in loading labor costs, they. said. 

Other advantages claimed for the car 
were that it provided sealed compart- 
ments for partial shipments and elim- 
inated mixing of lading; it expedited 
loading and unloading of cars, resulting 
in more efficient car use; it could be 
folded out of the way so as not to in- 
terfere with freight handling equipment, 
and it could be easily moved by One man. 

The 20 compartmentizer cars are part 
of an order for 600 PS-1 box cars placed 
with Pullman-Standard by Western 
Pacific. 


Bonded Block Method 


Described in Pamphlet 


A new 16-page, illustrated pamphlet 
entitled “Bonded Block Method of Load- 
ing Commodities in Cans or Glass in 
Fibreboard Containers,” No. 515 in its 
general information series, has _ been 
published by the Association of Ameri- 
can Railroad’s freight loading and con- 
tainer section, 59 East Van Buren St. 
Chicago 5. Interested parties may obtain 
a copy by writing the section’s secretary, 
George H. Ruhle. 

The bonded block method of loading 
was originated by the section in 1938, 
and its use had spread throughout this 
country and Canada, said Mr. Ruhle. 

“The usual method of loading canned 
goods was to place the boxes one on top 
of another in straight stacks, and ex- 
amination of many carloads at destina- 
tion showed that the boxes were ‘saw- 
toothing,’ causing the cans to be dented,” 
he said. 

“After many test shipments, the sec- 
tion came up with the bonded block 
method as the solution. Briefly, instead 
of loading the boxes straight up, they 
are now stowed like headers and 
stretchers in a brick wall, which break 
up the straight cleavage lines vertically 
and laterally in the load to form a 
natural bond. . . . The load is built up 
in blocks of two or three boxes long. 
Three simple standard patterns which 
can be loaded in the three principal 
widths of cars used today have been 
worked out.” 

Outturn checks at many points 
throughout the country were demonstrat- 
ing that car after car loaded in the 
bonded block pattern were arriving with 
no damage, reported Mr. Ruhle. 

The section has also published a new 
12-page illustrated pamphlet, No. 516, en- 
titled “Recommended Methods for Load- 
ing and Bracing Plywood in Closed Cars,” 
material for which was developed during 
@ survey conducted by the section’s car- 
loading engineers. 


Rock Island Food Dispensers 


The first of scores of mechanical food 
and beverage dispensers has been in- 
stalled on the “Des Moines Rocket” of 
the Rock Island Lines, for the con- 
venience of coach passengers, Merle J. 
Reynolds, manager of Rock Isia 
dining car service, has announced 

The dispenser, shortly to be joine 
others, offers four kinds of sandw:c 
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TRAINING 
Makes 
the 
Difference! 


The Roller Skating Derby, like any competition in business or sports, is not for the 
“soft” ... it takes training to stay on top. 


Also for those who get to the top in traffic management . . . training makes the 
difference. 


Today is the time to prepare for the “job of tomorrow” with more pay and 
responsibility. Take a practical traffic course at one of these leading schools whose 
graduates for years have been making outstanding records in the traffic and trans- 
portation industry. 


New classes now being formed in Basic Traffic . . . Advanced Traffic . . . Traffic 
Law ...andI. C. C. Practice. 


Evening and day sessions. Resident classes at Chicago, New York, Detroit, and 
Philadelphia. Home study through the Extension Division. 


Because your opportunity will never be greater than your preparation, write today 
for descriptive literature about these courses. 


EDUCATIONAL DIVISION OF THE TRAFFIC SERVICE CORPORATION 


COLLEGE OF ADVANCED TRAFFIC § ACADEMY OF ADVANCED TRAFFIC 


Dept KB, 22 W. Madison St., Chicago 2, IIl. Dept. KB, 253 Broadway, New York 7, N. Y. 
Depi. KB, 201-11 Ford Building, Detroit 26, Mich. Dept. KB, 1422 Chestnut St., Philadelphia 2, Penna. 


For extension courses write College of Advanced Traffic Extension Div., Dept. KB, 22 W. Madison St., Chicago 2, Ill. 











76 


The patron makes his choice after drop- 
ping a quarter into the coin receptacle. 
Mr. Reynolds said that all “Rocket” 
trains would have similar mechanical 
dispensers installed shortly after Jan- 


PERSONAL 





The appointment of John G. Robison 
as general traffic manager of the Pennsyl- 
vania Salt Manufacturing Co., Phila- 
delphia, Pa., has been announced by 
William P. Drake, vice-president. For- 
merly traffic manager, Mr. Robison has 
been with Pennsalt since 1937, when he 
joined Pennsalt of Washington as divi- 
sion traffic manager in Tacoma, Wash. 
Transferring to the parent company 
headquarters in Philadelphia in 1944, 
he became assistant traffic manager and, 
in 1946, traffic manager. He is a mem- 
ber and director of the Traffic Club of 
Philadelphia and a member of the Traf- 
fic Club of New York, the Commercial 
Traffic Managers Club of Philadelphia, 
the American Society of Traffic and 
Transportation, the National Freight 
Traffic Association, and the National In- 
dustrial Traffic League. Leo F. Cannon 
has succeeded Mr. Robison as traffic 
manager and Harvey F. Kerr and Wil- 
liam J. Beyer have been appointed as- 
sistant traffic managers. Formerly as- 
sistant traffic manager, Mr. Cannon has 
been with Pennsalt since 1946. He is a 
member and director of the Traffic and 
Transportation Club of Philadelphia. Mr. 
Kerr joined the company in 1949 and 
is a charter member and director of the 
Delta Nu Alpha Transportation. Mr. 
Beyer is also a member and director of 
that organization and has been with the 
company since 1948. 

Ba * oe 

Fred A. Carlson, formerly general 
eastern agent for the A. C. & Y. Railroad 
Co., has joined Best Motor Lines as as- 
sistant general sales manager, with head- 
quarters in Chicago, Ill. W. L. Fayle, 
general sales manager at the company’s 
general offices in Dallas, Tex., has an- 
nounced. 

* a x 

George W. Moorhouse has been ap- 
pointed industrial agent for the Erie 
Railroad Co., with office in Cleveland, O. 

* ea Oo 


Ross H. Dinkins has been appointed 
district passenger agent for the Fort 
Worth & Denver Railway Co., at Dallas, 
Tex., succeeding Herb. C. Wallace, Jr., 
promoted. Sheldon E. Arnold has as- 
sumed the position of city ticket agent 
for the company in Fort Worth, Tex., 
vice Roy L. Lassiter, promoted. 

* * ak 

Arthur J. Berry has been appointed 
traveling freight agent for the Chicago, 
Milwaukee, St. Paul & Pacific Railroad 
Co., with headquarters in Chicago, IIl., 
succeeding Robert T. White, who was re- 
cently named division freight agent. Mr. 
Berry started with the road in 1936 and 
served in 1938 as secretary to the vice- 
president in charge of traffic before ap- 
pointment to his most recent position as 
city freight agent in Chicago in 1945. 

* ok * 


C. E. Libbey has been promoted from 
assistant general passenger agent to as- 
sistant passenger traffic manager of the 








uary 1. An advantage of the machines * 
was that they took much of that type 
of business out of the dining cars, leav- 
ing more space for those wishing full 
meals, he said. 


. 


Southern Railway System, with head- 
quarters remaining at Atlanta, Ga., suc- 
ceeding Emory S. Clements, whose ap- 
pointment as passenger traffic manager 
was recently announced. Mr. Libbey 
entered service of the Southern in 1916 
as a clerk at Washington, D.C., serving 
later at Atlanta as rate clerk, chief rate 
clerk and chief clerk to the assistant 
passenger traffic manager and the pas- 
senger traffic manager, and was pro- 
moted to assistant to general passenger 
agent in 1948, becoming assistant gen- 
eral passenger agent in 1949. 
* * * 


A railroad official has been designated 
“the leading industrialist in Philadelphia 
for the year 1951.” The Philadelphia 
chapter of the Society of Industrial Real- 
tors has so honored Martin W. Clement, 
chairman of the board of the Pennsyl- 
vania Railroad, as the Philadelphian 
most responsible for the United States 
Steel Corporation locating its new steel 
plant in the greater Philadelphia metro- 
politan area, at Morrisville. Mr. Clement 
was presented with the chapter’s annual 
silver plaque award at a dinner in the 
Barclay, December 4. 


* * * 


R. C. Harding has been appointed 
traffic manager of Weyerhaeuser Steam- 
ship Co., San Francisco, Calif. He was 
formerly assistant traffic manager of the 
company. J. B. McQuarrie, who has 
been with the company since its head- 
quarters were established in San Fran- 
cisco, serving most recently as chief 
clerk, has been named assistant to the 
traffic manager. David P. Oram has 
been appointed district freight agent in 
the San Francisco Bay area. 


%* co * 


TRAFFIC WORLD republishes below the 
photographs of Harry A. DeButts, who 
becomes president, and D. W. Brosnan, 
who becomes vice-president opera- 





H. A. DeButts D. W. Brosnan 


tions, of the Southern Railway, effective 
January 1, because in its issue of De- 
cember 1, p. 70, the names of the two 
officials were transposed under the photo- 
graphs, Mr. DeButts being pictured as 
Mr. Brosnan and the latter as Mr. De- 
Butts. TRAFFIC WORLD regrets the error.— 
Editorial Director. 
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William J. Kennedy, general manager 
of the Supreme Express & Transfer Co,, 
has been elected to the presidency of 
the Association of Team and Truck Own- 
ers, Inc., of St. Louis, Mo. He is the 
seventeenth president of the 33-year old 
organization which represents the loca] 
cartage industry in the St. Louis area. 
Other officers elected for the ensuing 
year were: First vice-president, H. A, 
Lueking, vice-president of the Lueking 
Transfer Co.; second vice-president, A, 
E. Wicklein, owner of Wicklein Truck 
Service; treasurer, Clarence Eilermann, 
president of Eilermann Transfer Co.; and 
secretary-manager, Austin C. Knetzger, 
who was renamed to that position for 
the eleventh year. The three successful 
candidates as members of the board of 
directors were P. B. Steffen, president, 
Finot Transfer Co.; G. P. Reid, president, 
Reid Bros. Express & Transfer Co.; and 
Robert Bush, president, Motor Trans- 


portation Co. 
* co * 


D. J. Russell and A. T. Mercier, in- 
coming and outgoing presidents of the 
Southern Pacific Co., will be honored 
guests at a luncheon, December 13, 
sponsored by the San Francisco Cham- 
ber of Commerce, in the St. Francis 
Hotel. Chairman of the day will be 
Adrien J. Falk, president, California 
State Chamber of Commerce. 

” * * 

Frank R. Wampler has been appointed 
director of sales for Ziffrin Truck Lines, 
Inc., Indianapolis. Mr. Wampler was 
formerly director of sales for Aztec 
Lines, Inc. 

oK * * 

H. J. Pettyplace has been appointed di- 
vision freight agent at Saginaw, Mich., 
for the Chesapeake & Ohio Railway, suc- 
ceeding the late F. J. Byrne. He was 
formerly general agent there and has 
been with the railway since 1919. 

tk * ok 

The Atlantic Coast Line Railroad Co. 
has announced appointment, effective 
December 1, of S. P. Wigg, as assistant 
general freight agent, and D. A. Boyette, 
as assistant to freight traffic manager, 
both with headquarters at Wilming- 
ton, N.C. 

* * * 

A testimonial dinner to John N. Levins, 
dean of New England shipping agents, 
who will retire this month as district 
manager of the American Hawaiian 
Steamship Co., will be given by his friends 
and associates the evening of December 
12 in the Imperial ballroom of the Statler 
hotel, Boston, Mass. Mr. Levins is a 
former member of the Boston Port Au- 
thority and for six years chairman of the 
Boston Shipping Association. 

ok * a 

A. B. Sapp has been appointed to the 
newly-created position of commercial 
agent of the Missouri-Kansas-Texas 
Railroad Co., with headquarters at Wash- 
ington, D.C. George Joline has been 
named to succeed Mr. Sapp in his former 
position as traveling freight and passen- 
ger agent in Washington. 

ok * * 


W. C. Prather, general agent for the 
Frisco Railway at Salt Lake City, Utah, 
has been named general agent for the 
railway at Denver, Colo., succeeding the 
late O. H. Reid. Mr. Prather began 
work for the Frisco in 1927. 

a * oo 

Walter G. Patton will retire as gen- 
eral traffic manager of the St. Joseph 
Lead Co., New York, N.Y., on December 
31, in accordance with the company’s re- 
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tirement policy, after 39 years of serv- 
ice. Michael 
assistant traffic manager, will succeed 
Mr. Patton as general traffic manager, 
effective January 1, while F. A. Schwab, 
who for many years has been in charge 
of the company’s western traffic mat- 
ters, will become traffic manager with 
offices at Bonne Terre, Mo. 


A. Tubia, who has been 


k * * 


H. H. Olmsted has been promoted to 


the newly-created position of general 
agent of the Chicago & Eastern Illinois 
Railroad at Toronto, Ontario, Canada. 
The position of commercial agent has 
been discontinued. 


oo 38 * 


R. E. Krieger has been appointed to 


the newly-created position of assistant to 
the traffic manager of the Atlantic & 
Danville Railway Co., with headquarters 
in Norfolk, Va. Mr. Krieger joined the 
railway about two years ago after having 
previously served in traffic departments 
of the Southern Railway at Atlanta and 
Cincinnati, the A. & W. P. Railway in At- 
lanta, the Georgia & Florida Railroad 
at Augusta, Ga., and the St. Louis & San 
Francisco Railway in Atlanta. 


* * * 


Karl William Schroff has been elected 


assistant vice-president of International 
Expediters, Inc., Chicago, Ill. 
merly served as secretary-treasurer in 
the company’s New York offices. 
tained his training in the foreign freight 
field under the guidance of his father, 


He for- 


He ob- 


the late Karl G. Schroff, executive vice- 


president of the International Forward- 
ing Co. and International Expediters, 
Inc., of Illinois. 


“ * 7 


Alex Struthers, former vice-president 


of the Lockwood-Shackelford Advertis- 


ing Agency, has been named general sales 
manager for Fleetlines, Inc., southwest 
trucking concern. He will be responsible 
for development of a new merchandising 
formula designed to integrate opera- 
tional problems of the company to the 
needs of the shipper-customer. 
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William A. Northcutt, 75, genera) 
solicitor for the Louisville & Nashville 
Railroad for the last 30 years, died No- 
vember 19 at the Norton Memoria] 
infirmary in Louisville, Ky., after en jj- 
ness brought on by a stroke about four 
weeks before. Mr. Northcutt had been 
a member of the railroad’s law depart- 
ment for about 51 years. He held the 
positions of commerce attorney and 
general attorney prior to his appoint- 
ment as general solicitor in 1921. 


* 


Charles J. Collins, 64, general passen- 
ger traffic manager of the Union Pacific 
Railroad, died suddenly November 29 
in Chicago of a heart ailment. Mr. Col- 
lins began his railroad career in 1908 
as a ticket seller in Columbus, O. After 
service with the Pennsylvania Railroad 
from 1909 to 1913, he joined the Union 
Pacific and rose successively through 
various positions to become general pas- 
senger traffic manager in 1942. 

Sd * ne 


William G. Murphy, 51, director of 
public relations for the Union Pacific 
Railroad at Omaha, Neb., died December 
4 at an Omaha hospital following a 
stroke. A native of Council Bluffs, Ia., 
Mr. Murphy began his journalistic career 
in 1917 and in his later years was identi- 
fied with the Omaha Bee-News and 
Omaha World-Herald. He joined the 
Union Pacific in 1937 as News Bureau 
manager and was promoted to director of 
public relations in 1944. 

a * fe 


% 


William P. Higgins, 57, traffic man- 
ager of the Lancaster (Pa.) plant of the 
Radio Corporation of America for the 
last nine years, died December 1. Mr. 
Higgins had been a member of the Lan- 
caster Chapter of the Delta Nu Alpha 
Transportation Fraternity since its orga- 
nization and was the current president 
of the Manufacturers Association Traffic 
Club of Lancaster. 


Items for this column should be addressed to Editorial Department, Traffic World, 815 Washington 


Building, Washington 5, D. C. 
value. 
week. 
informed as to the club’s activities. 


Delay due to mailing to Chicago office often eliminates news 
Items should reach the Washington office early in the week to assure publication that 
It should be made the duty of someone in the club to keep us adequately and promptly 
Copies of a club’s publication or the notices it sends to 


members are usually not sufficient, because often they are received too late to be of value. 
Brief biographical sketches and photographs of newly elected Traffic Club presidents are solicited. 


“Our Responsibilities in Asia” was the 
subject of an address by John A. Sowers, 
director of the Far East division and 
assistant manager, World Trade Depart- 
ment, Los Angeles Chamber of Com- 
merce, at the regular monthly meeting 
of the Oakland (Calif.) World Trade 
Club on December 6 at the Virginian in 
Oakland. 


* ae * 


Approximately 500 members and 
guests, including a number of out-of- 
town guests, are expected to attend the 
annual Christmas party of the Traffic 
Club of Denver on December 15 in the 
Shirley Savoy hotel, Denver, Colo. There 


will be favors for the ladies with music 
by Bob Bruso’s orchestra. Mark P. Hen- 
gen is chairman of the entertainment 
committee. 

Bo Po a 


The organization of another new 
chapter of the Delta Nu Alpha Trans- 
portation Fraternity, to be known as the 
Alpha Chapter of Buffialo, N.Y., wit 
headquarters in that city, has been a 
nounced by John P. Moran, traffic rep- 
resentative of the Chicago & Nort 
Western System, Buffalo, who has bee 
elected secretary. Edward S. Lobel, traf 
fic manager of Eastern Freightways 
Buffalo, is president. Other officers 
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elected by the charter membership, in- 
clude James J. Hailey, traffic manager, 
Niagara Alkali Co., Niagara Falls, N.Y., 
first vice-president; Edward F. Hoke, 
assistant traffic manager, Wildroot Co., 
Inc., Buffalo, second vice-president; 
Thomas J. Toughey, chief clerk, St. 
Louis-San Francisco Railway Co., Buf- 
falo., treasurer; and C. Burt Williams, 
general agent, Chicago & North Western 
System, Buffalo, councilor. 
oe BS * 


W. C. Heintz, of the Federal Bureau of 
Investigation, Philadelphia, Pa., was the 
guest speaker at the regular meeting of 
the Philadelphia Chapter, Delta Nu Al- 
pha Transportation Fraternity, the eve- 
ning of December 3 in the Benjamin 
Franklin hotel. 

. oo x oo 

The annual Christmas dinner party of 
the Eastern Michigan Traffic Association 
will be held on December 15 at the Hill- 
crest Country Club in Mount Clemens, 
Mich. A special committee has been ap- 
pointed to handle arrangements, with 
Floyd W. Eaton as honorary chairman 
and Edwin F. Avery as program chair- 
man. There will be door prizes. The 
results of the election of 1952 officers of 
the association will be announced that 
evening and Judson J. Willhite, past 
president, will be honored with a gift 
from members. 


oo * 

The annual Christmas dinner meeting 
of the Women’s Traffic Club of New 
York, Inc., will be held on December 11 
at the Park Sheraton hotel. Entertain- 
ment will be furnished by Paul F. Steffen 
with novel musical entertainment and 
bell ringing. Donations of Christmas 
gifts will be made by members to the 
Walter Scott Foundation for the Aid of 
Crippled Children, Inc., and the Isabelle 
Home for the Aged, New York City. 

a oS co 


C. D. Forbes, traffic manager of Mack- 
lanburg-Duncan Co., was elected to the 
presidency of the Oklahoma City (Okla.) 
Transportation Club for the 1952 term 
at its annual election held November 15. 
He succeeds G. K. Hornung, general 
agent, freight department, Frisco Rail- 
way, who automatically becomes a direc- 
tor. Other officers elected were: First 
vice-president, G. F. Kintz, traffic man- 
ager, Acme Flour Mills Co.; second vice- 
president, Bill Church, terminal man- 
ager, Jones Truck Line; third vice- 
president, Jack Miéller, representative, 
Reliable Van & Warehouse Co.; and sec- 
retary-treasurer, W. S. Ridgdill, sales 
representative, M. & D. Motor Freight 
Lines. C. C. Batchelor, traffic manager, 
Kerr-McGee Oil Industries, Inc., was 
also elected a member of the board of di- 
rectors. The new officers will be installed 
at the club’s annual dinner-dance on 
December 6 in the Skirvin Tower hotel. 

as * 


The Michigan Industrial Traffic 
League has extended an invitation to all 
traffic men to attend its regular meeting 
scheduled for December 12 at the Olds 
hotel, Lansing, Mich. 

ok * * 
_ Vincent Choucherie, manager of War- 
ing Central Co., was elected to the presi- 
dency of the Traffic Club of Brooklyn 
(N.Y.), Ine. to succeed Daniel A. 
Hackett, of the New York Central Sys- 
tem, at its November meeting in the 
Hotel Granada, Brooklyn. Also elected 
to serve as officers for the 1951-52 term 
the following: Vice-president, Benjamin 
J. Guarino, Bush Terminal Railroad Co.; 
treasurer, Paul K. Cleveland, Trans 
World Airline; secretary, Charles R. 
Ebert, Associated Transport, Inc.; and 





assistant secretary, Joseph Hiller, Sit- 
roux, Inc. Mr. Hackett, the retiring 
president, was chosen for a three-term 
on the board of governors. Also elected 
to the board were Maurice L. Kroll, for 
three years, and Richard George, for a 
two-year term. 

The Transportation Club of Sioux 
Falls, S.D., will hold its annual Christ- 
mas party at the Y.M.C.A. on December 
19. Wives and lady friends of members 
will be special guests. Dr. Lee Bright, of 
Sioux Falls College and director of the 
Sioux Falls American Legion Post No. 15 
male chorus, national champions for the 
last three years, will be guest speaker. 

* * cg 


The Traffic Club of St. Louis, Mo., 
honored its past presidents at a luncheon 
held December 3 in the De Soto hotel. 
James J. Hoban was toastmaster. 


w 
The Women’s Traffic Club of Mil- 
waukee observed its annual “Boss’s 
Night” with a reception and dinner on 
December 5 at the Milwaukee Athletic 
Club. The event highlighted the club’s 
social season. Special guests included 
A. S. Slania, president of the Milwaukee 
Traffic Club, and Milton Groth, presi- 
dent of the Milwaukee Transportation 
Club. The speaker was Frank Greenya, 
deputy county treasurer, whose subject 
was entitled, “National Security—Every- 

body’s Business!” 

~ 


ab * 

Events scheduled by the Metropolitan 
Traffic Association of New York, Inc., for 
the month of December, all to be held 
in the Commodore hotel, New York City, 
include the organization’s annual Christ- 
mas luncheon on December 11, regular 
monthly business meeting and _ traffic 
forum on December 13, and annual 
Christmas kiddies party on December 22. 

on co ok 

The annual Christmas party of the 
Twin City Women’s Traffic Club will be 
held on December 10 in the Hotel Lowry, 
St. Paul, Minn. There will be a recep- 
tion followed by dinner in the Fiesta 
room. The meeting will be in charge of 
Rosemary Owens and Eleanor Whiting. 

oa * a 

The Pikes Peak Traffic Club, Colorado 
Springs, Colo., will hold its annual Chris- 
mas party the evening of December 11 at 
the Patty Jewett Golf Club. 

* * * 


C. I. Ehinger, of Harry Ferguson, Inc., 
is handling reservations for the Motor 
City Traffic Club election dinner on De- 
cember 12 in the Detroit-Leland hotel, 
Detroit, Mich. 

ok * ob 

The Traffic Club of Cleveland, O., will 
hold its annual Christmas party for 
children on December 22 in the Carter 
hotel. Ray Stadick is chairman of the 
committee on arrangements. The club, 
through its entertainment committee, 
headed by Howard Ingalls, is making 
plans for its bi-monthly meeting and 
dinner on December 27 at the Hollenden 
hotel. 

* * * 

The Pittsburgh (Pa.) Chapter of the 
Delta Nu Alpha Transportation Frater- 
nity has announced that, on recommen- 
dation of the national fraternity, it has 
amended its by-laws to reflect a fiscal 
year beginning June 1, and that the fol- 
lowing officers were elected at its No- 
vember meeting for the fiscal year 1952, 
to take office in June of that year: Ar- 
thur E. Gogol, traffic manager, Firth 
Sterling Steel and Carbide Corporation, 
president; R. T. Skeehan, Jr., Koppers 
Co., vice-president; Frank Crnic, Jr., 
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traffic manager, Lightning Local Express, 
secretary; Alvin L. Krapp, chief clerk, 
Joy Manufacturing Co., treasurer; and 
Edward M. Belknap, Continental Trans- 
portation Lines, Inc., director for three 
years. The incumbent officers will serve 
until next June. Roy Schultz, assistant 
general traffic manager, Pittsburgh 
Screw and Bolt Corporation, was the 
speaker at the chapter’s November meet- 
ing. He discussed the duties, responsi- 
bilities and functions of an industrial 
traffic department. 
Oo * * 

The Clearing-Cicero Traffic Confer- 
ence, Chicago, IIl., has set aside the eve- 
ning of December 13 for its annual 
“Home Talent Night.” Following dinner 
and a short meeting, the entertainment 
committee will provide a program of 
entertainment in which members pos- 
sessing singing, acting, dancing or other 
talents, will participate. The show will 
be highlighted by “such stars” as John 
Goble, of Boyle-Midway; Ray Glover, of 
the Chicago & Eastern Illinois Railroad; 
Larry Mahoney, of Blue Arrow Trans- 
port Lines; and Dave Horridge, of Gor- 
dons Transport. 


+ + a 
Non-resident members of the Traffic 
Club of Wichita are sponsoring a Christ- 
mas program for the next meeting of 
the club on December 13 at the Allis 
hotel. Art Gerth, of the New York Cen- 
tral, is chairman. 
- * a 
The Pacific Traffic Association has set 
December 12 as the date for a Christmas 
party at the Mark Hopkins hotel, San 
Francisco, Calif. 


icc DOCKET 


A star appears before all docket numbers that 


have been added under a hearing date in a period 
included in previous issue of Traffic World. 


RAIL 


December 10—Fort Myers, Fla.—Circuit Ct. 
of Lee County—Examiner Albus: 
Finance 17398—Seaboard Air Line R.R. Co. 
Abandonment. 
December 10—Los Angeles, Calif.—Fed. 
Bldg.—Examiner Mohundro: 
30595—United States Lime Products Corp. 
v. A. T. & S. F. et al. 
December 12—Los Angeles, Calif.—Fed. Bldg. 
—Examiner Mohundro: 
30789 and Sub. 1—A. Levy and J. Zentner 
Co. et al. v. S. P. et al. 
December 12—Washington, D. C.—Oral Argu- 


ment: 
Finance 16713—Consolidated Freightways, 
Inc. Securities. 
December 13—Washington, D.C.—Oral Argu- 
ment: 
I. & S. 5968—Petroleum Products, in Calif. 
and Ore. 


December 17—Phoenix, Ariz.—Hotel 
ward Ho—Examiner Mohundro: 
30762—California Industrial Minerals Co. 
v. A. T. & S. F. et al. 


December 17—Washington, D. C.—Examiner 
Diamondson: 
Ex Parte 172—Water Carrier Service on 
the Great Lakes with Nonowned Vessels. 
30678—T. J. McCarthy, Sr., et al.—In- 
vestigation of Control—Steel Products 
Steamship Corp. 
December 20— Albuquerque, N.M. — Hilton 
Hotel—Examiner Mohundro: 


West- 


SW 


30847 and Sub. 1—C. E. Mitcham v. A. T. 
& S. F., et al. 





The Following Assignments 
Have Not Heretofore Appeared 





January 7—Pittsburgh, Pa.—Fulton Bldg— 
Examiner Rice: 

30811—Mill Hall Clay Products Co., et al. 
v. A. C. & Y., et al. 

January 8— Washington, D.C. — Examiner 
Glover: 

F.S.ApplIns. — 15755, 15756, 15757, 15842, 
16121, 16411, 16480, 17563, 18254, 19696, 
19703, 20017, 20151, 20945, 23832, 24097, 
24486, 24620, 24799, 25106, 25208, 26001, 
and 26170—Coal and Coal Briquettes in 
the South. 

January 8— Washington, 
Colgren: 

30851—C. K. Williams & Co. v. 

et al. 
January 8 — Washington, 
Carter: 
30917—Application of 
Station Co. 
January 9—Pittsburgh, Pa.—Fulton Bldg.— 
Examiner Rice: 

30893—Contact Committee for Produce 
Trade, Pittsburgh Terminal v. P. RR. 
Co. 

January 9— Washington, 
Palmer: 

I. & S. 5973—L. C. L. Rates From, To, or 
via Memphis, Tenn. 

January 10—Jacksonville, Fla.—New Hotel 
Mayfliower—Examiner Cantrell: 

30882—Atlantic Coast Line R.R. Co. v. 

Seaboard Air Line R.R. Co. 


D.C. — Examiner 
B. & 0, 
D.C. — Examiner 


Savannah Union 


D.C. — Examiner 
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December 8, 1951 


WATER, 
FREIGHT FORWARDER, 
PIPELINE 


December 17—Little Rock, Ark. — State 
Comm.—Examiner Barber: 

W-957, Sub. 2—L. A. Wardlaw, Sr., and L. 
A. Wardlaw, Jr., Extension—Various 
Commodities. 

December 19—New Orleans, La.—New Orleans 
Hotel—Examiner Barber: 

W-262, Sub. 2—Gulf Coast Towing Co., 

Inc. Extension—Tiger Pass. 


LL 


The Following Assignments 
Have Not Heretofore Appeared 
a 


January 17—New York, N.Y.—Fed. Bldg.— 
Examiner Colgren: 

Ww-896, Sub. 9—Newtex Steamship Corp. 
Extension—Sulphur. 

January 21—New York, N.Y.—Fed. Bldg.— 
Examiner Colgren: 

FF-150—Vendors Consolidating Co., Inc. 
Freight Forwarder Application. 

FF-150, Sub. 1—Same Extension of Op- 
erations. 

FF-200—George M. Hopke Freight For- 
warder Application. 


MOTOR 


Late Docket Assignment 


The following assignment was announced too late 
for timely publication in the Traffic World docket: 
December 3—Denver, Colo.—Cosmopolitan 

Hotel—Examiner Lawton: 

I. & S. M-3950, lst Sup.—Transcontinental 

and Rocky Mtn. Increases. 


CHANGES IN DOCKET 


Current cancellations and postpone- 
ments announced too late to show the 
change in this docket are noted below. 


Hearing in MC-113046, assigned December 
13, at Washington, D.C., cancelled and re- 
assigned December 13, at U.S. Ct. Rms., 
Newark, N.J., before Examiner Riegner. 

Hearing in I. & S. M-3988, assigned De- 
cember 17, at Washington, D.C., cancelled 
and reassigned December 18, at Washington, 
D.C., before Examiner Croft. 


December 10—Baltimore, Md.—U. S. Ap- 

praisers’ Stores Bldg.—Examiner Morgan: 

MC-C-1329—Robert Hopper Thompson— 
Revocation of Certificate. 

December 10—Baltimore, Md.—U. S. Ap- 
praiser’s Stores Bldg.—Jt. Bd. 283 or 
Examiner Morgan: 

MC-C-1332—Elwood D. Starkey—Revoca- 
tion of Certificate. 

December 10—Pittsburgh, Pa.—Fulton Bldg. 
—Examiner Driscoll: 

* MC-112681—Forester & Hay Trucking Co., 
Akron, Ohio: 

December 10—Washington, D.C.—Examiner 
Williams: 

*I. & S. M-3920—Wash., Va. & Md. Coach 
Co.—Cancellation of Tokens. 

December 11—Dallas, Tex.—Adolphus Hotel— 
Examiner Barber: 

Section 5a Application 18—Southwestern 
Motor Freight Bureau Inc.—Agreement. 

December 11—Washington, D.C.—Examiner 
Dahan: 

I. & S. M-3860—Sugar—Evansville to In- 
dianapolis, Ind. 

— 11—Washington, D.C.—Examiner 

ngle: 
MC-112598—Thomas H. Dwyer, East Barre, 
Vt., common carrier application. 

December 11—Washington, D.C.—Examiner 
McCarthy: 

MC-40872, Sub. %7—Storch Trucking Co., 
Inc., Jersey City, N.J. 
December 12—Washington, D. C.—Oral Argu- 


ment: 

MC-F-4264—E. W. A. Peake, et al.—Con- 
trol; Consolidated Freightways, Inc.— 
Purchase—Hills Transportation Co. 

December 12—Washington, D.C.—Examiner 
Clifford: 

MC-F-4413—R. B. Gotfredson and C. B. 
Gotfredson — Control; Transamerican 
Freight Lines, Inc.—Purchase (Portion) 
—James A. Donaldson. 

December 13— Albuquerque, N.M.— Hilton 

Hotel—Examiner Simmons: 

* MC-76032, Sub. 57—Navajo Freight Lines, 


Inc., Los Angeles, Calif.. common car- 
rier application. 

December 13—WaShington, D.C.—Examiner 
Riegner: 

MC-113046—Charles T. Roemer & Son, Inc., 
South Orange, N.J. 

December 17—Atlanta, Ga.—State Comm.— 
Examiner Yardley: 

% MC-C-1131 — Atlanta-Asheville Motor Ex- 
press, Inc., et al. v. A & H Truck Line, 
Inc., et al. 

December 17—Washington, D.C.—Examiner 
Dahan: 

I. & S. M-3890—Poultry, Del. to Middle 
Atlantic States. 

—— 17—Washington, D.C.—Examiner 

roft: 

* I. & S. M-3998—Passenger Fares—Detroit 
and Windsor. 

December 17—Washington, D.C.—Examiner 
Driscoll: 

*% MC-112069 — Lipsman-Fulkerson & Co., 
eee Nebr., common carrier applica- 

on. 

December 18—Washington, D.C.—Examiner 
Colfer: 

I. & S. M-3980—Foodstuffs—Norfolk to 
Richmond, Va. 

December 18—WasShington, D.C.—Examiner 
Masoner: 

I. r.. S. M-3944—Liquid Starch, N.J., N.Y., 

a. 

December 18—Washington, D.C.—Examiner 
Crowley: 

MC-F-5045 — Fielding Childress — Control: 
Columbia Terminals Co.—Control— 
Plaza Express Co., Inc. 

December 19—Washington, D.C.—Examiner 
Masoner: 

I. & S. M-3969—Paper Boxes—Montville, 
Conn. to Chester, Pa. 

December 21—Washington, D.C.—Examiner 
Lawton: 

I. & S. M-3747—Electrical Equipment— 
Ambridge, Pa. to Chicago. 

January 3—San Francisco, Calif—P. O. 
Bldg.—Examiner Linn: 

MC-F-4927—T. S. Carter—Control; Inter- 
state Motor Lines, Inc.—Control and 
Merger—Great American Dispatch, Inc. 

January 7—Chicago, Ill.—Union Station Bldg. 
—Examiner Stillwell: 

MC-222, Sub. 14—Liberty Motor Freight 
Lines, Inc., Secaucus, N. J., common 
carrier application. 

MC-730, Sub. 25—Pacific Intermountain 
Express Co., Oakland, Calif.. common 
carrier application. 

MC-954, Sub. 34—Mid-States Freight Lines, 
Inc., Chicago, Ill., common carrier ap- 
plication. 

MC-966, Sub. 6—Capitol Truck Lines, Inc., 
Topeka, Kans., common carrier applica- 


tion. 

MC-1091, Sub. 4—Garford Trucking, Inc., 
South River, N. J., common carrier ap- 
plication. 

MC-3261, Sub. 16—Kramer Bros. Freight 
Lines, Inc., Detroit, Mich., common car- 
rier application. 

MC-3560, Sub. 9—Seaboard Freight Lines, 
Inc., William F. Drohan and Daniel D. 
Carmell, Trustees, Chicago, Ill., com- 
mon carrier application. 

MC-3563, Sub. 9—National Freight Lines, 
Inc., William F. Drohan and Daniel D. 
Carmell, Trustees, Chicago, Ill., com- 
mon carrier application. 


January 7—Chicago, Ill.—Union Station Bldg. 
—Examiner Stillwell: 

MC-3566, Sub. 27—Keeshin Motor Express 
Co., Chicago, Ill., common carrier ap- 
plication. 

MC-10132, Sub. 11—Lipp Truck Lines, 
Kansas City, Kans., common carrier ap- 
plication. 

MC-10872, Sub. 20—Be-Mac Transport Co., 
Inc., St. Louis, Mo., common carrier 
application. 

MC-15511, Sub. 16—Carstensen Freight 
Lines, Inc., Clinton, Ia., common car- 
rier application. 

MC-17793, Sub. 9—Foster Freight Lines, 
Inc., Indianapolis, Ind., common carrier 
application. 

MC-25567, Sub. 27 — Hancock-Trucking, 
Inc., Evansville, Ind., common carrier 
application. 

MC-27970, Sub. 10—Chicago Express, Inc., 
New York, N. Y., common carrier ap- 
plication. 

MC-29566, Sub. 35—Southwest Freight 
Lines, Inc., Kansas City, Mo., common 
carrier application. 

MC-29988, Sub. 44—Denver-Chicago Truck- 
ing Co., Inc., Denver, Colo., common 
carrier application. 

January 7—Chicago, Ill.—Union Station Bldg. 
—Examiner Stillwell: 

MC-31389, Sub. 24—McLean Trucking Co., 
Winston-Salem, N. C. 

MC-35628, Sub. 170—AInterstate Motor 
Freight System, Grand Rapids, Mich., 
common carrier application. 

MC-38183, Subs. 28 and 29—Wheelock 
Bros., Inc., Kansas City, Mo., common 
carrier applications. : 
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MC-42329, Sub. 100—Hayes Freight Lines, 
Inc., Mattoon, Ill., common carrier ap- 


plication. 
MC-43177, Sub. 15—B. B. & I. Motor 
Freight, Inc., Bloomington, Ind., com- 


mon carrier application. 
MC-43421, Sub. 18—Standard Freight Lines, 
Inc., Chicago, Ill., common carrier ap- 


plication. 

MC-45829, Sub. 19—Carolina Motor Ex- 
press Lines, Inc., Indianapolis, Ind., 
common carrier application. 

MC-46599, Sub. 23—Healzer Cartage Co., 
Kansas City, Mo., common carrier ap- 
plication. 

MC-47142, Sub. 49—C. I. Whitten Transfer 
Co., Huntington, W. Va., common car- 
rier application. 

January %7—Philadelphia, Pa.—Hotel 
mandie—Examiner Hanback: 

% MC-109494, Sub. 1 — Herbert Buskirk, 
Easton, Pa., common carrier application. 


Nor- 






The Following Assignments 
Have Not Heretofore Appeared 





January 7—Chicago, Ill.—Union Station Bldg. 
—Examiner Stillwell: 

MC-52110, Sub. 58—Brady Transfer and 
Storage Co., Fort Dodge, Ia., common 
carrier application. 

MC-52318, Sub. 34—Luper Transportation 
Co., Tulsa, Okla., common carrier ap- 
plication. 

MC-52709, Sub. 41—Ringsby Truck Lines, 
Inc., Denver, Colo., common carrier ap- 
plication. 

MC-52866, Sub. 22—Rocky Mountain Serv- 
ice, Inc., Santa Clara, Utah, common 
carrier application. 

MC-55874, Sub. 12—Independent Truckers, 
Inc., Omaha, Nebr., common carrier ap- 
plication. 

MC-58948, Subs. 53, 54 and 57—Union 
Freightways, Omaha, Nebr., common car- 
rier applications. 

MC-58954, Sub. 16—McNamara Motor Ex- 
press, Inc., Kalamazoo, Mich., common 
carrier application. 

MC-64994, Sub. 9—Hennis Freight Lines, 
Inc., Winston-Salem, N. C., common 
carrier application. 

January 7—Chicago, I1l.—Union Station Bldg. 
—Examiner Stillwell: 

MC-69116, Sub. 15—Spector Motor Service, 
Inc., Chicago, Ill., common carrier ap- 
plication. 

MC-70451, Sub. 128—Watson Bros. Trans- 
portation Co., Inc., Omaha, Nebr., com- 
mon carrier application. 

MC-75651, Sub. 29—R. C. Motor Lines, Inc., 
Jacksonville, Fla., common carrier ap- 
Plication. 

MC-77486, Sub. 11—Mueller Transporta- 
tion Co., St. Paul, Minn., common car- 
rier application. 

MC-102682, Sub. 224—Hughes Transporta- 


tion, Inc., Charleston, S. C., common 
carrier application. 
MC-105321, Sub. 5—Central Freight Sys- 


tems, Inc., Chicago, I1l., 

rier application. 
MC-105807, Sub. 11—Red Ball Transfer Co., 

Omaha, Nebr., common carrier applica- 


common Car- 


tion 
MC- 106943, Sub. 35—Eastern Motor Ex- 
press, Inc., Terre Haute, Ind., common 


carrier application. 


January 7—Chicago, Ill.—Union Station Bldg. 
—Examiner Stillwell: 

MC-107158, Sub. 4—Dennis Truck Line, 
Inc., Chicago, Ill., common carrier ap- 
plication. 

MC-107511, Sub. 6— Indianapolis-Kansas 
City Motor Express Co., Kansas City, 
Mo., common carrier application. 

MC-108158, Sub. 31—Mid-Continent Freight 
Lines, Inc., Oklahoma City, Okla., com- 
mon carrier application. 

MC-110055, Sub. 4—Airline Express, Inc., 
Denver, Colo., common carrier applica- 


tion. 
MC-111700, Sub. 5—Prucka_ Transporta- 
tion, Inc., Omaha, Nebr., common car- 


rier application. 

MC-112582, Sub. 4—T. M. Zimmerman Co. 
Chambersburg, Pa., common carrier ap- 
plication. 


January 8—Albany, N.Y.—Fed. Bldg.—Ex- 
aminer Cunningham: 

MC-105320, Sub. 18—United States Trailer 
Transport Co., Takoma Park, Mad., 
common carrier application. 

January 8—Chicago, Il.—U.S. Custom Hse. 
Bldg.—Examiner Kilroy: 

MC-C-1320 — Assembling 
Mich. to Chicago. 

I. & S. M-3897—Assembling Rates—Mich. 
and Ind. to Chicago. 

January 8—Denver, Colo.—Midland Savings 
Bldg.—Examiner Dahan: 

I. & S. M-3854—Meats & Packing House 

Products—Colo. to Ind. & N.Y. 


Class Rates— 
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December 8, 1951 


January 8—Richmond, Va.—Hotel Rich- 
mond—Jt. Bd. 12 or Examiner Can- 
trell: 

MC-C-1297—Willie Robert Ezell—Revoca- 
tion of Certificate. 

january 8—Richmond, Va.—Hotel Richmond 
—Jt. Bd. 68 or Examiner Cantrell: 

Mc-C-1330—Harolad H. Walton—Revoca- 


tion of Permit. 
D.C. — Examiner 


January 8— Washington, 
Sutherland: 

Mc-34325, Sub. 8—Allmen Transfer & 
Moving Co., Cleveland, Ohio, common 
earrier application. 

MC-67354, Sub. 2—Mack Bros., Berea, Ohio, 
common carrier application. 

January 9—Augusta, Me.—Commercial Mo- 
tor Vehicle Ass’n. of Me.—Jt. Bd. 70: 
Mc-17650, Sub. 5—Robert’s Express, Inc., 
Manchester, N.H., common carrier ap- 

plication. 

January 9—Chicago, Ill—U.S. Custom Hse. 
Bldg.—Examiner Kilroy: 

MC-C-1331 — Merchandise, Mixed Truck- 
loads—East. 

I. & S. M-3913—Merchandise—Mid-States 
Freight Lines, Inc. 

January 9—Denver, Colo.—Midland Savings 
Bldg.—Examiner Dahan: 

I. & S. M-3862—Foodstuffs & Implements 
—Intermountain to East. 

January 9—New York, N.Y.—641 Washing- 
ton St.—Examiner Croft: 

I. & S. M-3696—Pulpboard Between Eliz- 
abeth, N.J. and New York, N.Y. 

I. & S. M-3841—Brick and Cinder Blocks 
—Thomas Chicko. 

January 10— Birmingham, Ala.— Thomas 
Jefferson Hotel—Jt. Bd. 100: 

MC-76177, Sub. 244—Baggett Transporta- 
tion Co., Birmingham, Ala., common 
carrier application. 

January 10—Chicago, 011.—U.S. Custom Hse. 
Bldg.—Examiner Kilroy: 

I. & S. M-3930—Assembling Rates—South 
Bend Freight Lines, Inc. 

I. & S. M-3949—Sewing Machines & Parts, 
South Bend to Chicago. 

January 10—Denver, Colo.—Midland Savings 
Bildg.—Jt. Bd. 31 or Examiner Dahan: 

MC-C-1208—Middlewest Motor Freight Bu- 
reau v. Beck Transfer Co. 

January 10—Denver, Colo.—Midland Savings 
Bldg.—Jt. Bd. 253 or Examiner Dahan: 

MC-C-1208, Sub. 1—Middlewest Motor 
Freight Bureau v. Platte Valley Truck 


Co. 

January 10—New York, N.Y.—641 Washing- 
to St.—Examiner Croft: 

I. & S. M-3842—Waste Paper, Waterbury, 
Conn., to Chatham, N.Y. 

January 10—New York, N.Y.—641 Washing- 
ton St.—Examiner Croft: 

I. & S. M-3987—Scrap Paper—Cardinale 
Trucking Corp. 


@ianuary 10— Washington, D.C. — Examiner 


Masoner: 

MC-C-1345—Minimum Charges Per Ship- 

ment—Hermann Fwdg. Co. 

I. & S. M-3908—Min. Charge—N.Y. & N. 

Brunswick Auto Express. 

11— Columbus, Ohio — Deschler 
Wallick. Hotel—Examiner Rice: 

MC-C-1268—Gannon Transfer—Revocation 
of Certificate. 

January 11—Chicago, Ill.—U. S. Custom Hse. 
Bldg.—Examiner Kilroy: 

I. & S. M-3894—Bolts, Nuts, Rivets, Washers 
—Chicago to Detroit. 

I. & S. M-3919—Various Commodities, Be- 
tween Chicago & South Bend. 

January 11—Denver, Colo.—Midland Savings 
Bldg.—Examiner Dahan: 

MC-C-1300 — Meats, Hides, Casings — Be- 
tween Denver and Chicago. 

January 11—New York, N.Y.—641 Washing- 
ton St.—Examiner Croft: 

MC-111601, Sub. 1—S. Webster Reid, Red 
oe, N.Y., contract carrier applica- 
10n. 

MC-112786—John J. Bartek Moving, Whar- 
ton, N.J., common carrier application. 
January 14—Chicago, Ill.—U. S. Custom Hse. 

Bldg.—Examiner Kilroy: 

MC-C-1310—Merchandise—Between Chicago 
and Cincinnati, Indianapolis. 

I. & S. M-3844—Automobile Fenders—De- 
troit to Central Territory. 

January 14—Columbus, Ohio—New Fed. 
Bldg.—Jt. Bd. 117: 

MC-111959 — Columbus-Cincinnati Truck- 
ing Co., Columbus, Ohio, contract car- 
rier application. 


January 14—Mobile, Ala.—U.S. Ct. Rms.— 
Jt. Bd. 14: 

MC-1362, Sub. 32—Highway Express Inc., 
Memphis, Tenn., common carrier ap- 
Piication. 

MC-3009, Sub. 15—West Bros., Inc., Hatties- 
ae. Miss., common carrier applica- 
on. 

MC-76177, Sub. 245—Baggett Transporta- 
ticn Co., Birmingham, Ala., common 
carrier application. 

MC-106049, Sub. 18—Atlanta-New Orleans 
Motor Freight Co., Atlanta, Ga., com- 
Mon carrier application. 


CLASSIFIED ADVERTISING 


When answering ads please address as follows: Box 


Traffic World, 815 Washington 


Building, Washington 5, D. C. Rates: reader ads, $1.00 a line (approximately 5 words), 


minimum three lines. 


Display ads, $15.00 a column inch. 


Classified Advertisements Payable in Advance 











Help Wanted 


TRAFFIC MANAGER for Chamber of Com- 
merce, Minot, North Dakota. Population 
25,000. Starting salary $5,000.00. Must be 
I.C.C. practitioner. Write to Harold Piper, 
Box 912, Minot, North Dakota. 


MAN CAPABLE OF taking complete charge 
of all operations central territory common 
carrier truck line as General Manager. State 
experience and qualifications. Results pro- 
duced will govern salary. Box 282. 














Industrial Properties 


SPECIALIZING IN Industrial and warehouse 
properties. Former traffic and chamber of 
commerce executive. Knows traffic location 
problems. Inquiries invited—No obligation. 
Peter J. Naughton Co., First National Bank 
Building, Peoria, Illinois. 


Right for Sale 


GENERAL COMMODITY, I.C.C. authority 
between Buffalo, New York and Erie, Cat- 
taraugus, and Chautauqua Counties, New 
York. Box 279. 


Educational Books or Courses 


REGULATION OF TRANSPORTATION in its 
NEW REVISED 4th EDITION still only $6.00. 
This is the book used by the author J. H. 
Tedrow, LL.B. in the University of Kansas 
City, with a record of 90% admitted to prac- 
tice. Compact, simple, comprehensive. Covers 
Acts, history, practice, evidence. Quizzes 
and pleading forms. Over 250 leading cases 
discussed. A complete practitioners’ course 
for class or individual study. Endorsed by 
well-known traffic men and lawyers. Study 
for 10 days and if not satisfactory your $6.00 
refunded. Wm. C. Brown Company, Pub- 
lishers, Dubuque, Iowa. 


I.C. PRACTITIONERS. The only practical 
authentic I.C. law course available by mail. 
Restricted to Attorneys, Practitioners or 
those qualified to prepare for practice. In- 
cludes Freight Forwarder Act. COLLEGE OF 
ADVANCED TRAFFIC, 404 State-Madison 
Bldg., 22 West Madison St., Chicago 2, Ill. 








Situations Wanted 





INTERLINE AND pullman ticket seller, 94% 
years rail exp., age 35, single, car, Student 
Advanced Traffic, New York City area. Earn- 
ing $4,000. Box 281. 


ALERT TRAFFIC MAN, age 27, 7 years prac- 
tical experience, solid educational back- 
ground, I.C.C. Practitioner, willing to re- 
locate. Box 283. 


INDUSTRIAL TRAFFIC MANAGER or ASs- 
sistant, age 31, over 10 years diversified ex- 
perience including organizing and manag- 
ing traffic activities, including rail, truck, 
and warehousing for national concern. Grad. 
—— Advanced Traffic. Will relocate. Box 








CAPABLE TRAFFIC 
PERSONNEL 


Mr. Employer: Why not take advantage of 
the nationwide free placement service main- 
tained for our graduates? 


Listed in our files are qualified men and 
women for any type of position, including 
General Traffic Mdnagers with many years of 
experience and training, as well as young, am- 
bitious, recent graduates who can be developed 
as understudies for positions of responsibility. 

Also included are specialists in many different 
phases of Traffic-Practitioners—Tariff Compilers 
—Solicitors—and Claim Agents—as well as men 
with varying degrees of experience in Rates— 
Routes—Transit—Demurrage—Storage — Claims 
—Classifications. In fact, any and all duties in a 
Traffic Department. 

Just drop a line outlining your needs to the 
nearest office: 


COLLEGE OF 
ADVANCED TRAFFIC 
22 W. Madison St. 
Chicago 2, Ill. 


615 Griswold Ave. 
Detroit 26, Mich. 


ACADEMY OF 
ADVANCED TRAFFIC 
253 Broadway 

New York 7, N.Y. 


1422 Chestnut St. 
Philadelphia, Pa. 


a 


January 14—Mobile, Ala.—U.S. Ct. Rms.— 
Jt. Bd. 100: 

MC-2130, Sub. 39—Couch Motor Lines, Inc., 
Shreveport, La., common carrier ap- 
plication. 

January 14—New York, N.Y.—641 Washing- 
ton St.—Examiner Croft: 

MC-102917, Sub. 4—Frank W. Van Wagner, 
Jr., Westbury, Long Island, N.Y., com- 
mon carrier application. 

January 14—Philadelphia, Pa.—Hotel Nor- 
mandie—Examiner Riegner: 

I. & S. M-3835—Fruits & Vegetables— 
Philadelphia and Md. 

I. & S. M-3870—Molasses—Philadelphia, 
Pa. to N.J. 

January 15—Boston, Mass.—New P. O. Bldg. 
—Examiner Riegner: 

MC-113093—Keith Fulton & Sons, Inc., 
Cambridge, Mass., common carrier ap- 
Dlication. 

January 15—Chicago, lll.—U. S. Custom Hse. 
—Jt. Bd. 135: 

MC-76266, Sub. 73—Merchants Motor 
Freight, Inc., St. Paul, Minn., common 
carrier application. 

January 15—Chicago, Ill.—U. S. Custom Hse. 
Bldg.—Examiner Kilroy: 

I. & S. M-3771—Mattresses—Restricted over 
Hayes Freight Lines. 

I. & S. M-3942—Merchandise—Between Chi- 
cago & Ferguson, Ind. 

January 15—Omaha, Neb.—Hotel Fontenelle 
—Jt. Bd. 192 or Examiner Rice: 

MC-C-1341 — Gerald Youngberg — Revoca- 
tion of Certificate. 

January 15—Philadelphia, Pa.—Normandie 
Hotel—Examiner Colgren: 

MC-C-1318—Morris Pollon—Revocation of 

Permit. 


January 16—Boston, Mass.—New P. O. Bldg. 
—Examiner Riegner: 

MC-113083—Timothy Driscoll, Cambridge, 

Mass., contract carrier application. 
January 16—Chicago, Ill.—U. S. Custom Hse. 
Bldg.—Examiner Kilroy: 

I. & S. M-3923—Crude Sugar of Milk— 
Owen, Wis. to Indianapolis, Ind. 

a pi = M-3962—Liquor—Schenley, Pa., to 

oO. 
January 16—Lincoln, Nebr.—State Comm.— 
Jt. Bd. 138: 

MC-1641, Sub. 25—Peake Transport Serv- 
ice, Chester, Nebr., common carrier ap- 
Plication. 

January 16—New York, N.Y.—641 Washing- 
ton St.—Examiner Colgren: 

MC-C-1328—Delaware Valley Transporta- 
tion Co., Inc.—Revocation of Permit. 

January 16—New York, N.Y.—64l Washing- 
ton St.—Examiner Colgren: 

MC-C-853—Leonard S. Kimble, His Heirs, 
and First National Bank & Trust Co., 
Beverly, N.J., Executor—Revocation of 
Certificate. 

January 16—New York, N.Y.—64l Washing- 
ton St.—Examiner Aplin: 

I. & S. M-3929 and Supplements 1 to 7, 
inclusive, and MC-C-1339—Surcharges— 
New York State. 


January 17—Boston, Mass.—New P. O. Bldg. 
—Examiner Riegner: 
I. & S. M-3916—Curtains—Fall 
New Bedford Express Co. 


January 17—Chicago, I1l.—U. S. Custom Hse. 
Bldg.—Examiner Kilroy: 
I. & S. M-3900—Various Commodities— 
Midwest and South. 
I. & S. M-3964—Cheese and Meats—Safe- 
way Truck Lines, Inc. 


River & 





SELECTED 
EXAMINATION 


Cicclions 
aul 7 — 


Given by the American 


Society of Traffic 


and Transportation 


Anyone actively engaged in traffic 
and transportation as well as teachers 
and students will find this booklet in- 
teresting and helpful because it pre- 
sents the examination standards es- 


tablished by the Society. 


Several hundred leading traffic and 
transportation men are members of 
the Society, the stated purpose of 
which is: 


“To establish standards of knowl- 
edge, technical training, experience, 
conduct and ethics; and to encourage 
the attainment of high standards 
of education and technical training 
requisite to the proper performance 
of the various functions of transpor- 
tation.” 


The examination questions are com- 
parable with principles, practices and 
problems given with examinations in 
other professional fields. This book- 
let consists of four separate written 
examinations with representative an- 
swers that received passing grades 
on the following subjects: 


No. I—Transportation Economic or 
Business 


No. 2—The Principles of Traffic Man- 
agement 


No. 3—General Business, including: 
Principles of Economics or 
Economic Theory, Marketing, 
Government or Political Sci- 
ence, Geography, and Finance 
and Banking. 


No. 4—The Elements of Interstate 
Commerce Law and Regula- 
tion. 


PRICE $1.00 * 98 PAGES 


THE TRAFFIC SERVICE CORPORATION 
Washington Bldg., Washington 5, D. C. 





TRAFFIC DATES 


For the convenience of its readers, Traffic World reports on this page each week dates of 


important traffic and transportation meetings, 


and Traffic Club annual dinner dates. 


DECEMBER 


12-13—Third Regional Transportation Confer- 
ence, Chamber of Commerce of the 
United States, Cleveland, O. 


JANUARY—1952 


15-18—Highway Research Board of the National 
Research Council, Washington, D. C. 

16-17—Atlantic States Shippers Advisory Board, 
Philadelphia, Pa. 

23-24—Southwest Shippers Advisory Board, Mon- 
roe, La. 

24-26—California Motor Transport Associations, 
Inc., Los Angeles, Calif. 

28-30—Truck-Trailer Manufacturers Association, 
Houston, Tex. 


including those of Shippers Advisory Soards 
Notice of changes in dates will be appreciated, 





TRAFFIC Wort 





30-31—Mid-West Shippers Advisory Board, Chi. 
cago, Ill. 

30-31—Northwest Shippers Advisory Board, 
Minneapolis, Minn. 


FEBRUARY 


7-8 —National Council of Private Motor Truck 
Owners, Inc., Washington, D. C. 





10-12—Independent Movers’ & Warehousemen’s 
Association, Inc., Palm Beach, Fla. 


11-12—Canadian Industrial Traffic League, 
Toronto, Canada. 


12-13—Southern Traffic League and Freight Claim 
Forum of Southern Motor Carriers Rate 
Conference (Joint Meeting), Atlanta, Ga, 





Annual Dinner Dates of Traffic Clubs 


DECEMBER 


10 —Knoxville Traffic & Transportation Club, 
Knoxville, Tenn. ' 

11. —Appalachian Traffic Club, Kingsport, Tenn. 

11 —Transportation Club of Louisville, Inc., 
Louisville, Ky. 

12 —Motor City Traffic Club of Detroit, Detroit, 
Mich. 

12 —Pacific Traffic Association of San Francisco, 
Inc., San Francisco, Calif. 

13. —Corpus Christi Traffic Association, Corpus 
Christi, Tex. 

13. —Women’s Traffic Club of Louisville, Louis- 
ville, Ky. 

15 —Traffic Club of Denver, Denver, Colo. 

17. —Oakland Traffic Club, Oakland, Calif. 


JANUARY—1952 
8 —Traffic Club of Philadelphia, Philadelphia, 
Pa. 


10 —Traffic Club of Chicago, Chicago, Ill. 
10 —Traffic Club of Wichita, Wichita, Kan. 


14. —Worcester Traffic Association, Worcester, 
Mass. 

15 —Traffic Club of St. Louis, Inc., St. Louis, 
Mo. 


15 —Will County Traffic Club, Joliet, Ill. 

15  —Winston-Salem Traffic Club, Winston- 
Salem, N.C. 

15 —Women’s Traffic Club, Winston-Salem, N.C. 

16 —Lima Traffic Club, Lima, O. 

16 —Milwaukee Traffic Club, Milwaukee, Wis. 


16 Transportation Club of Sioux Falls, Sioux 
Falls, S.D. 
17. —Eastern Indiana Transportation Club, 


Muncie, Ind. 

17. —Nashville Traffic & Transportation Club, 
Nashville, Tenn. 

17. —York Traffic Club, York, Pa. 

17. —Traffic Club of Topeka, Topeka, Kan. 

17. —Traffic Club of New Orleans, New Or- 
leans, La. 

18 —Portland Transportation Club, Portland, 
Ore. 

18 —Richmond (Va.) Traffic Club, Richmond, 
Va. 

19 —Traffic Club of Jacksonville, Jacksonville, 
Fla. 

21 —Citrus Belt Traffic Club of Southern Cali- 
fornia, Los Angeles-Riverside, Calif. 

22 —Will County Transportation Club, Joliet, 
Hl. 

23 —Denver Commercial Traffic Club, Denver, 
Colo. 

23 —Traffic and Transportation Club of Monroe 
and West Monroe, La., Monroe, La. 

24  —Bridgeport Traffic Association, Bridgeport, 

Conn. 
—Traffic Club of Pittsburgh, Pittsburgh, Pa. 


24 —Tri-City Traffic Club, Moline, Ill. 

26  —Sabine District Transportation Club, Beau- 
mont, Tex. 

26  —Transportation Club of Kansas City, Kan- 
sas City, Mo. 

30 —Traffic Club of Syracuse, Syracuse, N.Y. 

31 —Traffic Club of Newark, Newark, N.J. 

31 —Traffic Club of Lansing, Lansing, Mich. 


FEBRUARY 

5 —Traffic Club of Baltimore, Inc., Baltimore, 
Md. 

5 —Transportation Club of St. Paul, St. Paul, 
Minn. 

6 —Traffic Club of Washington, D.C., Wash- 
ington, D. C. 

Z —Ky-O-Va Traffic Club (Huntington, W.V.), 


Huntington, W.Va. 

7 —Traffic Club of Cleveland, Cleveland, 0. 

7 —Traffic Club of Kansas City, Inc., Kansas 
City, Mo. 

10 —Lincoln Traffic.Club, Lincoln, Neb. 

12. —Cincinnati Traffic Club, Cincinnati, O. 

14 —Hartford Transportation Club, Hartford, 
Conn. 

14. —Miami Valley Traffic Club, Dayton, O. 

14. —Women’s Traffic Club of Springfield, 
Springfield, Mass. 

14. —Birmingham Traffic & Transportation Club, 
Inc., Birmingham, Ala. 

18 —Tucson Traffic Club, Tucson, Ariz. 

19 —Traffic Club of New England, Boston, 


Mass. 

20 —San Francisco Traffic Club, San Francisco, 
Calif. 

21 —Traffic Club of New York, Inc., New York, 
N.Y. 

21. —Omaha Traffic Club, Omaha, Neb. 

25 —Women’s Traffic Club of Indianapolis, In- 
dianapolis, Ind. 

28 —Women’s Traffic Club of Memphis, Mem- 
phis, Tenn. 

28 —Omaha Traffic Club, Omaha, Neb. 

MARCH 

4 —Traffic Club of Wilmington, Del., Inc., Wil 
mington, Del. 

6 —Reading Traffic Club, Reading, Pa. 

10 —Triple Cities Traffic Club, Binghamton, 
N.Y. | 


10 —Women’s Traffic & Transportation Club, | 
Wilmington, Del. i | 

14. —Harbor Transportation Club, Long Beach, | \ 
Calif. 





17. —Traffic Club of the Lehigh Valley, Easton. | 
Pa. i 
17. —The Traffic Forum, Youngstown, ©. 
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BALTIMORE & OHIO RAILROAD 


Constantly doing things —better ! 


' Beach, a 


Easton. | 








BOUNTIFUL RAW MATERIALS 


> 60,000,000 CONSUMERS 
and a Bargain Route to reach them 
ve a 


THOUSANDS OF SKILLED WORKERS @ 


A big market and a low-cost transportation 
network to cover it — that’s the opportunity 
awaiting you in the Mid-Continent Empire 
with its 60,000,000 people, plus its store of 


raw materials, and its skilled workers. 


River transportation is the key to eco- 
nomical distribution of raw materials and 


finished products in this vast area bordering 


on the Mississippi River System. And, bargain- 
rate transportation via barge emphasizes the 


desirability of riverside plant locations. 


There are some really important econ- 
omies in waterway routing to and from your 
ports in the Mid-Continent. The Union Barge 
Line representative can show you facts and 


figures. 





